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Degree
The thesis examines the development of road communications 
within a relatively self-contained area of hills & valleys; 
their relationship with the local relief & geology, and 
their response to changes in the settlement pattern and 
local economy, from late medieval times to the latter part 
of the 19th century. By the 18th century a 3-tier pattern 
had developed; through-routes on the plateau or ridge tops,
i
'contour' tracks linking hill-side settlements, and 'vert­
ical' tracks from valley floor to plateau top.
The inadequacies of the parish road repair system led to 
the creation of toll-roads. Three such phases may here be 
distinguished. Firstly, the amendment of roads from the 
Severn to the edge of the Cotswolds; secondly, the devel­
opment of long-distance routes across the plateau; thirdly, 
the construction of completely new alignments along, or 
close to, the valley bottom, reaching the plateau by sweep­
ing sinuous curves. This last phase starts with the creation 
of the Nailsworth Turnpike Trust in 1780, though the example 
was not followed in the other valleys until the period 1800- 
1825.
In each phase a close look is taken at the financing of a 
particular road, or group of roads. The first such is the 
audit of the Stroud Turnpike, which took place in 1734 as 
a result of public discontent over the newly-imposed tolls. 
The financial theme is central to the whole history of turn­
pikes and in fact it was not the coming of the railways 
that brought about the crisis in the system. The trusts had 
been in grave financial trouble by at least the 1820s, and 
numerous Parliamentary enquiries had tried to resolve the 
problem of debt but without success. In the Stroudwater 
area an attempt was made in the early I850s to introduce 
many of the suggested remedies: how and why this attempt
failed is discussed. But while the competition from rail-
-12
ways certainly caused the extinction of long-distance 
coaching and allied services, the turnpike system itself 
continued for at least another 30 years, though with a 
diminished revenue in most trusts.
The long-drawn-out process of unravelling the affairs of 
a turnpike until final dispiking is examined through the 
records of the Nailsworth Trust. From 1780 to the 1870s 
this trust is the exemplar for the area. Examined in 
detail are; the inception and inauguration of this new 
road, the employment of a professional engineer, with 
competent road specificiations pre-dating the better-known 
work of McAdam by 30 years. Also examined are: problems
of constructing a completely new road; the work of the 
various officials, the composition of the committee and 
the trust's administration; the raising of the initial 
capital and the collection of toll revenue, including a 
detailed examination of toll-farming in the later years. 
Allied matters are also looked at.
At each change in the pattern of turnpike communications 
an appropriate financial problem is examined. Use is made 
throughout of numerous reproductions of contemporary maps 
and of original documents.
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Chapter I . INTRODUCTION; THE PHYSICAL BACKGROUND 
& ITS INFLUENCE ON ROADS AND TRACKS.
(1) Relief and Geology.
Gloucestershire, like Caesar's Gaul, has traditionally 
been divided into three parts: Wold, Vale, and Forest
of Dean. This classification ignores the claims to 
identity of the several valley systems that breach the 
western scarp and which may fairly be said to present 
significant differences from the three major regions of 
the county.
Of these river systems, the largest is that of the Frome, 
hereafter called the Stroudwater system, which includes 
areas of plateau, hill slopes and valley bottoms. The 
headwaters of the Frome itself start near the scarp edge 
not far from Birdlip, and at first flow in a generally 
south-easterly direction as though to join the strip­
ling Thames in the manner of the Evenlode, Windrush,
Coin and Churn. But near Sapperton the Frome and its 
twin the Holy Brook turn sharply to the west in a deepen­
ing valley to Stroud, which lies near the confluence of 
the main river with other valley streams.
The Frome emerges from the Oolitic escarpment 
at Stroud, crosses the sub-edge plain as far 
as Stonehouse in a deep trench, and thence 
in a shallow valley flanked on the south-west, 
round Frsmpton, by a wide spread of oolitic 
gravels.1
The valleys of the Stroudwater system are deeply in­
cised into the Cotswold plates. Valleys vary in re­
lief, at times having precipitous sides, elsewhere
being marked by broad shelves separated by pronounced 
breaks of slope, the valley flanks being incised by 
tributary streams. Above Stroud the valleys are nar­
row, and in the past must have been watery or marshy.
The hill slopes are mantled with numerous land-slips 
which,^where they reach the valley bottoms, have pro­
vided fordable crossings, and also suitable sites for 
water-mills, their natural barriers making it feasible 
to pond up the waters behind. The steep relief, the 
wet bottoms and the cold nature of the valley clays 
would have seriously restricted movement across the 
grain of relief, while the level tops would have pro­
vided much easier lines of communication — * provided the 
ridges 'led in the desired direction. _
There are significant differences in the relief of areas 
north and south of the main valley. t o  the south, plat­
eau levels provide good communications westwards from 
Cirencester over the commons of Minchinhampton and Rod- 
borough to the river-crossing at Dudbridge, and on the 
other side of the Nailsworth valley high, level ground 
gives access to the south. But north of the Frome the 
valleys run north to south and so seriously impede tra­
vel from east to west. (See Fig l.i p3)
The area has attracted a good deal of attention from geo­
logists. A simple version of the geological succession
3
may be seen in Witchell and Dreghom. All the rocks are
of the Jurassic period, with successive strata of clays,
sands and limestones. The geological dip is a little
less than that of the plateau surface, and consequently
(text continued p 11)
FIG l.i
THE 
STROUDWATER 
SYSTEM
to show con­
tours & water 
courses
i,
contours in feet : valley
streams named. Based on 
OS 1 inch map.
mile
B - Bisley C - Chalford
D - Dudbridge E -, Edgeworth
M - Minchinhampton 
P - Painswick R - Rodborough
G - The Gulph V  - Roman villa
be - Bulls Cross 
st - Steanbridge 
sc - Stancombe Cross
A Note to Fig I,i.
The wide embayment of Lower 
Lias clay from the scarp to 
Stroud.
The greater: number of tribu­
taries from the left bank in 
both the Painswick and the 
Slad valleys, and the way 
these valleys and the head- 
streams of the Frome, curve 
back towards the upland bet­
ween Bisley and Birdlip (off 
the map).
The cap rock on Rodborough 
Common is of Inferior Oolite 
and thus few, and weak, streams 
issue from this upland. But 
Minchinhampton Common is of 
Great Oolite on Fullers Earth 
and so gives rise to stron­
ger streams (not shown on 
this map). But the larger 
tributaries of the Nails­
worth valley enter from the 
left apparently at reversed 
junctions. The upland in 
that direction (towards Nym- 
psfield) has Fullers Earth 
under some Great Oolite, and 
in the late 19th century the 
clay at Bown Hill (SO 80 
820 021) supported a brick­
works.
One route from south to north, 
probably ancient as it is mar­
ked by several barrows, went 
from Tetbury through Avening, 
crossed the Frome at Chalford, 
then headed for Bisley and 
the scarp edge at Birdlip.
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FIGS I.ii & iii. Geological sections
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Fig I ii Geological section across the Stroudwater system,
roughly MW to SE.
Source: Witchell E, The Geology of Stroud and the area drained
by the River Frome: frontispiece.
9^9^05:0 95560570
reci
APOVCoa
Si*cr t romc
In îê n o ï ü o i i i c  T I I ^
irjrjrxbi^-tin BulgeMy clay) L im e s to n e
U p p e i L»as
7?03
fC E T
I ig. 2 b . S e c tio n  a c ro s s  th e  I ro n ic  V alley , h a lf -n iilc  s o u th  o f  L d g c w o r th ,  G lo u c e s te r s h ire .  H o r iz o n ta l  a n d  v e r tic a l  sc a le s  th e  s a m e . 
(S ee  l in e  o f  se c tio n  T ig . .la )
Fig I-iii Section across the Frome valley south of
Ed<^eworth, to show surface structures due to hill- 
slip and valley bulging.
Source: Ackerman K F & Cave R, Superficial deposits
& structure, including landslip, in the Stroud 
District, Gloucestershire.
FIG l.iv Hill-slip on Stroud Hill; Coneyqer quarry. 
Grid ref; SO 80 NE 867 048.
(’from Witchell E N in PCNFC iv, 1880, 224, enlarged.
Both areas of freestone quarry were extensively
worked in the past; two houses have since been built
on the now level space in front of the upper quarry. 
This lies just over the brink of Stroud hill, nor far 
uphill from the former Stroud Union Workhouse. Part 
of the upper quarry was worked by piliar-and-stall 
method ,J
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Section 1.—South side of Stroud Hill.
'J’lie effect of flic :icficn of the strea.ms niimin^ aloii; -^ (he 
base of the liills is everywhere seen in the tumbled condition 
of the IiifeHor Oolite, large masses of which are found at 
every conceivable height upon the slopes. It is by no means 
uncommon to see a quarry of Freestone upon the Sands or the 
the Upper Lias. The subjoined section (No. 1) is intended to 
illustrate this condition of things. It is taken from the south 
side of Stroud Hill, and the faults shewn upon it are visible 
upon the surface-of the ground. Shps of this description arise 
from the deepening of the valleys as before mentioned. The 
formation of combes is sometimes facilitated by the increased 
erosion at th e  base, consequent upon the in f ux o f a tributary 
streani from a branch valley, by which the main stream is 
impelled against the slope on the opposite side.
Fig l.v Schematic Section of the Frome Valley
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section 9-11
above Chalford ^
Based on sections from the 1:25,000 OS map, with sections at
right-angles to the contour lines, and all centred on the river.
All sections on this Figure are looking upstream.
0: longitudinal section across the Vale: clay capped by
gravel spreads on terraces.
1-3: embayment between Frocester Hill and Doverow, upstream
to Stroud. Wide valley with floodplain. (See Tomlinson, 
Wills, Dreghorn, Gardiner op cit)
4-8: main area of settlement in period of domestic industry:
deeply-cut valleys.
9-11: upland plateau: valleys still steep, but less deeply
incised into the extensive areas of plateau.
For these and subsequent profile-sections, see Fig I i, I ii, 
and text.
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Table l,ii. PAINSWICK Va l l e y.
12. Tumuli 835085 to Wickridge Hill 861067
13.
14.
16.
Rudge Hill quarry 845091 to top Juniper Hill
870031
end of Golf Course on Painswick Hill 872124 
Painswick'Be aeon over 900 ft) via Tocknells 
„ to Saltridge Hill 8911.
Triang. mark High Brotheridge 891138 to bridge 
at Cranham 895131 to Cranham common 897125.
FIG I.vii Schematic Section of the Slad Valley
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Table 1. iii.
16.
S080
17. If
l a . If
19. If
SLALr VALLEY.
Grid line Wickridge Hill 860066 to road 
Stroud Hill 871052
700 ft contour Wickridge Hill 863074 to 
872068 to road 890065
700 ft contour 871083 to road at 891066 
Road 886099 to Stancorabe Pike 898069
on
stream
f i g  I.viii Schematic Section of the Nailsworth Valley
jleft bank jCignt bankj
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_ section 20
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section 21 
Nailsworth (b)
IBÎiiü_ section 22 
j Nailsworth (c)
................ • * • I • 1 ..... .
section 23 
Nailsworth (d)
Table 1 iiv NAILSWORTH VALLEY.
20. Triang. mark Sélsley Common 829032 to track
junction Rodborough Common 850037
21. Trig, point Forest Green 838999 (Sheet ST89) 
to Bulwarks 86001^ (Sheet S080)
22. Tom Longs Post 859013 (Sheet SOSO) to track IT
of Brandhouse Farm 365985 (Sheet ST89)
23. Hampton^Fields 886996 (Sheet ST89) to Linton
Barn tnang. mafck 885970.
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TABLE I . i Grid reference points for Frome Valley sections 
from 1:25,000 OS maps.
No. of 
section.
FROME RIVER.
0. Severn Vale. 32/70. Stream S of Putloe 782099
to stream at Bridges Cottles 756048. 
Stonehouse-Stroud.
1. SO/80. xpmg Long barrow 826069 to top Doverow Fill
816053 to Stanley Mills 812042 to tumulus 
811020.
2. " 838086 to Whiteshill Church 841068 to
Dudbridge 836046 to road near Selsley Hill 
Farm 128026. . . '
3. « Wickridge Hill 868078 to Beeches Green 848054
to River Frome 847050 to rd. junction 848043 
to track junction on Rodbo rough Common 857036 
Stroud-Chalford.
4. “ Round Elm (nr. Lypiatt) 880055 to Woilchouse
863050 to track. Rodbo rough Common 850037
5. '» Nether Lypiatt 874039 to Bear Inn 864027
6. Nether I^iatt 874039 to Minch inhampton
“ Common 864003.
7. •' Bam 896046 to rood junction 884029 to
Cracks tone Farm 886003.
8. S090 New Inn i Bis ley 905060 to Holloway 906054
to cro’sstracks near Cherington 906000 
Above Chalford.
9. w Road cross 917039 to triang. mark 939040
to roai'at 956032. / ' . . .
10. « Holloway (S of Bisley) $06o54 to triang.
mark 937051 to New Buildings 964057.
11. « New Inn, Bisley 905060 to 700 ft. contour
foot path 916064 to foot path 925072 to ' 
Waverley Build ings 970072 tbj road 9560.76.
in Fig I.VI, the Painswick valley, in each section 
cne right bank gives the view down-stream; the 
uppermost stretch of the valley is at page bottom. 
The narrow ridges of the scarp stand clearly out. 
Section 14 shows the valley north of Painswick, 
while section 15 shows the sharp drop to the tribut­
ary Sheepscombe valley.
In Fig i.vii, the Slad valley, the upper part of 
the valley is at page top; the view is again down­
stream.
But in Fig I.viii the Nailsworth valley, the upper 
valley is at page top, and the right bank is on 
the right-hand side of the page.
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later rocks outcrop to the south-east. (See Figs I.ii)
>
The effects of the different rock formations are various 
and important. Clays tend to be wet and cold, and so 
seldom-really suitable for settlement. Sands provide a 
permeable layer, and give rise at their junctions with 
underlying clays to springs and water-seepage : they 
also serve to filter the downwards-percolating water.
The plateau surface is of oolitic limestone, often barely 
beneath a thin layer of soil and the Inferior Oolite 
forms the steepest and ^highest part of the western scarp 
face. There are numerous fissures or *lissens* in the 
limestone which allow rain-water to penetrate the sands 
below; such fissures also provided a convenient means 
of disposing of liquid waste.
The availability of water has been a major factor in the 
location of settlement. On the western scarp (which is 
often eroded into narrd"^ ocf^te-like ridges) spring- 
lines usually lie well do^m the slope. , But to the east 
and north of Stroud, the Fullers Earth underlies at no 
great depth the Great Oolite, and so may provide a ready 
water-supply. Good examples of settlements depending on 
such upper springs can be seen in the villages of Bisley 
and Minchinhampton, both of which originated just above 
permanent springs, but which also lie in shallow hol­
lows of the plateau which give some protection against 
winds. Small settlements elsewhere developed lower down 
the hill-'sides at a lower spring line : the valley bottoms
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were cold and damp and marshy, formerly devoid of settle­
ment except at the occasional crossing-point.
This simplified geological picture is much complicated 
by the actual landforms which largely derive from the 
Pleistocene and post-Pleistocene periods. There has 
been a great deal of surface movement from the effects 
of alternate freezing, thawing and solifluction on rock 
layers of differing water-bearing capacity and load- 
bearing competence, and in addition lowering
of sea-level has greatly affected the erosional power
of the streams... (See Figs I ii, iii, iv)
The most recent geological survey shows that the sides 
of the valleys are almost completely mantled with mat­
erial derived from slumping and slippage : a very great
deal of downward movement must have taken place.^ In 
places the plateau edges are cambered, in other places 
whole blocks of rock have shifted down-slope, and masses 
of less consolidated material have slumped or flowed 
downhill, and in places the removal of the overlying 
burden, and the weight of the remaining hill-masses on 
either side of the valleys, have caused the plastic clays 
to bulge up under the valley floors. These valley floors 
have of course been over-deepened, and then choked with 
alluvium: the present streams are thought to be mis­
fits. In addition, gravel terraces have been identified 
extending out from the system and across the Vale to the 
River Severn.^
Topographical features such as these have been important
(text continued p 15)
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FIG I . ix view across the Painswick valley to Sheephouse,
Grid ref of Sheephouse: 80 SO NE 859 085.
( The ridge is Wickridge (the upper part of which is of Inferior 
Oolite), which slopes down to a low bluff in the main Frome 
valley below Stroud. The upper slopes are used for wood, 
rough grazing or guarrying.
The Old Painswick Road (Wick Street) runs at a break of slope, 
and the few houses mostly lie along it above the spring line at 
the junction of clays and sands. According to Dr Cave, it is 
3  probable that a whole length of rock has shifted down en bloc 
(personal communication).
^  The area of gentler gradient may be in arable, but at the edge of 
5" the ploughland there is a marked break of slope and a sharp drop 
to the narrow, or non-existent, valley floor, which in places has 
6 a small river cliff on its left-hand side. The opposite side of 
the valley is of irregular, but steep, gradient, obviously mantled 
by the slumping of rock and soil in the past. Evidence of such 
down-slip was seen in a ditch at the side of the lane down from 
Pitchcombe several years ago. SO 80 NE 8575 0710.
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FIG I.x view diagonally across the Slad Valley,
Grid ref Swift's Hill - SO 80 NE 87 06
S'VnT 
c6avno/ Ckf Si/ivct
This view shows the concordant plateau summits between 
valleys or embayments to the south of Stroud. The Slad 
valley has a general resemblance to that of Painswick, 
except that the upper stretches are of Great Oolite over- 
lying Fullers Earth, so that springs start higher up the 
slope and so incise the valley sides more deeply, and at 
a higher level than on the corresponding side of the 
Painswick valley. Moreover the valley heads (there are 
two as with Painswick) veer sharply to the east back 
into the upland, and thus offer a difficult barrier to 
travel up the valley.
The right-hand, or western, flank is, like that of the 
Painswick valley, mantled with rock-slide and soil-slump.
But unlike in the Painswick valley, there was no through 
route developed until the building of a turnpike up the 
right flank in 1801.
It was possible to use the Painswick valley for a through 
route, either along the narrow scarp rim and round to 
Birdlip, or (to a less extent) up the eastern side and 
so to the top by way of the tributary Sheepscombe valley. 
Such a possibility did not exist in the Slad valley which 
had very little settlement, nor much today above the pur­
lieus of Stroud. (ss Lee L, Cider with Rosie, Hogarth 1959)
Thus though there are basic resemblances betwen the two 
valleys, the differences in relief have led to different 
communications, and settlement.
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influences on both settlement and communications in the 
past. The steep, often precipitous hill slopes, and 
the watery bottoms would seriously have restricted 
travel across the area, while by contrast the level 
tops would have provided easier lines of communication 
provided, as mentioned above, they led in the right 
direction, (See Figs I.xii & xiii, p 32-33)
But communications are not determined solely by topo­
graphy. The existing economic and social patterns are 
also major factors, not only in helping to determine 
where people live and work, but also in where they wish 
to travel and how they will reach their destinations. 
Travel may be by foot, hoof or with pack animals  ^
herds and flocks of stock, or on wheels. (Locally, 
sledges could be put to use.) The journey might be 
only into the fields, to the next village, the church 
or manor house, the nearest market, or to places more 
distant sgch as the county town, a port, or a place of 
pilgrimage. The traveller might be merely passing 
through, or might have a local destination.
It is perhaps relevant to take a brief look at some 
possible routes earlier than the turnpikes of the 
eighteenth century, hazardous and doubtful though such 
an exercise may well be. Nevertheless, many suggestions 
have been made as to where such routes actually were.
(2) Some possible early routes & tracks.
The dubious "Jurassic Way" of the Iron Age should be men­
tioned, if only because it has gained credence in many
16
^publications on rather doubtful evidence. While the 
original idea seems to have been put forward By Helen 
0*Neil as a result of careful field-work on foot and 
bicycle in the north Cotswolds, other, later, writers
have accepted the idea often uncritically, and in some
cases apparently without actually having been over the
ground itself. As Christopher Taylor puts it -
Perhaps the greatest problem in the under­
standing of roads lies in the minds of 
those who wish to unravel their history.
The fascination of roads and tracks, and 
the excitement that the process of tracing 
them onward across country gives, have all 
too often in the past resulted in complete 
mental blocks and visual blindness.8
By Roman times the picture is a- '1 i liMbe clearer. Their 
main, or military, roads still exist. The present road 
from Cirencester to Gloucester via Birdlip is for much 
of the way on the Roman alignment, known as Ermine Street. 
Southwards from Cirencester the Fosse Way heads for Bath 
though today the route in use veers from the straight 
line, for Tetbury. It should be noticed that these two 
major Roman roads carefully avoid entering the Stroudwater 
system, keeping to the high ground to east and south of
9
these valleys.
Another Roman alignment went south across the Vale from 
Gloucester to Sea Mills (the Roman port of Abone just 
before the confluence of the Bath Avon with the estuary 
of the Severn.) The present A38 follows the same general 
line, though rarely on the exact Roman alignment. These 
three routes define, as it were, the boundaries of the 
Stroudwater system. (text continued p 19)
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FIG I.XI 
Section along the Bisley Path.
ROAD from Cirencester via Cicely Hill and Oakley Wood north side 
to Bisley, Painswick and to Gloucester Cross. Vertical height 
as given.
Source; l in OS maps.
Gloucester
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Note to FIG I.xi Section along the line of the Bisley Path.
The name Bisley Path is given by the Bathurst Estate to 
the ride skirting the north-east side of Cirencester Park, 
the successor to the ancient road leading to Bisley, Pains­
wick and Gloucester. See Milner J C, A medieval road to 
Gloucester, Glevensis i5 op cit. The present writer has 
used this name to stand for the whole route from Painswick 
to Cirencester (and has walked along the whole length).
VCH xi also refers to it by this name.
The level plateau is exposed to the full force of wind 
and weather, and snow in winter except where trees may 
have given some shelter. But the extent of woodland on 
the western Cotswolds at any one time is problematic, 
though many local field names recall a time in the early 
middle ages when there was considerable woodland in this 
area. See VCH xi, Bisley; Grundy G B, The Ancient Wood­
land of Gloucestershire, TrBGAS 58 of 1936, Hooke D,
Early Cotswold Woodland J Hist Geoq 1978, Darby & Terrett 
op cit, and others. Rackham 0, Trees & Woodland in the 
British Landscape, Dent 1976, also refers, see especially 
ch 3. The Woodchester estate dispute of 896 refers to 
areas of woodland, such as at Bisley (this being the 
first recorded use of that name), and the perambulation 
of that date frequently mentions places ending in 
-leah, meaning clearing in woodland.
Crossing the several valleys presented difficulties, 
mainly owing to the considerable variation in soil and 
the geological strata. Examples of slippery slopes may 
be seen on the eastern approach to The Gulph for the 
crossing of the Frome, and on the descent to Steanbridge 
in the Slad valley. Well-preserved hoilow-ways can still 
be seen on either side of The Gulph.
By 1600 there was a bridge - Henwood bridge - at the 
Frome crossing; the early date for Steanbridge is given 
in the text. The present road alignment where the road 
crosses the Holy Brook is (in this writer* s opinion) 
a diversion from an earlier, straighter, line, perhaps 
to accommodate the dwellers at the late settlement of 
Tunley. Se VCH xi, 10.
For a conjecture on the early medieval use of the Bisley 
Path, see Cox C, The Lypiatt Cross in Glevensis 19, while 
other speculations appear in the text. While Parliamen­
tary Acts give the turnpike of this route only as far 
as The Gulph, several milestones were found even up to 
and beyond Bisley, for which see Cox C, Milestones of 
the Stroud District, TrBGAS 83 of 1964.
Grid ref of The Gulph: SO 90 SE 953 045.
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Cross-routes include that from the Severn at Arlingham 
(the river was fordable at low water) to the scarp be­
yond Frocester, where there was a Roman villa of some 
importance. This was possibly a route used for carting 
iron from the Forest of Dean. Once on the top, the route 
kept to the narrow ridge between the scarp and the heads 
of valleys, passing close to the Roman settlement at 
Kingscote.^^
Another ’Roman* route, possibly of more ancient use, 
was that across the commons of Minchinhampton and Rod­
bo rough, descending the ridge-end for the river crossing 
at Dudbridge.^^ And yet another transverse route, this 
time north of the main Stroud-Chalford valley, and likely 
to have been in use, at least at intervals, over a very 
considerable period, was the road from Cirencester to 
Gloucester via Bisley and Painswick, which in this study 
is hereafter termed the Bisley Path (though the name
is strictly applicable only to the section skirting
12Cirencester Park). It was not till 1814 that it ceased 
to be a through-road, and parts of it are no longer in 
existence, having been ploughed out. But it is the most 
direct way to reach Gloucester from Cirencester, even 
though it crosses various streams. An actual walk along 
the route showed that such crossings were at the most 
suitable places, and between the Slad and Painswick valleys 
it utilised the col now called Bulls Cross. It is also 
noticeable that several Roman ’villas’ lay close to this 
route and (though it cannot be definitely proved) it is 
the route which would have been taken by those in the
20
area who wished either to reach Glevum or Corinium by 
the shortest way, and possibly for the transport to those 
urban markets of what the intervening area could produce, 
whether agricultural goods, or wood or stone.
One possible clue to this being in use in Roman times 
lies in the still-noticeable zig-zags on either side of 
the Frome crossing, called in the eighteenth century The 
G u l p h . S i m i l a r  zig-zags can still be seen up the old 
road to the top of Frocester hill, and Margary certainly 
classes this track as R o m a n . O t h e r  similar zig-zags 
seem to occur on the abandoned road down Birdlip hill, 
though this writer has seen them only on maps or from a 
distance, and has not himself walked down that slope. 
However, it is as well to heed Taylor's advice, and to 
regard the Bisley Path as possibly 'Roman*, but not 
proven.
Yet it must have been by this route that Charles I went 
in 1643 after the capture of Bristol to the surrender 
(as he no doubt thought) of Gloucester. According to 
the Iter Carolinum, the King reached Cirencester from 
Tetbury on 9 August, stayed there the night with Sir 
William Masters, and reached Painswick on 10 August, 
continuing on to Mr Selwyn's at Matson. This would 
appear to confirm the use of the Bisley Path. (See 
Fig I.vii, and its accompanying Note, p 14 & 15)
The first actual documentary evidence relating to roads
17
or tracks comes in a charter dated 896. in that year, 
to settle a dispute between the Bishop of Worcester and
21
the occupiers of an estate based on Woodchester in the
Nailsworth valley, a witan was summoned to Gloucester and
a king*s official sent to perambulate the land in quest- 
18ion. Only some of the places named in the charter can 
be positively identified, but it is clear that the offi­
cial began his tour from Rodborough, which implied that 
he had used the ford at Dudbridge. On his survey he was 
accompanied by the priest of the people of Woodchester.
The estate in question can hardly be deemed identical 
with the present parish of that name, which is small in 
extent and lies on the western side of the Nailsworth 
valley, whereas the lands of the estate in question 
stretched from the upland of Rodborough common, across 
the Nailsworth valley at some unidentified point (per­
haps either at Inchbrook or at Lower Nailsworth where 
bridges were later to be built) and back to Dudbridge 
across Selsley common. While only some of the names can 
be identified, this perambulation must have been along
19tracks such as still exist over the two areas of common.
The pattern of settlement and land-use in the earlier
medieval period can best be inferred from the Domesday 
20Survey. Roads and tracks are the response at any one 
time to the needs and capacities of travel and transport. 
The Survey records tenants and their status, taxable till­
age and other items such i as pasture, woodland and mills, 
and it is noticeable that the Bisley estate of Earl Hugh 
of Chester was credited with five mills, and that the 
estate of Minchinhampton, held by the Church, had eight. 
But no mention is made in this area of sheep, so it seems
22
likely that wool was utilised only for domestic pur- 
21
purposes. The mills at this date were certainly not 
for fulling; it may be that the considerable size of 
these two estates, together with the probably dispersed 
nature of dwellings, and also the steepness of the slopes 
down to the streams, made it more convenient to site the 
mills in different places. It cannot be due to a need 
to make use of scarce power, as the streams even today 
are permanent, copious and fast-flowing, and could be 
used for simple mills even without the construction of 
a mill-pond. (See Fig I.xii p 23)
The Survey contains no references to roads. But roads 
or tracks there obviously must have been, for the move­
ment of farm produce, for the haulage of stone for the 
numerous churches being built in the eleventh and twelfth 
centuries, for the assembling of tithing-men of the hun­
dreds no less than for the journeys of officials, either 
of the king's government, the lords* stewards or of the 
Church. The grouping of estates, later and less perman­
ent than parishes, into hundreds may supply clues as to 
which ,tracks were then the more important. The tithing- 
men of the Hundred of Bisley met, according to tradition, 
at Stancombe cross-roads west of the village of Bisley, 
while those of Longtree Hundred south of the Frome met 
also at a cross-roads, and one which neither then nor 
now was near any considerable settlement. It looks as
if these meeting places were fixed by the convenience 
of route-ways. It is also to be noticed that Rapsgate 
Hundred, to the north of Bisley Hundred, included the
(text continued p 25)
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Note to Fig I.xii, , The Hundreds of Bisley & Longtree
These are the two main hundreds of the Stroudwater 
system, little changed in essence since the Domesday 
Book survey. Bisley lies mainly to the north of the 
river Frome, and Longtree to the south (with anomalies).
It has been mentioned that the heads of the Painswick 
streams (and the scarp rim there) were grouped into 
Rapsgate Hundred. Also to be noticed is that both 
Winstone and Sapperton lie across the Frome, while 
the parish of Painswick, though in the Painswick 
valley, was in a different. Vale, hundred. The chief 
point to note of Longtree Hundred is the conspicuous 
intrusion of Berkeley Hundred (mainly Beverstone par­
ish) between Horsley and Larborough. The ancient road 
from the Severn to the top of Frocester hill runs along 
this spur between valleys. This route forks close to 
the Roman site of Kingscote for Tetbury to the east 
and Bath to the south-east and south. The Roman road 
called the Fosse (or Foss) Way forms a parish boundary, 
but Ermine Street from Cirencester north-west towards 
Gloucester, does not.
There have been several changes in administrative or 
ecclesiastical divisions within hundreds, which need 
not be particularised here. Note however that Stroud 
was earlier Lypiatt manor, and originally was part of 
the great estate of Bisley: Bidfield to the north was 
a detachment of Bisley, as Paganhill to the west was 
a detachment of Stroud. Some of the parishes are 
•plateau* based, as Bisley, Minchinhampton, Rodborough; 
others have a valley stream as a spine, as with 
Avening and Painswick (which also encompasses Wick­
ridge hill and down into the stream of the Slad valley.
For a comparison of the 1845 and 1086 estates or parishes, 
see VCH xi for the nineteenth century, and Moore J, 
Domesday Book - Gloucestershire (Phillimore 1982).
The general direction of main early •through• tracks 
are indicated in orange. The word • general*, is em- 
hasised. For contours and water, see Fig I.i; and 
for roads at different stages, see the text. The 
meeting places of the two hundreds are also indicated - 
both were at cross-roads - Bisley at Stancombe Ash, 
and Longtree at Longtree B a m .
The two hundreds maps are from VCH xi, p 2 for Bisley, 
and p 154 for Longtree.
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heads of the Painswick valleys, almost certainly because 
the scarp-top provided by far the easiest way of reaching 
a point of assembly; while in the south of the Stroud­
water system, similarly a tongue of land of Berkeley Hun­
dred obtruded into what might be thought should have been 
included in the Hundred of Longtree. These remarks are 
of course conjectural, but reasonable when the actual 
shape of the ground is considered. (See Fig I.xii p23)
(3) Development of rural textile industry.
By the thirteenth century the economic importance of the 
area lay not so much in agriculture for a largely self- 
sufficient community as in the business of commercial 
sheep-farming, important for the owners of estates for 
the profits this could bring and also to the King's trea­
sury for the ensuing taxation. The wool of the Cotswolds 
was forwarded to Italy and Flanders through Bristol, South­
hampton and London, a trade organised originally by It­
alian merchants* houses, though the great ecclesiastical 
establishments played a prominent part: until the wars
of Henry V, Minchinhampton was held by the Nuns* convent
at Caen who had the right to graze more than 1000 sheep
22on the local common.
From this manor to the market at Cirencester the main 
route was eastward over the plateau. North of the Frome, 
where the plateau is cut with valleys running north to 
south, travel to Cirencester was more difficult than than
south of the Frome. It is possible that Bisley manor 
played a less prominent part in the production of wool.
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and it seems that in industrial development also it lag­
ged behind Minchinhampton - which of course may be bec­
ause the latter manor was more efficiently organised for 
profit, or because it had fuller records. But in 1381 
only three tuckers were recorded for Bisley, while fifty
years or more earlier Minchinhampton had seven fullers,
23with more than one fulling mill in operation.
There must have been traffic from Bisley manor if only 
to and from the expanding markets in Gloucester and Ciren­
cester. A bridge is recorded at Steanbridge in the Slad 
valley (as Stewenebrige) as early as 1248, and it lay on 
the Bisley P a t h . A n d  strung along the dip-slope of 
the Cotswolds were several important if small market 
towns: Chipping Campden, Stow-on-the-Wold, Northleach,
Cirencester, Tetbury, Malmesbury. Such an increase in 
traffic to the east was along routes already established, 
and did not involve any striking changes in the pattern 
of routes - this was to come with the development in the
later thirteenth and fourteenth centuries of local manu-
25facture of textiles.
Fulling mills in the Cotswolds were not first establi­
shed in the western valleys with their fast-flowing 
streams, but on the gentler streams of the dip-slope.
The first one known was recorded for 1185 near Guiting 
Power, established by the Templars, and it was followed 
shortly afterwards by one at Sherborne near Northleach 
and by another, about 1205, at Bourton-on-the-Water.
The first signs of fulling by water-power in the Stroud-
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water area appear by the end of the thirteenth century
when seven men of Minchinhampton paid rent for leave to
27dig fullers èarth. This might merely denote that 
fulling was still done by foot, but the Rev C E Watson 
and others note the name of one Ralph the Fuller of Dud­
bridge in the third quarter of the thirteenth century, 
and also that of Thomas de Rodborough, who owned a full­
ing mill at Brimscombe near Chalford, and another at 
Wallbridge, though the earliest mill in the area may
have been one at Wheatenhurst (Whitminster), almost
28certainly on the Frome.
These were but small beginnings for what was to become
an important area for the manufacture of textiles. By
the middle of the fifteenth century fulling mills were
well established in the valleys, as is evident from the
29
record of an industrial riot at Chalford in 1485.
The trouble, which resulted in the deaths of two men 
and apparently some looting, arose from a dispute as 
to who was actually entitled to use the mill (worth 16s.), 
and was at length settled by an "arbiterment” . John Mody 
and Edward Mody, who came from Malmesbury, had evicted 
their tenant, Edward Mull or Mill, from their tenement 
at Chalford, which included a fulling-mill.^^ The im­
portance of this is that the Modys had moved from Mal­
mesbury to Stroudwater, though the former place was then, 
as later, an important centre for cloth-making, being 
celebrated in the middle sixteenth century for the action 
of William Stumpe buying (and so saving) part of the
28
abbey church in order to use it as a sort of manufact­
ory of cloth. Dr Carus Wilson points out that at this 
time clothiers were moving to Stroudwater from other 
towns, instancing one John Benet of Cirencester who, 
although asking in his will to be buried in that town, 
owned a house in Stroud and another in K i n g s 's Stanley, 
with water-mills in Rodbo rough, parish. It is also
significant that the Whittington family took an inter­
est in the area, perhaps as some form of back-integration 
in the mercery trade- It would seem that land-owners, 
and capitalists, were taking advantage of the potential 
of the area by investing in fulling-mills which could be 
let or sub-let if not actually worked by the owners. 
Stroudwater from now on was growing in wealth, popula­
tion and importance, and this industrial development
shifted the balance from upland agricultufliL farms to
32
the scattered industrial sites down in the valleys.
Carus Wilson wrote :
it was these mills which were the nuclei of 
later development
which is true ; but she anticipated history when she
added:
colonies of weavers also began to settle 
round the fulling mills
and referred to the growth of a number of
scattered industrial centres down below in 
the Stroud valley.
She suggested that Minchinhampton town had at one time
empty dwellings because the workers found it less arduous
to live down below near the mills than face the long
climb to the top at the end of the day. But this is
33
to transpose a later development too far back in time.
29
Only a few workers were actually required in a fulling- 
mill; the great majority of workers in the textile in­
dustry were in spinning and weaving, and only the pro­
cesses of cleansing, dyeing (where this was done) and 
fulling were tied to a site on w a t e r . U n t i l  other 
machinery was introduced into the mills at or after the 
end of the eighteenth century, most processes were 
carried out in the homes of the out-workers, which could 
be at a considerable distance indeed from the mill or 
the manager's buildings. While there would be small 
knots of industrial or other premises at the established
river crossings, such as at Dudbridge, Wallbridge or 
35Chalford, the dwellings of weavers tended to be grouped 
up the hill-sides or on the edges of the commons, and 
the former Blue Boys Inn on the outskirts of Minchin­
hampton town testifies that workers did in fact mount 
at the end of the day to their homes on the plateau. 
Scattered g r o u p s o f  dwellings for this rural industry 
developed along the valley between Chalford and Stroud, 
and in the Nailsworth valley, but less conspicuously in 
the Painswick valley (which perhaps was a little later 
in industrial development than the two other valleyë) ), 
while the Slad valley was conspicuously bare of such 
settlement. Even in the late nineteenth century when 
mills were still working in that valley, the workers
tended to come to them over the hill from the town of 
37
Stroud.
Thus, while the movement of wool to and from the cot-
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tages of spinners, and of the finished cloth, was along 
the plateau roads to such centres as Cirencester, the
main finishing processes lay in the valleys below; 
the dwellings of weavers, more so than of spinners, were 
often clumped or spread along the edge of the plateau, 
or along the hill-side tracks connecting one small 
settlement with another, or cascading down hill like a 
cataract of stone.
(4) Establishment of a three-tier pattern of communication
This brought into being a greatly-increased use of 
•vertical* tracks, from the valley mills to the coll­
ecting points on the plateau, as well as from clusters 
of dwellings to the mills, and up to the hill-top settle­
ments. In addition to wool and cloth, there would be an 
increase in other goods needing transportation, such as 
grain, animal products, stone and timber and many other 
things; such as are given for various parishes at the
end of the eighteenth century in Samuel Rudder*s New
38History of Gloucestershire. So by the time the cloth­
ing business was well-established in the middle sixteenth 
century, there had emerged a three-tiered pattern of 
roads and tracks.
1 Firstly, the ancient and accustomed hill-top 
through-routes, taking bulky or heavy traffic, especially 
that with wheels.
2 Secondly, roads or tracks connecting the settle­
ments along the hill-sides, snaking along the contours 
above the spring line, but needing to descend to or near
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to the valley floor where the combes of tributary 
streams had to be crossed. Such tracks would take 
the 'local* traffic, linking not only the settlements 
along the valley sides, but also especially with the 
growing town (if such it could then be called) of Stroud, 
which by the middle of the sixteenth century was just 
beginning to emerge as potentially the major local 
centre.
3 Thirdly, what may be called the 'vertical® tracks 
straight up and down the hill-sides, from mills to cott­
ages and to the top road, and back again. In the eight­
eenth century, and very probably earlier, goods came 
along these plateau roads to suitable points for coll­
ection and distribution, such as the Bear Inn or the Road 
House, both on the neck between Rodborough and Minchin­
hampton commons, where goods in bulk could be broken up 
for cartage down the slopes to cottages, mansions and 
mills. '  Wheeled vehicles could reach the top only in 
a few places, where for example a bridge spanned the 
rivers, and a hill-side road rather than a mere track had 
developed. But even as late as the early twentieth cen­
tury, coal at Chalford was still being taken up-hill 
in baskets on the backs of d o n k e y s . T h e r e  were few 
'roads' to the top, but many tracks.
This three-tiered system shows the response of the change 
in economic activity to changes in settlement and in com­
munications, and it remained the pattern until the end 
of the eighteenth century, and after. It was the 'new' 
turnpike roads along the valley bottoms, firstly along
(text continued p 34)
32
Hill-tracks along the Frome and Nailsworth valleys 
before turnpikinq.
Figs. I.XHl and )(i'Jare from the OS Preliminary Drawings, 
done at the end of the first decade of the nineteenth 
century, slightly reduced in scale. The plateau road 
over Minchinhampton and Rodborough Commons was turn- 
piked in the 1750s and has been included, but the first 
valley road, that of Nailsworth, was built 1780-81, 
and has been omitted, as also the Slad valley road of 
1800-01. Both maps show the settlement tracks mean­
dering along the lower slopes of the valleys, coming 
down to vally floor where tributary combes are crossed.
Various tracks l i n k & ^  these 'contour' roads with the 
mills and the hill-top ro^ds^ arr m.-i H luwI in' vwl T?',w. By 
1800 several bridges had been built - in tl'e Nailsworth 
valley at Inchbrook (Cradle bridge) and at Nailsworth - 
a bridge at Woodchester (Grigshut) dates from 1781.
Other bridges had been built across the wider Frome in 
the main valley, for Wiich see the Victoria County Hist­
ory vol x i .
Hill-side settlements are shown more clearly on Fig I .ix 
but the mapping of the Stroud-Chalford-Bisley area was 
more heavily covered with wood or hachures, and only the 
level plateau tops stand out as white. (Fig I.x)
FIG I.xiii. valley of the Frome from Stroud to Chalford
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the Nailsworth valley in 1781, and from 1800 to the 
1820s in the other Valleys, that transformed the system 
of communications in the Stroudwater hills and valleys. 
Until then there were no roads along or near the valley 
floors, which were crossed at only a few well-established
41places; at best there would only^some minor local paths.
(5) What were the roads like?
Opinions differ greatly on the conditions of roads in 
the later medieval p e r i o d . S o m e  point out that there 
was a great deal of travel by, for example, royal house­
holds or officials, by armed forces, merchants, pilgrims, 
traders and others, so that the main highways must have 
been passable, perhaps less so in winter, though there
is scant evidence on this. Leiand in mid-sixteenth cen­
tury rarely complained about the roads, though he did 
point out that in the Vale of Gloucester there were
much lowe Groundes, subject to all suddain 
Risinge of Severne. Soe that after Raine 
it is very foule to travail in.43
This was to find an echo two hundred years later in Sam­
uel Rudder. But authorities, are generally in agreement 
that from the late sixteenth century onwards road condit­
ions worsened, though by how much and how generally is 
not clear.
In the arguments on whether to rely on (perhaps biassed) 
travellers* diaries or on incomplete traffic records, 
the tables of coach services and the schedules of carriers 
where these have survived, perhaps insufficient attention
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has been paid to the fact that there was great variety 
in the types of traffic, in the frequency of such traf­
fic, and perhaps with too much concentration on the im­
portant highways leading to London or other major pro­
vincial centres « . Moreover, the variety also of soil and 
relief, and the difference between local movement to a 
local destination from what may be called main-line 
transport, needs to be taken into account f—  if it were 
possible to find all this out. It does seem that in 
some cases at least there has been too little scrutiny 
of the nature of the actual locality; relief and soil 
types, for example in the Stroudwater area provided much 
variety of road conditions, and traffic would have had 
to accommodate itself to alternations of clay surfaces, 
stony tracks, hill-side roads pouring with ground water 
in winter, or Vale roads dusty and deeply rutted in dry 
weather. As Willan points out, the roads could not be 
considered 'good' in any modern sense, but at least they 
were used, and presumably found adequate. A H Burne on 
the roads of Staffordshire remarks that road conditions 
in that county in the late seventeenth century were gen­
erally fair, but that the increase in the frequency and
weight of heavy transport was responsible for deterior- 
45ation.
The nature of any one route must have been taken into 
consideration. Though doubt has been cast on the accep­
ted explanation of the formation of hollow-ways, it does 
seem that in the Stroudwater area changing soils and 
rock types (and the "breaking-out of the springs" on a
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hill-side road) could create special difficulties for
different types of traffic, whether foot, hoof or wheels.
Hill-side roads were commonly more confined between banks
than those on the level. The surface of those stretches
crossing the sands would be broken down in summer by the
passage of innumerable hooves, and the winter rains would
wash the debris down to lower the road surface still
more, while the passage over an outcrop of clayey
soil would speedily become deep mud. The presence of
water was probably the worst hazard for roads in the
Vale; on the hill-tops it was possible to avoid the
worst puddles and quagmires by passing round the road
- if road it could be called. It must-not be forgotten
that 'roads' were rather 'rights of passage' than actual
confined ways, and Kindle has a telling photograph of
48multiple tracks over Rodborough common. Enclosure 
in the eighteenth céntury however would have constricted 
traffic on the plateau between walls and hedges, and this 
would have contributed to the worsening of road condit­
ions.
One medieval example of road travel may be cited. This 
is a description given by Holinshed of the chase by Ed­
ward IV after the Lancastrian Queen Margaret in 1471, 
which culminated in the Battle of Tewkesbury. Ac­
cording to this account, Edward must have taken the 
line of the present A46 from Old Sodbury to Lasborough, 
forking left past Kingscote and Nympsfield for'the 
descent doivn Selsley Hill and the crossing of the Frome 
at Dudbridge. Holinshed said that Edward's troops
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crossed but one little stream all the way, and the 
passage of his army churned up banks and stream bed.
From Dudbridge Edward would have had the rather gentler 
northern slopes of the lower Frome valley to climb, up 
past Randwick and along the ridge towards Cheltenham, 
he in the "plain” country, and Margaret in the "woods". 
This implies that the Vale even then was partly en- 
closed, with plenty of hedgerow trees.
It was apparently a hot day and for the Yorkists to cover 
thirty miles was very good going. The march of the army 
of Margaret was doubtless more uncomfortable, apart from 
the fact that it was trying to avoid pursuit. The Vale 
roads would have been dry and dusty (and probably rutted), 
and possibly the men would also have had to march over 
the adjacent plough lands. The progress of this force 
would have been clearly visible to Edward on the top of 
the plateau from the clouds of dust marking its passage.
This account, if substantially correct, shows that the 
scarp-rim route was usable in the late middle ages,., and 
note also Charles * s march to Painswick from Cirencester 
nearly two hundred years later. This latter route could 
never have been really easy, but it was still given in 
the later eighteenth century as an alternative road in 
bad weather from Cirencester to Stroud (which seems all 
but incredible) . Yet even up to the early nineteenth 
century, "travellers from Stroud to London often went 
up to Bisley to join the old Bisley-Cirencester road".
But it is clear that from Roman to modern days, through-
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travellers, and through-roads, avoided wherever possible 
entering the system of the Stroudwater valleys. Edward 
IV had kept to the scarp, partly to avoid the time-consum­
ing and wearisome business of negotiating the valleys, 
and probably also mainly to keep watch on his enemy 
in the Vale^ Charles I had taken the most direct way 
to Gloucester. But the hilly nature of the area which 
made travel difficult is shown by Rudder in the late 
1770s when he wrote that Bisley market was
"now little frequented for the town is most 
unfavourably situated for a market, being 
of very difficult access, by reason of the 
deep bottoms which environ it every w a y .^^
Riders and walkers might prefer the shortest route from 
one place to another, even if it involved the ascent and 
descent of hill-slopes. But when wheeled traffic in­
creased, and when also the passage of herds of cattle 
and great strings of pack-ponies cut up the road sur­
face and turned any soft ground in wet weather into a 
morass, the existing road system proved all too woefully 
inadequate. The problem for the Stroudwater area would 
be intensified as the increase in the volume of manu­
factured cloth, and the growing concentration on water- 
sites, put ever greater pressure on the varying soils 
of the precipitous hill-sides. Clearly there was an 
urgent, and increasing, need for road repair. But 
what was the administrative system for such repair in 
the late seventeenth and early eighteenth centuries?
The next chapter accordingly deals with various attempts 
to deal with this intractable problem.
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& Fowler P J, The Roman West Country (David &
Charles, 1976); and Leech R H, Larger agricul­
tural settlements in the West Country (same publi­
cation) . RCHM op cit has lists and map references 
of possible Roman sites. See also Savilie A ed., 
Archaeology in Gloucestershire, (A Sutton, Glouces­
ter, 1984). In the Stroudwater area, RCHM notes
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Roman occupation on Bisley common, six altars from 
a vanished mound SO 8956 0834, an altar at Cher- 
ington ST 9096, two villas at Frocester (qv), a 
villa at Stockend-'on the scarp above Ha res combe,
SO 8400 0914, a villa at Ifold (Highfold) near 
Painswick SO 8578 1020, various Roman finds round 
Minchinhampton, burials at Brownshill SO 8550 0 726^ 
and many others of which the most notable is the 
great villa at Woodchester. There is also Roman 
settlement near Down Farm in the Slad valley close 
to where the Bisley Path crosses the stream at 
Steanbridge SO 882 081 (TrBGAS Ixxxvii, 1968, 204, 
"Notes: some new Romano-British sites in Glouces­
tershire" No. 11, Slad SO 882 081). See also 
Clifford E M, Roman altars in Gloucestershire,
TrBGAS Ix, 1938.
14 Margary op cit cites a Roman road leaving Ciren­
cester by way of Cecily Hill, at the gates into 
Cirencester Park, but he follows it as it veers 
south (and left) in the direction of Rodmarton 
villa. He does not mention possible Roman use of 
the Bisley Path, an odd omission in view of the 
numerous altars and grave-stones of Roman provenance 
found round Bisley.
15 The RCHM op cit says "other secondary roads must 
have existed to serve settlements". Attempts have 
been made to identify some of these, as for example 
by St Clair Baddeley, Notes on a secondary road 
system, TrBGAS lii, 1930. He suggests Wick St up 
the east side of Painswick valley as one such.
See also Rawes B, The possibility of ^ m a n  land 
boundaries near Gloucester, Glevensis xiii, 1979.
The present writer noted a straight track which 
might be associated with the above along the side 
of a former open field at Upton St Leonards, now 
obliterated with recent housing.
Margary considers the old, zig-zag track up Fro­
cester Hill to have been in Roman use, but his 
suggestion that the stone setts still to be seen 
there were Roman is discounted by Keys A E, A 
History of Eastington (Stroud News & Journal 1953, 
second edition 1964), who dates them to late eight­
eenth or early nineteenth century stone haulage for 
road repair from a quarry further up-hill.
16 Iter Carolinum, Gutch. Collectanea Curiosa II, xiii.
17 The text of the charter, with translation, is given 
in TrBGAS v, 1880-81, Appendix A. It refers to an 
earlier charter (716-743?) in which Aethelbald, 
king of the southern English, granted 3 cassates of 
woodland at UUDUCEASTER to the church of St Peter
18 at Worcester. In the 896 meeting, Alderman Aeth- 
elred summoned the councillors of Mercia to Glou­
cester, and his "yeoman" Ecglaf was instructed to 
accompany the "people's chaplain, Wulfhun, round 
the bounds of the estate in question.
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19 Various attempts have been made to identify more 
precisely these bounds, as for example by the Rev 
C E Watson in The Story of the Manor, TrBGAS liv, 
1932.
20 Taylor C S, An analysis of the-Domesday Survey of 
Gloucestershire, (C T Jefferies &'Sons, Bristol,  ^
1889); Moore J, Domesday Book 15, Gloucestershire, 
(Phillimore, 1982TI See also Darby H Ô  & Terrett
I B, A Domesday Geography of Midland England, 
(Camb., 1954).
21 For details of the history and processes of the 
use & manufacture of wool and cloth, see Lipson 
E, An Introduction to the Economic History, of 
England, (A & C Black, 1920 e d n . ), his Economic 
History of England (1843-45 1 & ii.) and. his 
History of the woollen & worsted industries, 
(London, 192|).
22 VCH op cit 193. For the Minchinhampton Custumal 
at the start of the 14th century, see .Watson C E 
op cit, and especially Hilton R H, A  medieval 
society, (Weidenfeld & Nicolson, 1966), which 
gives a detailed and documented discussion of medi­
eval economy and society, referring particularly
to the manor of Minchinhampton.
23 Carus-Wilson E M, An industrial revolution of the 
thirteenth century, EcHR ii, 1941.
24 Milner J C, op cit, gives a date for the bridge 
at Steanbridge as 1248, which can be counted as 
evidence for considerable use of this route. For 
some other, local, roads see Cox C, The Lypiatt 
Cross ... Glevensis op cit. This former Saxon 
stone cross was possibly moved from its original 
7th or 8th century site to mark the division of 
the great manor of Bisley in the late 12th century, 
and a large stone slab similarly was placed at the 
division from Minchinhampton of Rodborough, at a 
somewhat later date. Both stones stand on the 
highways-, to mark the borders of manors, later 
parishes.
25 Carus-Wilson op cit, also her Evidences of industr­
ial growth on some fifteenth century manors, EcHR 
2nd series xii, no. 2, 1 9 5 9 .  For earlier movement 
of wool, Lipson E ops cit, also Origo I, The Mer­
chant of Prato (Octagon Books, 1 9 7 0 ) ,  which gives 
details of the ramifications of Italian trading 
houses in England, particularly with regard to’ the 
great wool crop. There is however no mention of 
the Stroudwater area in La Pratica della Mercatura 
C . 1 3 1 5  b 7  Francesco Balducci Pegolotti, though he 
does name some places on the Cotswolds. (See 
Cunningham W, The Growth of English Industry & 
Commerce during the early middle ages, (CUP 1882/ 
1 9 1 0 ) .
26 Carus-Wilson, An industrial revolution . . . op cit 
has a chart of the distribution of fulling mills 
temp. Edward III, 49.
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27 Carus-Wilson Op cit 55. See also TrBGAS liv, 
of 1932 and Hilton R H op cit.
28 Watson C E, The story of the Manor op cit. See 
also Rose R L reviewing Gloucestershire Woollen 
Mills (David & Charles, 1957) hy Jennifer rann, 
in GSIA Newsletter No. 12 of July 1968: he sug­
gests that the mill of Ralph the Fuller was on 
the site of the later Chance’s mill at Dudbridge, 
with a date c.1275. See also Walrond L F J, Wool, 
Woolmen and weavers, in The Cotswolds, a new study 
op cit. Hilton however expressed doubts about 
early mechanical fulling in the Stroud area, the 
first such mill being in Wheatenhurst in the Vale, 
near the Severn.
29 Rudd M A, Abstracts of Deeds relating to Chalford 
and Colcombe, TrBGAS li of 1929.
30 Juliet Shipman names Edward Mull as grandson of 
Thomas Mill, in Chalford Place (Honeyhill Press, 
Eastcombe, Glos.7 1979). She says there has been 
a house on the site by the Frome crossing since 
the l3th century, and by the first half of the 15th 
century there were at least two fulling mills there,
31 J Benet - see Carus-Wilson op cit. 195. Note 
also the Halliday and Hampton brasses in Minchin­
hampton parish church, clothing families of the 
early 16th century.
32 The three tuckers of Bisley are mentioned in Carus- 
Wilson, Evidences of industrial growth ... op cit, 
193. She refers to tne "remarkable growth of in­
dustrial activity in the Stroud valley", 196j and 
notes that by the 15th century the tax returns of 
Bisley and Cirencester had reversed positions, 
Bisley by the later date contributing to tax more 
than Cirencester. On the early growth of Stroud, 
see Mackintosh I, Exploring Stroud’s origins, in 
GSIAJ for 1984.
33 Carus-Wilson op cit, 196.
34 Lipson E, op cit.
35 Earliest recorded dates for bridges in the hundreds 
of Bisley and Longtree are in VCH x i . Dudbridge is 
recorded in the late 12th century (VCH xi, 219); 
Wallbridge in 1527 (VCH xi, 101); Bowbridge was 
built by 1655 ; and there were bridges at Brims- 
combe and The Bourne by 1608 (VCH xi, 101). The 
early date for Steanbridge has been noted in ref
24 above. These, and others, and many minor tracks 
across the valleys, are evidence of a considerable 
volume of traffic in the late medieval period.
36 The sign of the Blue Boys Inn is now in the Stroud 
District Museum.
37 Personal communication from the writer’s father, 
whose father managed a mill in the Slad valley at
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the turn of the l9/20th centuries, and daily walked 
over the hill to the mill.
38 Rudder S, A New History of Gloucestershire, (re­
printed A Sutton, Gloucester, 1977 from the original 
edition of 1779, with abridgements.). To give two 
examples. Rudder writes that Avening parish pro­
duced gunstocks, card boards, saddle trees, and 
charcoal; there were also workers in the clothing 
industry living in the parish (which extended well 
down the Nailsworth valley). Miserden in the upper 
reaches of the Frome valley well away from the mills 
of the main industrial area, produced a "good and 
durable sort of tiles for covering houses, which 
are sold at 5s. a thousand; but the difficulty of 
the roads is a great obstacle to the sale of them".
39 See Fisher P H, Notes & Recollections of Stroud, 
(Stroud, 1871), 150, and Playne A T, A History of 
the Parishes of Minchinhampton and Avening (A Sut­
ton, Gloucester, 1978, reprint of 1st edition of 
1915), but which has several errors of fact.
40 Young, Jephtha, Lays for the Cottage (Stroud 1875); 
also VCH xi, 22.
(For cottages on 'squatters* sites', see VCH xi, 22.)
41 For fords and bridges VCH xi passim. Maps by 
Isaac Taylor (1777) and the Ordnance Survey Pre­
liminary Drawings, about 1810-16, are also useful.
42 Martin G H, Road Travel in the Middle Ages (JTH 
new series 3, 1975-76) says that both the economy 
and the affairs of the kingdom depended on effect­
ive communication and regular movements of goods.
See also Stenton F, The road system of medieval 
England, essay No. 24 in Stenton D M ed. Prepara­
tory to Anglo-Saxon England (Oxford, 1970); also 
Law Alice on thirteenth century roads in ^  vii,
1897, pp 289-322; Hindle B P, Seasonal variations 
in travel in medieval England, JTH new series 4, 
1977-78. On 16th century roads, see Willan T S,
The Inland Trade (Manchester UP 1976), who claims 
that roads were often in extensive use but reminds 
readers that very little is known about work on 
parish roads.
Articles by Chartres J A and Wilson C H in EcHR 
series from 1977 on show how difficult it is to
reach a consensus on road conditions as late as the
early 18th century. (Chartres on Road Carrying in 
England in the 17th century, myth and reality xxx 
of 1977, who points to a "very serious conflict of
the evidence of the road services with that of
the contemporary chroniclers as used by economic 
historians"; Wilson, Land carriage in the 17th 
century, xxxiii of Feb. 1980, and Chartres, On the 
road with Professor Wilson, also 1980). Pawson 
E in Transport & Economy - the turnpike roads of 
eighteenth century Britain (Academic Press, 1977)
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is of the opinion that roads were not as bad as has 
generally been made out. It seems that increasing 
traffic, particularly locally of heavy goods, 
caused a deterioration in some roads. But evidence 
is prejudiced, sparse and often confined to certain 
types of routes.
43 Leland J, Itinerary, ed L Toulmin Smith, v, 90 et 
seq." See also in TrBGAS xiv, 1889-90, 221-284, for 
Gloucestershire roads.
44 Rudder S op cit on Whitminster parish 813.
45 B u m e  A H, in Victoria County History of Stafford­
shire ii, 275 et seq., on the county roads.
46 On the question of hollow-ways, see Milner J,
Early roads in south Gloucestershire (Local Hist­
ory Bulletin of Gloucestershire Rgral Community 
Council, 51, Spring 1985) and Bick D, same public­
ation, 52, Autumn 1985.
47 Edgeworth R L, An Essay on the Construction of 
Roads and Carriages (London 1817 2nd edition) 
refers to roads deeply sunk below the land surface 
on either side in Section I, 8.
48 Hindle B P, Medieval Roads (Shire, ) gives
several aerial photographs of multiple tracks.
That for Rodborough common is Plate 6.
49 Holinshed*s account is given by Cooke G A in 
Topographical & statistical description of the 
County of Gloucester (London, no date, probably 
C.1800).
50 VCH xi, 101.
51 Rudder op cit on Bisley, 289.
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Chapter II. THE BEGINNINGS OF THE TURNPIKE SYSTEM 
IN THE STROUDWATER AREA.
Parish Road Repair
The deterioration in roads from about the end of the six­
teenth century would seem mainly to be due to the increase 
in long-distance travel, though parishes were in 1555 
given the burden of road maintenance within their borders.  ^
Among the most important provisions of this first parish 
road Act was that parishes should annually choose two 
surveyors (unpaid) to attend to road repair, and that this 
was to be done as a statutory duty by the (unpaid) labour 
of the parishioners, though the wealthier inhabitants 
could instead of manual labour provide tools, carts, hor­
ses. Later (much later), it was possible to bring in a
2
highway rate to help pay for road repair.
The JPs of the county had the duty to see that the parishes 
kept their highways in a reasonable state of repair. Fai­
lure to do so could result in a parish being indicted and 
fined, as can for example be seen in the Gloucestershire 
Quarter Sessions Order books of the 1730s. Several par­
ishes in or near the Stroud area were indicted for fail­
ure to comply with their obligations, Stroud having to 
produce at the Michaelmas session of 1736 evidence that 
its roads had been amended. This evidence was allowed, 
though it is a matter of guesswork as to how well the
3
repair had been done.
The repair of strictly local roads continued to be a par­
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ish responsibility until the last quarter of the nine­
teenth century, though statutory labour vas abolished in 
4
1835. It seems likely that the local people preferred 
the inconvenience they had been used to rather than pay 
through tolls for a better road surface. It depended on
who really wanted, or needed, improved roads. Private 
vehicles, the growing numbers of stage-coach firms, which 
in itself was surely a sign not only of demand but also 
of road improvements, the waggons and carts of innumer­
able carriers, trains of pack-horses, and great numbers 
of stock (particularly cattle): all these contributed
to a rapidly worsening condition of the roads, if the
5
travel diaries of the period give a true picture.
But this intensified wear and tear on the roads was gen= 
erally restricted to certain definite routes, for example 
the roads out from London - in the case of Gloucestershire 
through Oxford to Gloucester and Wales, or to Bath and 
Bristol.^ Such routes fall into a different category 
from the local roads in parish use. It was the former 
that were largely brought under turnpike authority, Lonc^on 
being the main centre for much of the inland trade of the 
country. But the larger market centres also became cen­
tres for webs of local turnpikes, as Dr Pawson has well 
shown with his (rather small-scale) maps of the growth of
7
turnpikes, especially in the Severn basin. The road from 
the city of Gloucester to the top of Birdlip hill was one 
of the first roads to receive turnpike authority: this
led to Cirencester and places east, while the neighbouring 
fork to the top of Crickley hill led through Northleach
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and onwards to Oxford and London. From Gloucester to the 
base of the scarp the route led over the Vale, and carried 
all the traffic from South Wales, except that which used 
the Severn passages further downstream, over Gloucester 
bridge.^ The scarp face itself was both steep and dif­
ficult, though Pawson calls the old Birdlip hill road the 
’’easiest” way to the top. ^  This early turnpike crossed 
what was probably the most difficult stretch on that long­
distance route to the east of the county and of the kingdom,
It was not only relief tha;t created difficulties in tra­
vel; perhaps even more were caused by the varied nature 
of the soil. Clay vales probably gave the most trouble: 
dry, dusty and dangerously rutted in summer, thick with 
mud and with the surface obscured with standing water in 
winter. Leiand’s remarks in the sixteenth century were 
echoed two hundred years later by Samuel Rudder when he 
wrote on the present A38 just south of the cross-roads at 
Whitminster:
And surely there cannot be a more infamous 
turnpike for several miles of it, than the 
latter; for, incredible as it may seem, the 
writer of this account, in the winter of 1776, 
saw a chaise mired in it, about half a mile 
from the Swan Inn in this parish, and was told, 
that a horse had like to have been smothered
in the same place two days before, but was
luckily saved by some persons coming accid­
entally to the poor animal’s assistance.^®
The place of this episode must have been below the rise
on which Whitminster stands, down on the flood-plain of the
Frome, and this difficult stretch of ground was the cause 
of the road from the Severn to Stroud being diverted up-
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slope to the present turning at Claypits in the middle of 
the eighteenth century.
Williams Marshall, writing soon afterwards, had this to say 
on the roads of 'Glocestershire'.
The roads of the vale are shamefully kept, 
the Parish roads mostly lie in their natural 
flat state, with the ditches on either side 
of them full of water to the brim. The toll 
roads are raised (generally much too high) 
but even on the sides of these I have seen 
full ... deep, ditch-like ruts ...^^
If this was the state of roads which had received repair 
from turnpike trusts for many years, it is difficult to 
imagine what their previous condition had been, thougli it 
is easy to see the necessity for turnpiking this road south 
from Gloucester as early as 1726.
And yet - the pages of the Gloucester Journal in the 1720s 
contain numerous advertisements for coach and waggon ser­
vices to Oxford and London, and to Bristol and Bath. The 
Cirencester Flying Machine was advertised as reaching Lon­
don in one day, and this was in 1724, while it was allegedly 
possible to reach Bath, with a change at Bristol (which 
means the coach took the road south through the Vale) in 
one day. Stage coaches, not 'flying*, could reach London 
via Oxford in two days. The journey might well be uncomfort­
able, but considering the reported state of the roads, and 
the stops, and the hills to be surmounted, this time taken 
was a good deal shorter than might have been expected.
The early turnpike trusts - some difficulties.
The road south from Gloucester as far as the village of 
Stone came under turnpike authority in 1726. The preamble
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to the Act states :
whereas the Highway or Road leading from 
the City of Gloucester to the Village of 
Stone, in the County of Gloucester (being 
the great Road leading from the North to 
the West Part of this Kingdom) and the Road 
from Framilode Passage over the River Severn, 
to the Top of Froster Hill; as also the sev­
eral Highways and Roads Leading to or near 
Berkeley, Dursley, Wotton under Edge, Stroud, 
and Sodbury; and the several Roads from the 
River Severn (crossing the said great Road 
leading from the said City of Gloucester to 
Stone aforesaid) up the Hills in the said 
County, are very bad and ruinous, and many 
Parts thereof almost impassable in the Winter 
Season, and in divers Places so narrow, that 
it is dangerous for Persons to travel through 
the same; To the End the said Highways and 
Roads (which cannot by the ordinary Courts 
appointed by the Laws and Statutes of this 
Realm be effectually repaired) may with all 
convenient Speed b ^  amended, enlarged, and 
widened, and hereafter kept in good and 
sufficient Repair, so as that all Persons 
may travel through the same with Safety, may 
it please your Majesty . .
The commissioners (trustees) met at the Cambridge Inn (the 
George) on Monday 30 May, a Whitmonday, "to consider where 
and how many Turnpikes shall be erected", and were en­
joined to meet again at the King’s Head in Gloucester, 
on Thursday 10 June, to "treat with any fit Person to Rent 
the Turnpikes that will be erected near Gloucester". They 
met again at the King's Head on Thursday 28 July to execute 
the Act, and again on 18 August to take up £300 on the 
three turnpikes for repairing the said highways.
A further meeting was held at the Cambridge Inn on 1 Sept­
ember at 12 noon "to settle a Method for Compositions ; a 
general meeting for this purpose is thought necessary, 
to prevent any Disagreement in the Proceedings of the sev­
eral Committees". Fig 6 in Pawson’s book shows this road
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to Stone (where it linked with the road north from Bris­
tol), and also various cross-roads "to the Hills". The 
system was apparently split up into more manageable Div­
isions, and a century later appears as the Berkeley, Dur­
sley, Wotton-under-Edge, Frocester, and Cainscross Dis­
trict.
Pawson and others point out that in these early years 
turnpikes were not truly separate and independent bodies, 
but rather supplementary to the parish system, and often 
administered by the JPs. Thus the two types of road ran, 
as it were, in double harness, with the same gentlemen 
acting both as administrators of the parish system, and 
as trustees of turnpike roads, in addition to their duties 
as county JPs. (They were often those who lent money for 
the initial repair - and would expect interest on their 
loans.) It might also be mentioned that the Acts ran 
usually for a period of twenty-one years, in the fruit­
less hope that after that length of time the roads would 
be fit for return to parish control: hence the regular
(and expensive) renewal of turnpike authority, though of­
ten with amendments to the earlier enactment.
Some hints at the sort of discussions, or disagreements, 
which went on are given in a letter from Mr Clutterbuck
to his son Dick in Bristol, dated 26 August 1726, 
writing:
yesterday at ffroster where we debated 
the affair of the Turnpike, the story is 
too long, Mr. Yate went with me, Mr. M 
pertinaciously persisted, a^t taking in 
Arlingham in to ours, but it happened 
he had no body on his side besides Mr.
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Stephens of Chavenage for he of Churchrr 
end declared on my side. Mr. Kingscot 
and Coz^^ Mill would not vote, so we had 
(as I take it) five to two but I suppose 
♦twill end in a Turnpike at Arl^ because 
they have got the money.
From this it would appear that there had been disagreement 
as to whether the turnpike road should run from Frami­
lode Passage or from Newnham Passage. (for the Stroud 
Turnpike, and places named in this Chapter, see Fig II.i) 
I n - the event, both roads as given in the Act were made 
into toll-roads. The key, as Mr Clutterbuck correctly 
put it, was Money.
The question of M o n e y .
All through the history of turnpikes, finance was a major, 
perhaps the main, problem. In the formative years the 
question was - how to raise the necessary cash needed to 
do the repair? For until the roads had been put in a 
better state of repair, tolls could not fairly be levied 
on road users. In the early eighteenth century, before 
the emergence of the country banks, the answer was to 
raise a mortgage on the security of the tolls. Someone 
with cash to spare would lend money to the trust, and in 
return would receive interest on his loan. It must be 
remembered that turnpike trusts were not profit-making 
bodies, so the use of the word 'share' is to be depre­
cated. This restriction considerably hampered the trusts 
in their search for extra capital in later years, and 
was a very considerable burden even before the advent of 
the railways with their devasting competition and (as it 
seemed) their insatiable demand for capital
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In the case of the Stroud Turnpike, as the road from 
Framilode Passage past Stonehouse to Stroud was then 
called^ a mortgage was speedily raised. John Stephens 
Esq. ("he of Churchend") lent £200, and Nathaniel Poole 
Esq. lent £100, a total of £300. But within seven years 
the affairs of the trust came under enforced and detailed 
scrutiny over the possibility of misuse of toll revenue, 
and in 1734 there was a riot at Cainscross gate, possibly 
in imitation of a more serious disturbance at Gloucester 
itself.
The trouble e t  Gloucester seems to have been mainly over 
the imposition of tolls at the entrance to the city, part­
icularly at the Over turnpike gate at the bridge across 
the Severn. According to the Deputy Mayor, Aldermen and 
Burgesses of Gloucester, the rioters paraded throughout 
the city -
in an insolent and riotous manner ... 
crying out Blood for Blood, and Down with 
the Turnpikes,
threatening immediate death to any who should dare oppose
them. These malcontents had destroyed the gates recently
set up, and even -
erac'd the very foundation of the house 
built there for the collector of the toll.
In addition, they assured the people that there "never
19
should for the future any toll be paid".
The Corporation had no civil police force and had been
unable to do anything to quell the disturbance, though
William James, Clerk of the Peace, had this warning in-
20serted in the Gloucester Journal :
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Such offenders have been notoriously 
abetted and encouraged, by many ill- 
disposed Persons, in their unlawful 
Proceedings, who may have drawn in 
many well-meaning People ... under 
Pretence that the Monies collected at 
such Turnpikes have been misapplied, 
and not laid out as they ought to have 
been ...
Accordingly, the JPs ordered an enquiry into the admin­
istration of the turnpikes, and particularly into the 
possibility of misapplication of funds, and also to show;
how impartially this court intends to 
enquiry into the conduct of the said 
several Turnpikes.
Heenry Guise and the Over Turnpike.
Mr Guise had more than one long letter published in the
Gloucester Journal in an attempt to explain the financial
dilemma facing this trust, and also to try to mollify pub- 
21lie opinion. He claimed that there had been insuffic­
ient money to bring the road into a satisfactory state of 
repair, and that therefore the commissioners had been for­
ced to borrow. They had, he wrote, themselves contributed 
to the extra loan, but even this additional capital had 
not been enough, and the commissioners had been compelled 
to mortgage the turnpike. He himself had lent £2000 (at 
5^%) in 1730 at a time when no one else had offered to 
help, and also he would have to give six months* notice 
if he wished to withdraw his capital. He emphasised that 
he had not asked for a higher rate of interest, but had 
been mindful of the needs of the public, and he referred 
those who wished to know more to consult the book of Ord­
ers of the Trust held by John Webb, the clerk.
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He himself, he agreed, was one of the commissioners, and 
the trust (of which he was a member) had allowed him £300 
a year and about half of his principal (with interest), but 
he claimed that he had not thought it proper to be concer­
ned with that particular discussion as he was both a len-
22der and a member of the trust.
This episode throws light on the difficulties arising from 
the lack of a financial market for local affairs. If 
roads were to be improved, money had to be found. There 
were few available sources of cash or credit other than 
from personal savings, and there was also a good deal of 
public spirit (as may in fairness be said of Mr Guise) in 
addition to private interest, in making a loan to what 
was virtually a public utility and one moreover precluded 
from making a 'profit*.
But the question remained: should the same people lend
the money, receive the interest from tolls, manage the 
trust, sit in judgement at the county sessional coûrts?
Who was to govern the governors?
One way was to hold an enquiry, and this was done with the 
Stroud Turnpike following the riot at Cainscross in 1734.
The Stroud Turnpike Audit, 1734.
Though the Cainscross riot had been less alarming than 
that at Gloucester, it was nevertheless alarming enough. 
There had been, according to one report,
t.*t' a tumultous company of disguised people, 
s o u n d ^ g  a horn, and playing on a fiddle, 
and armed with firearms and other weapons,
(who) came up to the turnpikes and commenced
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hewing with axes ... and the turnpikes 
were utterly demolished.23
Two local gentlemen were appointed by the Court of Quar­
ter Sessions to hold an enquiry and to conduct an audit 
into the affairs of the Stroud Turnpike. They were:
Daniel Watkins of Bisley parish, and John Andrews of 
Standish p a r i s h . T h e y  inserted a notice in the Glou­
cester Journal of 17 September asking • for anyone who 
might know of possible misuse of toll money to come to 
the George Inn in Stroud on Friday, 20 September, at 3
p.m.; though information could also be laid at the re-
25sidences of these two commissioners of enquiry.
The enquiry was recorded in the Sessions Order Book for 
Michaelmas, so they had acted quite p r o m p t l y . I t  began 
with a general statement and an admission by the two aud­
itors that they had had some difficulty in disentangling 
the various financial statements. For example, the ac­
count of William Sandford had not yet been received; 
items had not been particularised, and this account was 
accordingly referred to the Court for later examination.
The account of the late John Ady had been handed in earlier, 
but the sum he had claimed of £60 for expenses over and 
above what he had received was disallowed. Many items 
had been entered both in the day book and also on loose 
papers which would "require time to examine and adjust".
The auditors then suggested an independent examination 
and adjustment:
Thomas Stratton's small acct we are 
informed hath been examined and auth­
orized by the said commission but as
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we have not yet seen the said Acct 
we can at present say nothing fur­
ther referring thereto.
William Sandford was a name appearing as a trustees in the 
27enabling Act. There is some uncertainty over John Ady, 
the name being various spelt Adye or Adey, and not only 
John but William Ady is mentioned, while the Gloucester 
Journal for 3o April the same year refers to the late 
william Adey, hat-maker of Stroud. Lists of trustees in 
an originating Act could include people from many differ­
ent social groups, as both Pawson and Albert point out, 
and the notice in the Gloucester Journal calling for a 
meeting has two Viscounts, some Esquires, then plain Mr., 
and clothiers are included, and there could well be well- 
to-do tradesmen among the trustees, as indeed can be seen 
some fifty years later in the list of trustees of the Na­
ilsworth Trust, one of whom at one time was a farmer who
28
signed his name with X.
Before the date of the audit William Marshall, Esq., had 
died, and the auditors remarked cautiously that he had 
charged for, and been paid on 8 August 1728, the sum of 
£67. l3s. 7 % d ., though in his account only £60 had been 
entered - a discrepancy of £7. I3s. 7^d. Owing to his 
demise this discrepancy could not be resolved. It is un­
likely that this was defalcation: more probably lack of
memory or the loss of a bill, the handling of which seems 
then, and for long after, to be rather casual, accounts 
which survive having often been written on scraps of 
paper with little useful details, perhaps not even a date.
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Other discrepancies are noted in the Order Book. Only 
the barest summary is given for the years up to 1733, but 
for the year 1733-34 (when trouble had broken out) there 
is much greater detail, which looks as if the bills and 
receipts for that vital period had survived, while those 
for earlier years had been lost, mislaid, or the details 
perhaps not even written down. When the cost of labour 
or materials was given it was seldom broken down into 
quantities, time or even the nature of the job. A some­
what vague opening statement was followed by several 
pages of rather primitive double entry, certain items of 
which are given below as examples of the way financial 
matters were recorded or handled.
The Stroud Turnpike had been mortgaged as soon as inaugu­
rated. Throughout the pages of the enquiry, Mr Stephens 
and Mr Giles Gardner seem to have been the principal back­
ers, arranging loans on security of the tolls and possibly 
in the first year or two being responsible for much of the 
administration before the tolls were actually put out to 
farm. It also appears that the turnpike's management was 
still split up between different parishes. The left-hand 
page of the report is headed Cr for receipt of money or 
promises of money, while the opposite page is headed Per 
Contra, Dr for debtors, and contains a summary of money 
expended.
Toll receipts from the second quarter of 1726 to the third 
quarter of 1728 are given, and thereafter the quarterly 
rent of the toll farmers is entered. These 'farmers' seem
59
to be Messrs Sandford, Stratton and Ady. Gate money 
for the first two years is given.
TABLE II.i. Some extracts from the Gloucestershire
Quarter Sessions Order Book for 1734-41.
The Stroud Turnpike Audit. Michaelmas 1734
£ s d
1727-1734
Collected at: Stroud Turnpike 
Cains Cross 
Wheatenhurst 
Composition received
695
690
134
18
1
13
16
3
2%
1521 9 3
Spent in repairs etc. 1846 19 00^ 5
(Here follows on several pages 
detailed expenditure)
Overspent 325 9 9^
When debts owed by turnpikes paid, sum 
will be reduced by
Deduct balance due to other expenses
141
67
18
8
10%
8%
Add overspent balance
74
325
10
9
2H
9%
- borrowed from, and owed to, Mrs 
Anne Stephens 400
(Source: GRO Q/SO 6)
Overleaf, Table II.ii summarises somewhat fuller mater­
ial. The discerning reader will have noticed an error 
in the arithmetic, which has however been adjusted lower 
down in the Table. Comments have been simplified and 
modernised from the original in the Order Book.
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TABLE II.ii. Expenditure : a summary by
years and half years*
1727 J Stephens & G Gardner Esqrs
1728 ) ditto
1729 j ditto
1730 ditto
1731 ) ditto
1732 j ditto
1733 ditto
G Gardner for Stroud & Painswick 
digging, hauling stone etc.
J Stephens for the same 
- Field ditto 
S Hawker ditto 
E Stephens, for Eastington 
Andrews for Stonehouse 
Phillipps ditto 
Poole ditto
J Small for Whitminster 
Edwd Stephens for Eastington 
T Andrews for Stonehouse
To Wm Sandford if allowed 
Th Stratton if allowed 
Wm Ady if allowed
Total given as
£ 185 3 6h
46 1 4
35 4 5
2 — —
22 2 -
22 2 -
22 2 —
2 2 -
2 2 —
22 2 -
22 2 -
128 2 6
2 4 —
91 13 8h
17 10 6
230 12 3
62 3 9
25 15 7h
17 15 11
191 5 2
65 10 6
176 15 9
153 18 7
43 12 5
238 17 0
1846 19 Oh
Apart from an elusive 10s. received by Messrs Stephens 
and Gardner in 1727, and which complicates a little 
these accounts, there are various errors in the addition 
to correct which would be otiose.
It is clear that repairs for the trust as a whole were 
in fact done for each individual parish, not by the 
trust as a separate body.
TABLE Il.iii. Toll revenue 1726-1728, & part of 1734.
Collected from Turnpikes 
for period 26 June 1726 
to 2 September 1728
Stroud 
£ s d
218 18 3
Cainscross 
£ s d
235 1 8 k
Wheatenhurst 
£ s d
48 8 3k*
£
502
Totals 
s d
8 3
Quarterly rent 
1728 (3 September) 21 0 0 20 0 0 3 15 0 44 15 0
Total from last quarter 
1728 to end first quarter 
1734, 27 April.
462 0 0 440 0 0 82 10 0 984 10 0
Total received before 
turnpikes were farmed out 218 18 3 235 1 8 k 48 1 3k* 502 18 3
Total received , 680 18 3 675 1 d k 130 18 3k 1487 8 3*
By J Stephens and G Gardner 
for the remaining part of 
the Quarter from Lady Day 
until the Turnpikes were 
cut down 15 0 0 15 0 0 3 15 0 33 15 0
making a total of 695 18 3 690 1 8 k 134 13 3^* 1521 3 3
By Sam^^ Hawker r'cd in 
lieu of statutory labour 6 0
By Ballance expended more 
than received 325 9 9h
TOTAL 1846 19 Oh
Figures as recorded: certain discrepancies marked *
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TABLE II.iv. Further extracts from the Audit report
£ s d
Drs to J Stephens and G Gardner Esqrs 
from 23 June 1727 to 30 June 1730 - 
various sums are listed, from £223 to £17,
including 10s. for composition. 815 13 3
10 O
Total ............................................... 816 3 3
Per Contra, these sums are accounted for in a 
number of payments. The initial sum of £223. 0. 3% 
contains some interesting items, eg £28. 16. O 
as the share of the ’Division* for the Act of 
Parliament, £58. 4. 2^ for erecting turnpikes 
and a house, salaries of surveyor, pike-keepers 
and clerk £67. 13. 0, and a sum of £20. 19. 4 for 
"Hailing stone etc." The total of these early 
payments in 1727, when the road was first put
under toll, came to ...................................  185 o 6^
and the expend! tu re of Mr Gardner is given as 38 10 8%
Details for the years 1728 to 30 June 1730 
are much briefer, and list payments to 
various gentlemen in respect of the parishes
through which the road ran, together with 592 0, 5k
the cost of tickets and salaries: total to__________________________
30 June 1730 is given as     815 10 8%
The book total however is given as  .......  816 O 8%
which presumably includes the 10s. composition -------------
fee recorded earlier
The third page of the 'double entry*
carries over on the Dr side the sum o f .......... 816 13 3
- the total above + the 10s., and gives 
the total as at January 1731 as £89. 10s.,
and up to the autumn of 1723 as..................  402 17 10
Thereafter the four quarterly sums of 
about £44 are entered, and the total
carried over is given as 1218 18 6h
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(Table II.iv continued)
The Dr side to 27 April 1734 gives 
a total of
and adds a "Ballanoe" due to Stephens 
and Gardner     .................. . ...
Thus receipts to April 1734 total ........
and added is - To Turnpikes for remaining 
part of the Quarter from Lady Day till 
cut down "when the same is paid"......... .
The opposing Cr page gives a total of
money going out to 27 April 1727 as ......
hence the adjustment on 8 October 1734 
trr matcii tiie total on the other p a g e .....
* these slight discrepancies look like a 
slip of the quill on the part of the clerk 
copying out the figures. It does not seem 
worth while trying to correct minor errors 
of 250 years ago.
1487 8 3
___________
1487 8 6%*
33 15 O
1487 8 5%*
3%
1487 8 9h
Several pages follow, trying to balance expenditure by the parish 
representatives or trustees against expenditure on the road. One 
or two examples only may be given here.
5 September 1726 to 
30 September 1729 John Stephens 105 19 Oh
Per Contra: To Thomas Stratton £35
and £8. 18s. 6d 
Wm Ady 52. 10s.
Sam Hawker 14s.
Paid T Stratton 
for printed tickets 2. 4s.
Balance 
Total .
99 6 6
6 12 e h
105 19 Oh
which agrees with the amount expended by Mr Stephens.
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The summary does not make any general statement about
these recurring 'balances'. Some of these seem to have
been put in as adjustments to make the sums tally (yet ,
there are some small mistakes in addition or subtraction).
At times something of more interest is written down. In
the summary for October 1733, the total is given as
£310. 17s. 7^ id., out of which £49. Is. 0%d. is described
as "Balance in his hands when Lloyds note of 20L is paid
towards a debt of 63l claimed as due to Adys expenditure";
29and a further extract is given here;
Walter Marshall Esq. for 
Eastington's share of lOOL 30 
bond - G Gardner etc.........     20
£ s
Total   238 5 0%
8 October 1734 Adjust balance 7 13 9^
and on the opposing Per Contra page;
By Ballance being the Difference 
in the Sums of L68 13s. 9^d, 
charged and paid to him on the
8 August 1728 . .. etc. 7 13 9*$
238 6 OH
(double 1, for L = £, is used indifferently before or after the 
sum in figures).
Considerably more items of expenditure were entered for 1733 and 
1734 than for earlier years. The cost of tickets has been noted, 
though the quantity printed was not given. There were items on 
labour and maintenance, but the numbers of men involved were not 
given. For example ;
1733 Digging, hauling and Labour 128 2 6
Another item is:
Digging etc., stones and gravel and 
filling up fits @ £152. 63. Os
and £38. 19s. 2d for hiring labourers and the use of a sledge, 
which says something about the state of the ground.
In 1729, stones gravel and labour cost 90 16 8^ ,
while Timber and Tools came t o .....  17s.
A later entry has work and materials and "Tool grinding".
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These various short summaries and extracts appear opposite 
a series of names of gentlemen who presumably supplied the 
cash, and perhaps supervised generally the work, of repair, 
as surveyors for their parishes. The two main trustees 
were John Stephens and Giles Gardner, probably Stephens 
for the western, and Gardner for the eastern, stretches 
of the Stroud Turnpike.
Stephens had taken out a mortgage on the road: as Mr
Guise wrote, someone had to put up the money for the 
erection of gates and to pay for labour and materials 
before the tolls produced any income. Surveyors had to 
recoup their expenses, tickets ordered, and pike-keepers 
paid a wage. It would seem that money was lent as re­
quired, perhaps as asked, and the lenders were recom­
pensed from the toll- collections, while from the last 
quarter of 1728 the tolls were farmed out. Though this 
might bring in less money than direct collection, it 
did ensure a fixed sum in advance (and a more or less 
guaranteed sum), and left room for some repayment of
loans or for some repair of the road.
The example of Mr Guise and the Over Turnpike shows the
trouble that could follow a shortfall in revenue. For
the Stroud Turnpike, clues lie in the scanty details of
costs of labour and materials and payments to keepers
such as Stratton, Ady and Hawker.
TABLE II.V. Quarterly rents for gates.
Stroud £21
Cainscross 20
Wheatenhurst 3. 15s. giving
a yearly total £179
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A summary of gate income has been given above. The three 
quarters from June 1727 to April 1728 brought in £176.
The rent for the same period would be £133, 5s. If the 
total income remained steady, the surplus would be only 
in the region of £50 plus or minus a year, which was not 
much for road repairs, salaries, maintenance, not to men­
tion the payment of interest. And as has been seen in 
Table Il.iii, when the Audit was made more than £325 had 
been spent over money received.
In later years maintenance costs were not inconsiderable. 
Toll revenue over the first seven years was £1521. 9s. 3d., 
giving a rough average of £215 a year. Repairs in the 
same period appear as £1846. 19s. OO^d., with a rough 
average of £256 a year, and this does not seem to include 
interest or the repayment of loans. So it can be seen 
that there was quite a financial problem, not so much of 
defalcation as sheer lack of income.
The last few pages of the report deal with financial im­
passe. Short statements for J Small of Wheatenhurst, Wal­
ter Marshall and Edward Stephens, for Eastington, and 
others, apparently deal with the loan or the arrangements 
for the loan .of money for the actual maintenance of the 
road, each in their respective parishes. The Per Contra 
pages attempt to balance expenditure against these with, 
it must be said, a good deal of notional adjustments, as 
for example this entry for July 1732.
Ed Stephens,£5.18s. 9d. to "Ballance due to his
expenditure"
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Care seems to have been taken to make sure Mrs Anne Steph­
ens got back her investment (perhaps the initial loan was 
from her money?). In August 1727 Mr Gardner lent £300 to 
the trustees on credit of the tumpii^es, and Mr Poole in 
1731 lent £100. This total of £400 is called "Due to Mrs. 
Stephens", the entries being placed against her name for 
1733.
The final summary is headed for "Sundry Persons":
J Stephens & G Gardner "for remaining 
part of the quarter's rent of Turnpikes,
Lady Day past till they were cut down
when the same is paid £33. 15s.," and
another reference is made to Lloyd's note 
of £9. Is. O'^d., and reiteration of the 
total paid out of £1846. 19s. O^d.
Out of a recorded total of £1512. 9s. 3d., there was a 
shortfall of £325. 9s. 9^d., which with sums still owing 
made a final deficit of £467. 8s. 8^d. (unless the money 
was eventually paid).
Some conclusions
The occasion of the 1734 riots thus gives a welcome in­
sight into the clumsy method of financing turnpikes in
the very early years. The affairs of the parish, the
county, and the trusts were too much the concern of tlie 
same group of people, though it is difficult to see how 
in those days it could have been otherwise. The very 
fact of the riots however show that those who ran public 
affairs could be made responsive to what can only be cal­
led public opinion, and the Audit of the Stroud Turnpike 
was a prompt attempt to investigate the financial cause 
of such trouble. The very local nature of road manage-
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ment is also made clear by this episode, with the parish 
still being regarded as the 'real' unit for administration, 
even for a turnpike road.
But one of the most important innovations of the turn­
pike system was the fact that these roads transcended 
the narrow limits of the parish. Eventually, the turnpike 
trust evolved into an entity separate from parish author­
ity, and not constrained by the boundaries of any one 
parish. The example of the Nailsworth Trust half a cen­
tury later shows that considerable advances had been made 
in the raising of funds, and especially in the business 
organisation of a trust, this particular example being 
largely run by local clothiers and other businessmen.
It seems clear that with the growth in traffic, and with 
its extension over the whole year (although until well 
into the eighteenth century many coach services ran only 
in the seasons of better weather), the prevailing method 
of road repair by parishes had, to say the least, become 
inadequate. But it has not always also been made clear 
that this disability applied particularly, perhaps mainly, 
to the long-distance through-routes, in the case of Glou­
cestershire westwards into Herefordshire and Wales, 
northwards to Worcester and the Midlands, south to Bris­
tol and Bath, and most of all east to Oxford and London.
It was these roads that had to be brought under a dif­
ferent authority from that of the parishes. The parish 
system still remained in existence for the local users 
of local roads till the end of the turnpike age. It
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does not seem that many attempts were made, at least in
the Stroudwater area, to put such local roads under t u m -
/ ' 32
piRg authority, and few such attempts were successful.
While roads leading to an important and much-fr^uented 
market town might well be put under toll - and Pawson has 
some instructive maps showing the growth of such market 
webs, particularly in the Severn basin - it seems likely 
that for purely short-distance, local traffic the exist­
ing highways were preferred in their unimproved state 
rather than that local people should have to pay toll 
where previously their highways had been 'free'.
Where speed was of the essence for a service, as with 
coaches, or where particularly heavy, bulky or fragile 
goods demanded better road surfaces, turnpikes were ad­
opted, round the growing industrial centres of the Mid­
lands, and on the routes into and out from London and
33
the major provincial towns.
But in the Stroudwater area the first, and for many years 
the only, turnpike roads were from the passages over the 
Severn to the hills and to the small market towns and 
areas of cottage industry in the western valleys of the 
Cotswolds. While the 'great' or main road south from 
Gloucester to Stone and on to Bristol was a long-distance 
route, the cross-roads were relatively short and led only 
to the settlements of Stroud, Dursley and others. The ex­
ception to this was the road from the Newnham-Arlingham 
passage over the Severn to the top of thé scarp on Fro- 
cester hill, a main road to Bath. in the eighteenth cen­
70
tury the traffic to Bath from Gloucester headed for Bris­
tol, to change there, or (with road improvements) turned 
east at Claypits to take the plateau road direct to the 
spa of Bath. And in fact one of the attractions intend­
ed for the Nailsworth Trust was that it provided a more 
convenient route to Bath from Cheltenham and Birmingham.
Another important point emerging from a study of turn­
pikes in Gloucestershire (and no doubt elsewhere) in the 
early eighteenth century was that of finance. The parish 
system had been unable to cope with certain types of traf­
fic because the paxishas could generally not afford the 
high cost of road repair when travel from outside, and 
passing on elsewhere, had caused their highways to det­
eriorate. The essence of the turnpike system was that 
the road-user should pay for the repair of the roads that 
he and his fellow travellers had damaged, not the unfort­
unate inhabitants of the parish through which he passed. 
The difficulty was, how to raise the initial capital to 
effect the needed repair. Users could not be charged 
until the roads had been improved: the roads could not
be repaired until the money was available.
The trouble at Gloucester in 1734 seemed to be over this 
very question. The trouble at Cainscross in the same year 
led to an examination of how the finances were collected 
from the tolls, and accounted for. This dilemma, of in­
sufficient money both to repair the roads and to pay in­
terest to those who had lent the capital, was to bedevil 
the turnpike system right to the end.
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It should however be mentioned that protests in the early 
days might arise from different causes. Albert has given 
much detail on the contemporary riots at Kingswood near . 
Bristol, not necessarily caused by reasons identical with 
those at Gloucester: the reasons for the riot at Cains­
cross are not made c l e a r . T h e  cattle-drover, especi­
ally from South Wales through Gloucester and over the 
Cotswolds, the cloth-merchant, the local farmer, the 
town retailer, the carter and carrier and the stage- 
waggon firms, might well vary in both their needs and 
their responses, not to mention the gentry with their 
carriages, the stage-coach firm, and the well-to-do 
traveller.
Later in this study it will be noticed that it was the 
through-routes, for the most part sedulously avoiding 
the Stroudwater valleys (despite their industrial set­
tlements) that were the first to be put under turnpike 
authority. The development of a turnpike system within 
the valleys themselves came quite late in the period, 
in fact not till the nineteenth century (with the one 
exception of the Nailsworth Trust).
But certainly one other point concerning the early trusts 
should be mentioned again. This is that their management, 
to judge from the available records, was unbusiness-like, 
rather inefficient, .haphazard in accountancy, open to 
abuse, and not subject to independent, regular and public 
scrutiny. When disputes did occur, the same group of 
people was responsible both for the administration and
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the repair of the roads (parish and turnpike alike) and 
also for seeing that i^atters were put right. This was 
not a satisfactory state of affairs. Late in the 1770s 
Samuel Rudder acidly summed this up. He attributed de­
ficiencies to: the scarcity of stone, the remissness of
the commissioners, and the total ignorance of the survey­
ors. And of course behind all this was the lack of 
money.
Not all these deficiencies were to be made good before 
the railways removed almost totally the main source of 
revenue from the long-distance coach and waggon routes, 
but by a study of the development of the turnpike system 
in and around the Stroudwater valleys and hills it is 
possible to see how the trusts came, perhaps slowly and 
incompletely, to employ professional engineers, compet­
ent (at times) surveyors, better business practices and 
administration, and of course to acquire an existence 
independent of, and different from that of the parish 
highway system, though there were still many links between 
them. Such changes may be seen particularly in the pages 
of the Minute Books of the Nailsworth Trust, from 1780 
to 1877. On a wider scale, it would seem that there were 
three phases of turnpike development in mid-Gloucestershire, 
The first was when the roads in the Vale and up to the 
edge of the scarp were brought under toll; the second was 
when the great long-distance routes over the plateau were 
t u m p i k e d  to link with those of the first phase, and lastly
(and surprisingly late in time) when completely new roads
35were constructed within the valleys themselves.
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FIG II.i. Roads in the Stroudwater 
area turnpiked in 1726.
(Source: I Taylor 2nd edition)
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Note to Ficf II.i. Roads in Stroud area turnpiked in 1726
Source: Isaac Taylor, A Map of the County of Gloucester.
(Lst edition 1777: the one used here is the 2nd edn.,
and shows the Berkeley & Gloucester Canal, and indicates 
turnpike sites of later date than 1726).
The Gloucester-Stone road (A38) is in orange, as also 
the Stroud Turnpike from Framilode Passage to Stroud, 
and the turnpike road from Newnham Passage to the top 
of Frocester hill. Certain other roads from the Severn 
to the Hills are shown.
The earliest Gloucestershire turnpike, from the city to 
the top of Birdlip hil, is that going south-east from 
Gloucester where the (later) turnpike is given. The 
Over turnpike, cause of the 1734 riots, is by the west­
ern branch of the Severn beyond the city.
Though the map is fifty years after the events des­
cribed in Chapter 11, some family names still persist, 
as Clutterbuck at Frampton-on-Severn and Stephens at 
Eastington.
The former course of the road crossing the A38 from 
Arlingham to Frocester is shown by a dotted red line 
just to the north of Claypits. St Clair Baddeley in 
TrBGAS lii of 1930 op cit dates the diversion as about 
1760.
Note the Cambridge Inn where the road forms for Cam 
and Dursley just east of "Slymbridge", also the inn 
(the Swan, now gone) where the Framilode-Whitminster- 
Stroud road crosses the A38.
The original three turnpikes of the Stroud Turnpike 
are indicated. One was at the Whitminster cross-roads, 
the second at Cainscross (not the present pike house, 
which is from the 1820s), and the third where the old 
road to Painswick (Wick St) meets the Stroud Turnpike 
close to ’’Meachs” (ie Beeches) Green. Another error 
is Randcombe for Randwick, between the N and E of 
WHITTSTONE.
Cainscross gate was NOT in Stonehouse village (as 
Albert has it, see Popular Opposition to turnpike trusts 
in early eighteenth century England, JTH new series v, 
1979.)' He refers to Cainscross as "in the village of 
Stonehouse near Stroud” and also to ”the Stonehouse 
gates” .
Note also Hardwick Elm, near Hardwick village south 
of Gloucester, referred to in several later Acts as 
the Four-Mile Elm even after it was dead and gone.
The Gloucester-Stone first turnpike (p 73(a, No. 5) 
was "at or near the Place in Littleworth” ... also men­
tioned is the road from Sudbrooke Bridge to the 9th 
milestone at or near Claypits. (GRO D 149/E58, 1779)
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Chapter I I . REFERENCES.
1 1 & 2 Philip & Mary c.8.
2 The Commonwealth tried to replace statutory labour 
by a highway rate, but the previous system was re­
stored with the monarchy. 3 & 4 William & Mary 
C.12 in 1691 gave powers to the General Sessions to 
levy a highway rate. See Albert op cit Ch 5.
While the earlier system came back in 1660, the 
Earl of Carbery writing on 14 March 1661 (as Pre­
sident of the Council from Ludlow Castle to the 
magistrates of Gloucestershire) ’’required" them
to "cause the Statutes to be put into operation" 
and have their roads amended. The letter describes 
himself as their "very loveing Freind". In their 
reply, a draft of which is in the county Records 
Office, the JP rather tartly asserted that the care 
of the county highways was the responsibility of 
the JPs only, and none of his lordship's business. 
GRO photocopies 212 a & b.
3 GRO Q/S06 1734-41. Several examples of local par­
ishes being indicted appear in the early years, 
perhaps prompted by the disturbances of 1734. For 
parish highway repairs in the 18th century, see 
Meikle W P, Highway Repairs in the eighteenth cen­
tury (Newcomen Soc Transactions 1940-41, 123).
4 5 & 6 W iv C.50.
5 Two "local* examples may be cited. Anna Jackson,
writing to her nephew Nicholas in July 1717, has 
"I thank God I gott to Oxford, very safe, where I 
found the Dear Children Mr Willson and Mr Seale 
waiting for us, almost in despair, the roads being 
so bad, we made it late, and all the coaches were 
in, before us". (GRO D 153/21) The point to note 
is that the coaches apparently were not delayed.
The other example comes in a letter, rather later, 
from Sir John Gyse to Thomas Vernon Esq. . . "shall 
I not have the pleasure of seeing you here before 
you go to London, I doubt the roads are too bad to
see Mrs Vernon". (GRO D 326 L17) This was written
in January which might well explain why Mrs Vernon
was reluctant to travel. Road conditions would be 
very different in winter from those in other sea­
sons, and this should be taken into consideration 
when discussing travel in the eighteenth century.
6 For the importance of, and the attention given to, 
London, see Webb B & S, Jackman, Albert, Pawson and 
others.
7 Pawson op cit Figs 6, 7.
8 The lowest crossing of the Severn by bridge was 
(until very recently) at Gloucester. There were 
places just fordable lower down, as well as fer- 
fies at (for example) Aust Old Passage. Glouces-
76
ter bridge would take the great bulk of traffic 
from Herefordshire and South Wales heading east, 
especially for London. 24 G ii c.28 of 1746-47 re­
fers to the route from Crickley hill through North- 
leach and Witney to Oxford as difficult or impass­
ible even for travellers on horseback. See also the 
remarks of Cobbett W, Rural Rides (Dent, 1912/57) 
on the road from Witney, written eighty years after 
that Act. In Rural Rides I, 19,Cobbett mentions 
meeting great numbers of cattle being driven to­
wards Cirencester.
On drovers, see Godwin F & Toulson S, The Drovers * 
Roads of Wales (Wildwood House, 1977) who point out 
that drovers avoided tolls wherever possible; tbey 
detail such an evasive route up Birdlip hill, which 
lessens the value of the Birdlip gate tolls listed 
in Pawson. They also point out that the name "Little 
London" indicated a drovers* halt, and one such name 
appears on Rodborough common near Stroud, on a route 
to the east from the Severn crossing between Newnham 
and Arlingham. Cirencester and its toll roads were 
also avoided by a route to the north through the 
now-minute settlement of Ready Token, and the so- 
called Welsh Way past Fairford.
9 Cobbett op cit felt obliged to get out of his chaise 
and walk down (for safety) Birdlip hill - not a 
particularly easy route! That up Crickley hill, 
though longer, was less precipitous. He was also 
very scathing on the condition of the road from 
Cirencester to Birdlip: but it was in November.
16 G ii C.21 includes the opinion that tolls on 
Birdlip hill might cease even before the statut­
ory 21 years, if the roads were judged to be well 
repaired. The fullest account of this turnpike 
road is in Spry N, The Northgate Turnpike, G5IAJ 
for 1971.
10 Rudder op cit, 813, on the parish of Wheatenhurst 
otherwise Whitminster.
11 St Clair Baddeley, TrBGAS lii, 1930, op cit.
See also Fig II.i.
12 Marshall W, The Rural Economy of Gloucestershire, 
(London, 1796) I, 14.
13 Herbert N, Road Travel & Transport in Gloucester- 
shire (A Sutton, Gloucester, 1985) has many ex­
amples taken from the JSloucester Journal* See 
especially Ch 3 on Coaches, Ch 4 on Carriers. An 
example of travel from a village can be seen in a 
letter of Mr Clutterbuck of 2 December 1727, when 
he refers to two carriers or Gloucester Waggons 
leaving Frampton-on-Severn every Tuesday, reach­
ing the King's Head in Old Change, London, on the 
Friday. (GRO D 149/F21)
77
14 12 G i C.24, 1725/26. As well as roads specific­
ally named, several other roads were later deemed
to come under the provisions of this Act, the vague­
ness of which led to the need for more careful de­
finition in order to justify the imposition of tolls
15 Cambridge was, and is, a small settlement where the 
present A38 crosses the River Cam, which comes down 
from the scarp near Dursley. (See Fig II.i.)
16 Mr Stephens of Chavenage, which is east of Kings- 
cote, north of Beverston. This is presumably 
Nathaniel, d. 1732, according to VCH xi, 178.
The Stephens of Eastington were closely related.
The reference is in the Clutterbuck letter (GRO
D 149/F21).
17 On early financial sources for turnpike trust funds, 
see authorities such as the Webbs, Jackman, Albert, 
Pawson. See also Buchanan B, The Evolution of the 
English Turnpike Trusts; lessons from a case study* 
*(EcHR 2nd series, xxxix, 2~, 19Ô6), which deals with 
the Bath Trust and is a corrective to certain opin­
ions expressed elsewhere.
18 John Stephens of Eastington: see note 16 above,
and Fig II.i, at Eastington.
19 Gloucestershire Notes & Queries iv, 1842, 493, 
quoting from State Papers (Domestic).
20 GJ 30 July 1734.
21 Mr Guise's letters in GJ 11 June 1734 et seq.
22 5^% of £2000 would bring £110. If £300 were the
interest @ 5^%, the capital sum would have had to 
have been nearly £5500.
23 For Gloucestershire riots against turnpikes, see
Albert W, Popular Opposition to Turnpike Trusts in 
early eighteenth century England, (JTH new series,
5, 1979). However, Dr Albert gets the location of 
Cainscross wrong, describing it in one place as 
"in the village of Stonehouse near Stroud, and in 
another as "the Stonehouse gates", as noted in the 
text. See Fig II.i: Cainscross was then at the
extremity of the parish of Stonehouse - the parish 
boundaries have since then been altered.
24 Daniel Watkins of London bought Over Court in Bis-
ley village in 1721, and died in 1736. VCH xi, 14.
25 The George, High Street, Stroud, was until 1819
the premier hostelry in Stroud (see Fisher op cit, 
index). The arch of the former bar is still visible 
in what is now an outside wall on Swan Lane, just 
off the High Street.
The whole report of the audit is in GRO Q/SO/6, 
from which extracts in the text have been taken.
26 .
27 Sandford: see VCH xi, 159.
78
28 Albert op cit Ch 5 says that as veil as lando-wners
etc., subscribers came from all classes, instancing 
a labourer, carpenter, and stonemason. In the chap­
ter on the administration of the Nailsworth Trust, 
examples will be given of the social or economic
groups of the trustees, including at a later stage
a farmer who signed his name with X (as mentioned 
in the text).
29 William Loyd (sic) is given in^ J  of 28 May 1734
as pike-keeper at the Stroud toll-gate; during 
the county election a horse had been stolen, and 
the toll-house was a convenient place for a notice 
advertising this fact.
30 William Marshal "of Eastington, gent.” in 
GRO D 149/320/904, c.1702. Giles Gardner of 
Straftords, son of Giles, clothier, is in VCH
xi and Haine C, The Cloth Trade along the Pains­
wick Stream I, GSIAJ for 1985. In another part
of the Audit Report, gentlemen responsible for
parish roads are given as: G Gardner - Stroud & 
Painswick (i.e. the small portion of Painswick 
parish between the Painswick stream at Stratford's 
and the Slad stream at Badbrook at the bottom point 
of Stroud), W Sandford - Stonehouse, Fd Stephens - 
Estington (sic), and M Small for Whitminster.
31 The Gloucester Journal (sometime given as Glocester)
gives several examples in the later 1720s of 
coaches and carriers "flying” after the winter
was over. See also Herbert N op cit.
32 The example of an abortive turnpike in the 1820s 
for the sole benefit, apparently, of Miserden 
House, will be cited in a later chapter.
33 See Burne A H op cit on traffic in Staffordshire, 
Wilson C H op cit, Booker J M L, The Essex Turn­
pike Trusts, M Litt, ^urham, 1979, p 64.
34 Albert W,. Popular Opposition, ... op cit "not 
immediately clear why popular opposition was 
aroused at this time” .
35 On 'phases' of t u m p i k i n g  in Gloucestershire, see 
Cox C in The Cotswolds, a new study, Hadfield C &
A M ed, (David & Charles, 1973), in the chapter 
on transport.
P.S. An indenture, counterpart of the mortgage of Stroud 
Turhpike to John Stephens Esq., on 8 August 1727, is in 
GRO 149/320/911. Stephens lent initially £300 and in 
return had the tolls assigned for the "road from the 
River Severn to Stroud” .
79
Chapter II I . FROM 1725 TO 1780 - THE EVOLUTION OF 
THE NAILSWORTH TURNPIKE TRUST.
General
Albert, Pawson and others have outlined the development 
in the first half of the eighteenth century of radial 
networks of turnpike roads centred on major market towns. 
Frank Walker for example, points out that before 1750 
Bristol was linked with Cirencester and places further 
north, and that the clothing towns of the Somerset- 
Wiltshire border were also linked with Bristol: Trow­
bridge and Bradford-on-Avon in 1751/52, Malmesbury in 
1755/56, and Frome in 1756/57.^ It is perhaps surprising 
that the Stroudwater area, equally important with Frome 
and Trowbridge as a cloth-making area, did not develop 
a coherent turnpike system until after 1800. The earliest 
toll-road, the Stroud Turnpike, was clearly intended to 
give Stroud access to the major traffic artery of the 
Severn, and the need for such communication was emphas­
ised by persistent efforts to improve the river Frome,
culminating in 1779 with the opening of the Stroudwater 
2
Canal. Even as late as the 1820s efforts were made 
obtain an Act for a rail-way from Framilode to the canal
3
port of Brimscombe. But in the period under review in 
this chapter the major routes conspicuously avoided the 
valleys. With the exception of the Nailsworth Trust of 
1780, no turnpike traversed the lower length of any val­
ley, and only one actually crossed the main valley of 
the Frome.^
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In Chapter II (p 72) it was suggested that three separate 
phases can be distinguished in the development of the 
turnpike system in the Gloucestershire Cotswolds. The 
roads radiating out from Gloucester in the clay vale 
were the first to come under toll authority in the 1720s 
the plateau through-routes were t u m p i k e d  in the 1740s 
and 1750s, apparently revealing a shift of emphasis from 
market access to long-distance coach travel. A gap was 
left between the two 'ends' of such routes which were 
joined up later.^ The road up Birdlip (& Crickley) hill 
however did reach the scarp top earlier than did others, 
which may show the importance of the Gloucester-Oxford- 
London route in the earlier years of the century. In 
phase 111 came the construction of entirely new align­
ments through the Stroudwater valleys and up the valley- 
sides to the plateau, but by routes different from those 
in existence as parish highways. This marks a quite new 
development.
Most of such roads in the Stroudwater area came after 
1800, but the Nailsworth turnpike road marks this new 
departure some twenty years earlier. This chapter accord­
ingly will follow the development referred to as phase 11, 
leading to the authorisation of the first phase 111 road, 
the Nailsworth Turnpike Trust in 1780.
Toll-roads in the Stroudwater area before 1780.
The complete map of these roads in this area is in Appen­
dix 1, but sections are given with the enumerated dif­
ferent roads here for the convenience of the reader.
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1 Cross-roads of the Gloucester-Stone road (the 
Gloucester Southgate group). These properly 
belong in phase I .
12 G i C.24 of 1726 was the first Act to turnpike roads 
south of Gloucester, in the Vale. It fell within the 
period when JPs were directly responsible for toll roads, 
and when such roads were not separate, independent bodies 
but rather parish roads put under toll to raise funds 
for their repair when the burden was beyond the resources 
of the individual parishes. In fact, the inaugural Act 
states that the parishes still had the liability of road 
repair. The Act was somewhat vague in its definition of 
which roads were to be turnpiked, and there was some 
question later as to the legality of tolls on certain 
routes, so that renewal Acts had to be more precise.
This Act is constantly referred to in subsequent legis­
lation, even as late as the nineteenth century.
i______The Stroud Turnpike.
This road has been discussed in the previous chapter. 
Here it may just be remarked that at some stage it 
seems to have lost its name and separate identity, as 
various portions came under other, newer, trusts or were 
regrouped differently.
1 1____The Frocester Hill road.
This was a contemporary companion of the Stroud Turnpike.
12 G i c.24 includes "... the Road from Framilode Pass­
age over the River Severn, to the Top of Froster Hill . . . 
This is in fact incorrect for the road from Framilode 
Passage was the Stroud Turnpike, while the road to Fro-
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cester Hill.began from Newnham Passage, that is the "Arl-
7
ingham road” referred to by Mr Clutterbuck.
3l G ii C.65 of 1758 the initial turnpike Act for the 
Tetbury roads group, records the turnpike gate at the top 
of Frocester hill, and also notes that from there the 
road went through the village of Nympsfield in its hol­
low below the plateau surface. The authority of the Fro­
cester hill road stopped at that gate which was close to 
the existing information hut (itself a former toll-house) 
of the Coaley Peak Country Park. This ancient track up­
hill was replaced in the 1780s by a somewhat easier way 
a little to the south.
19 G ii C.18 of 1746. One of the turnpike roads about 
which there seems to have been some doubt was ”the said 
road from Newnham Passage, leading through the parishes 
of Arlingham, Fretherne and Saul, and until it is joined 
by the said road from Framilode passage” (which is evi­
dence that the two roads were linked - through Saul), 
"leading thtough the parishes of Arlingham, Fretherne 
and Saul, and until it is joined by the said road from 
Framilode passage”, and 19 G iii c.ll8 of 1779 refers to 
the "house lately used as a Toll gate (which) stands at 
the Top of Frocester Hill”, a phrase repeated in 20 G iii 
C.93.
This unveils a small problem. According to the Vic­
toria County History, a new hi11-road was made in 1783 
at the instigation of the vicar of Frocester, the Rev
g
George Hayward. So it is not clear why the toll-house
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at the top should have been abandoned before that date, 
as the new alignment was probably constructed under the 
threat of loss of revenue to the new route to Bath along 
the Nailsworth valley, which was not completed till the 
spring of 1781.
39 & 40 G iii c.76 of 1800, in recapitulation of the
Gloucester-Stone road Act, refers to ” ... the Road ...
to or near the place called The Freeze, where the Hand-
and-Post stands at the Top of Frocester Hill” . This is
9the new road up-hill.
iii From Hardwicke through Standish to Stonehouse.
This road also was implied in 12 G i c.24, at least as 
far as Little Haresfield, and with other roads had to 
receive a more precise definition. 19 G iii c.76 of 
1779 calls it the road ”from Hardwicke where the Elm 
was, to Stonehouse, Cainscross and Stroud” . The Elm is 
still shown on Taylor's map of 1777, and it is to be 
noted that the road to Cainscross and Stroud had been 
part of the original Stroud Turnpike. This route through 
Standish probably replaced one that led through Hares­
field and Stroud Green to Stonehouse, and it has also 
been suggested that an earlier route lay even further to 
the east, along the lower slopes of the scarp, but 
only disconnected pieces of such a way appear on the 
later maps.^^ The turnpiking of this route to join the 
Stroud road is probably the reason why a fourth toll-gate 
was listed on that latter road, at a curious extra- 
parochial place known as Haywards Field, where recently
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a roundabout has been constructed at the eastern approach 
to Stonehouse village, more or less on the site of the 
former toll-house.
iv Tuffley, Whaddon, Brookthorpe.
(see Fig III.ii.)
Yet another road towards Stroud from Gloucester was con­
sidered to fall within the scope of 12 G i c.24. This 
one left the Gloucester-Stone road (the Bristol road) 
south of Gloucester's then built-up area. It is still
called the "Stroud Road" though at the time much of it
12was named Sandy Lane. It passed Tuffley and the vill­
ages of Whaddon and Brookthorpe to ascend the scarp to 
the edge of the ridge on Huddingknoll common in Pains- 
wick parish. From Brookthorpe up-hill it was replaced 
by the present Horsepools road, in 1817, and the former 
hi11-stretch is now only a grassy track which near the 
top is a hollow-way with a small stream down the middle.
It does not appear that it was ever repaired from toll 
revenue. 31 G ii c.74 of 1758 mentions it as leading 
out of the Great Road from Gloucester and heading for 
Stroud as far as the top of Brockthrop (sic) Hill, and 
added that it might be repaired after other roads had 
been amended if there were any money left. There never 
was. 19 G iii c.ll8 of 1779 said the road through 
Painswick was short of money to repay loans, and there­
fore travellers through the parishes of "Harscombe and 
Brockthrop" need pay only half the toll on the road 
from Gloucester. In a later chapter it will be seen 
that most, if not all, of this route was still a
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charge on the parishes in the l830s and 1840s.
Several other roads crossed the Gloucester-Stone road, 
but these lie outside the area of this study. However, 
the road from Gloucester to Painswick was regarded as 
within the provisions of 12 G i c.24, even though it 
left the city by a gate other than the South Gate, and 
so should not strictly have been included in that group.
It was in fact usually termed the Gloucester Eastgate 
road, as that going south was the Southgate, and that 
to Birdlipythe Northgate turnpike road.
V_____ Gloucester- Painswick-Stroud.
Of this road 19 G ii c.l8 of 1746 says, as of so many 
others, that it could not be repaired from the parish 
rate as it was too long and ruinous, and those stretches 
actually amended would soon again be ruinous, "many 
heavy Carriages frequently passing thereon". There were 
also doubts about the legality of raising tolls on this 
road under 12 G i c.24.
The route is given as from the East Gate down Barton
Street in Gloucester, through the parishes of Matson
and Upton St Leonards to the "Camps" on the top of Pains-
13
wick hill (that Iron Age camp goes under various names). 
The preamble states that "although the said Road was very 
bad and ruinous, and is the direct Road from the City of 
Gloucester to Stroud" (mentioned in 12 G i c.24) "and 
a turnpike had been put up - and remained" (that is, at 
the East Gate) it was now deemed lawful to raise money 
by tolls. Roads were to be measured and milestones put up.
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but these powers apparently extended only to Painswick 
"Camps” . Taylor's map obligingly depicts a beacon on 
top of the Iron Age ramparts.
From Painswick there were two alternate routes to Stroud, 
as is pointed out in 31 G ii c.64. Doubts had been ex­
pressed as to whether the trustees could actually amend 
all the roads from Gloucester to Stroud or set up toll 
gates beyond The Camps. These two routes were:
(a) down Tibbywell Lane in Painswick, via Pan's 
Lodge and Vicarage (sic) Hill to Stroud, and^^
(b) From New Street at the lower end of PainswicK, 
down the present Stamages Lane and over the Pains­
wick stream to Wick Street Lane (now Wick Street) 
and so to Stroud.
The ridge top track does not seem to have proceeded any 
further north along the top towards Birdlip than Bulls 
Cross, and in any event it was Wick Street - a presumed 
ancient hill-side road - that received the milestones, 
most of which were located in the I960s, though only one 
set of iron mileage plates had survived, and even that 
may now have disappeared.
18 G iii C.98 confirmed the road to Stroud as a separate 
district, and tolls were even lowered in the endeavour to 
attract traffic - though when the Nailsworth road was 
opened a successful plea was made to increase these 
tolls on the grounds of increased wear and tear from 
traffic. At this date, travel from Cheltenham came along 
the scarp-rim road,^^ past the heads of the Painswick
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valleys, and along from Cranham or Prinknash Corner 
over the "Castles” and down to P a i n s w i c k ; f r o m  here 
travellers could go along Wick Street to the toll-gate on 
the Stroud Turnpike, turn right for Cainscross and on to 
Bath on the new Nailsworth road. Previously, Bath tra­
ffic would have had to go to Frocester and up that hill 
for the Old Bath road.
2 Roads west from Cirencester.
(see Fig III.iii.)
The growth of a network of turnpike roads radiating
from Cirencester may be seen in the article by M J Paine.
Here the concern is with those which lead towards, or
across the Stroudwater valleys. .
These roads were two, and both were brought under toll 
by 25 G ii c.l3 of 1752, both being ancient trackways.
One led from the "pitching cross" in Cirencester to the 
Blue Boys inn on the outskirts of Minchinhampton, thence 
across the commons (though coaches detoured into Minchin­
hampton) to the lower end of Stroud, another branch going 
down Rodborough hill to Dudbridge and Cainscross.
The other route, called in this study the "Bisley Path", 
led up Cecily Hill at the entrance to Cirencester Park, 
through (or rather along the edge of) Stratton Field, 
turning left at the end of Oakley Wood for the crossing 
of the Frome at what was then termed Gulph Hill Bottom.
It was described, and this time with some truth, as nar­
row, deep and ruinous, and in part impassable for waggons
and laden horses in winter and rainy seasons, and as
17
dangerous for travellers.
FIG III .iii. Roads west from Cirencester
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It is far from clear how far along this road turnpike 
authority extended. The authorising Act, and even con­
tinuing ones, does not mention any right to raise tolls 
beyond Gulph Hill (and the only toll-house verified was 
where the road to Coates to the south branched off through 
Cirencester Park), but several milestones were located 
along the route towards, and even beyond, Bisley. The 
toll-house at Holloway to the south of Bisley lay on an­
other road, and is later. But with the growing importance 
of the valleys rather than the uplands, and with the im­
provement of the road through Minchinhampton, the Bisley 
Path fell out of favour and as Rudder remarked, Bisley 
town "is most unfavourably situated for a market, being
of very difficult access, by reason of the deep bottoms
* 18which environ it every way” .
The route preferred by the second half of the eighteenth 
century was that through Minchinhampton. It was con­
sidered to be two districts, hinged on Minchinhampton 
itself. On Taylor's map there are curious meanderings 
east of that town, and it seems probable that until road 
improvements encouraged its use by long-distance coaches, 
it was rather of local convenience and use, and carriers' 
carts would have gone from one farmstead to the next in­
stead of following a straight line to Minchinhampton. 
Before the enclosure of the lands east of Minchinhampton, 
however, it is possible that drovers took the straighter 
way across open fields, which later became the turnpike. 
Taylor's map also indicates the turnpike roads as going 
into the town itself, rather than by-passing it as it
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now does, along the edge of Old Common. Close to the 
cross-roads at Burnt Ash, there is what appears to be an 
abandoned stretch of early turnpike improvement, cor­
responding with one of the bends on Taylor's map, and 
heading for the town rather than past it. Moreover, the 
area east of Minchinhampton was open'.field until about 
the middle of the eighteenth century according to contemp­
orary writers, though it now presents a clsssic example
of stone-walled, rectangular fields, the stone walls then
19
being regarded as "offensive to the eye of taste".
Other improvements were confirmed by 58 G iii c.23 of 
1818, namely the straightening out of the road south of
20
Cirencester Park by exchange of land with Earl Bathurst. 
The decline of the Bisley Path, and the improvements on 
the Minchinhampton route, may perhaps indicate the grow­
ing attraction of communications with the industrial 
valleys though it must be remembered that this road, 
like the Bisley Path, was essentially a through, long­
distance route on the ridge between two industrial vall­
eys and so convenient for both, but originally rather a 
level way to the crossing of the Frome at Dudbridge and 
to the Vale of the Severn south of Gloucester.
3______Tetbury roads North & West.
(see Fig III.iv.)
Tetbury like Cirencester became a centre of radial
routes. It can be noticed that traffic going south from
that latter town veered off the Fosse Way at Jackaments 
21Bottom, presumably responding to the pull of Tetbury, 
continuing from there to join the Old Bath road from Glou-
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Roads West 
& North from 
Tetbury.
10w
Places indicated:
To Tetbury - V, 
Avening, Burnt Ash 
turnpike - V, Chal- 
ford Bottom, The 
Bourne (mill), Cal- 
cut Farm, Tipputs 
Inn, Horsley, The 
Ragged, Nympsfield, 
Barn (= Ashel Barn), 
Cold Arbor (The 
Bear).
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cester at Dunkirk. The roads north and west from Tet­
bury are of concern for this study.
Several Acts deal with this road from Tetbury Market House 
north through Avening near the headwaters of the Nails­
worth stream, crossing the Cirencester-Minchinhampton 
road at Burnt Ash before descending the Frome valley to 
Chalford Bottom, whence it climbed the northern flank to 
head for Bisley and Birdlip. This was possibly a route 
of some antiquity, and there are still several barrows 
along it, which in the past would have been convenient 
landmarks.
Some relevant Acts are: 3l G ii c.65 of 1758, 20 G iii
C.70 of 1780, and 41 G iii c.85 of 1801. To attract such 
attention, roads in both directions from Tetbury must
have been considered of some importance, and two dis­
tricts were formed. The roads west constituted the first 
district with its.meeting place for the trustees at The 
Bear» (now Hunters Hall inn) near Kingscote; the second 
district comprised the road going north, with its meeting 
place in Tetbury, at the White Hart.
Dealing first with this second district, the Act of 1758
authorised repair only as far as Tayloe's Mill (now Bel-
22vedere mill) in Chalford Bottom. But significantly, a 
branch led from Hyde near Burnt Ash to The Bourne in the 
valley bottom west of Chalford (where the tributary Toads- 
moor valley entered the main valley). This looks as if 
a link with such industry as then existed down on the 
valley floor was thought important to those who framed
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the Act, and it may be noted that at this time Minchin­
hampton looked to Tetbury (as will be seen when the Nails-
23worth road is considered) rather than to Stroud.
There was to be no toll-gate in Minchinhampton town on 
its western side, but there was one a little way to the 
east where the road to Burnt Ash branched off for Min­
chinhampton at Hampton Fields near the lodge to Gatcombe 
P a r k . 41 G iii c.85 extended the authority for repair 
from Tayloe's mill-pond as far as Boston's Ash inn north 
of Bisley on the way to Birdlip, due to the recent con­
struction of a turnpike up the Slad valley from Stroud 
to Birdlip. Taylor's map does not show a road over 
Bisley common; Rudd asserts that the road went round 
the edge of that common, not across what was then still 
open field, but from the discontinuous ends of road on 
Taylor's map a route across the common seems the more 
likely. The stretch between Poston's Ash and Birdlip 
came under authority of the Slad valley turnpike.
More important to this study, because they foreshadow 
the conception of the Nailsworth Trust, were the roads 
west from Tetbury, that is the first district. 31 G ii 
c.65 gave the road as from the turnpike gate at the top 
of Frocester hill, through the parishes of Nympsfield,
Owlpen and Kingscote, and on to Lansdown near Bath; 
and also a road from Bouldown Sleight to the end of a 
land adjoining to the road Horsley-Tetbury, near 
Tiltups Inn. Another improved road was that leading due 
west from Tetbury, past Beverston and Calcut Farm to
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Coldharbour, close to the Bear Inny and past Ashel Barn 
to a gate west of Symonds Hall. Part of this route lay 
along the Old Bath Road, and at Ashel Barn it forked left 
for Dursley and Wotton-under-Edge.
In the first district, toll exemption was allowed for 
carriages laden with cheese; in the second district to 
carriages carrying coal, perhaps an indication of the 
growing need in the Stroud valleys for fuel - not for 
power but for the 'necessitous poor'. 20 G iii c.93 
brought into repair the highway from Ashel Barn to the 
Dursley road, but this lies outside the area of this 
study. It must be recalled that all these roads were 
already in existence, if only as country tracks, and 
also that the highway from Frocester hill lay through 
Nympsfield, with a very steep drop into the Horsley 
valley before heading for Tetbury past Tiltups Inn, 
though the easier, if longer, road was that through 
Calcut Farm rather to the south.
But the concern of this paper is with the way an en­
tirely new alignment came into being, one which shifted 
the direction of travel in the area south of Nailsworth 
from a generally west-east direction to one from north 
to south.
The evolution of the Nailsworth Trust.
The trustees of these two districts of Tetbury roads 
advertised in the Gloucester Journal on 7 September 1778 
their intention to seek renewal and enlargement of the 
authorising Act, 31 G ii c.65. It was noticed above
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that one of the roads that came under that authority 
was from Bouldown Sleight to the end of a lane at or 
near Tiltups Inn, which stood on the road from Horsley 
to Tetbury, serving traffic west to east, not north to 
south. There was a proposal to include a track from this 
inn to Minchinhampton common to join the turnpike along 
that upland ridge. The notice said ’’through Nailsworth" 
but it is not clear whether this meant through the small 
settlement of Barton End, down through Hazelwood and up 
the Iron Mill and Well Hill roads to Minchinhampton 
(which according to A T Playne was then the way from 
Minchinhampton to Bristol), or whether it meant to fol­
low the existing highway, now called Tetbury Lane, to 
the bridge at Lower Nailsworth, and then straight up 
"The Ladder", a near vertical track to the west of Min­
chinhampton. (places named will be identified in later chapters.)
The process of obtaining sanction for such a local Bill 
can be followed in the Journal of the House of Commons.
The two Tetbury road districts were dealt with at nearly, 
but not quite, the same time: that for the northern road
to Chalford a little in advance of the first district, 
that is the road to the top of Frocester hill. For 
example, the Journal records that on 2 December 1779 a 
petition was presented to enlarge and continue powers 
for the second district, as the money borrowed on credit 
of the tolls could not be paid nor the roads properly 
repaired. As the Order of the Commons, dated 25 April 
1774, had been complied with (referring to the correct 
public notice of intent having been given), Mr Christopher
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Gardiner gave evidence that over £600 had toeen borrowed, 
and Mr Chester, Sir William Guise and Mr Blackwell were 
given instructions to prepare a new Bill, which was given 
its second reading, engrossed, and passed to the Lords 
by 10 February 1780. As the Lords had no amendments to 
include, this particular renewal received the Royal Ass­
ent on 21 March 1780.
Renewal of powers for the first, western, district pro­
ceeded similarly. The petition was heard on 24 January 
1780, including the minor road straightening mentioned 
above, and received the Royal Assent on 4 May 1780. A 
certain William Wilkins was mentioned as having answered 
questions: he will be met again later.
These of course were petitions for the renewal (with 
additions or amendments) of existing powers for exist­
ing roads which had come under turnpike authority. But 
the Gloucester Journal for 16 November 1778 contained an 
announcement by the Tetbury roads group trustees (that is, 
of the first district) that they would consider whether 
to include either a road from Tiltups Inn via Nailsworth 
to Minchinhampton common, or instead a road from Nails­
worth via Woodchester to Dudbridge, to make a junction 
there with the road of the Cirencester Trust, rather than 
reach that road closer to Minchinhampton town, with the 
consequent very steep rise from the valley to that town. 
This seems to be the first recorded intimation of what 
was to prove a striking and momentous innovation of 
turnpike development in the Stroudwater valleys. For
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first time, a route through a valley rather than one 
along the interfluvial ridges - or one merely crossing 
the valley system - was suggested, though the idea of a 
completely new construction was not immediately broached: 
it emerged as the suggestion was no doubt debated and 
enlarged.
The idea takes shape.
The Journal of the House of Commons for 25 November 1779
includes a petition from -
Gentlemen, Clergy, Merchants, Freeholders, 
and others, residing near, or frequently 
travelling the Road from Tiltup's Inn, in 
the Parish of Horseley, to Dudbridge, in 
the Parish of Rodbo rough, and from Nails­
worth, in the Parish of Avening to the Turn­
pike Road leading from Minchinhampton to 
Stroud, on Minchinhampton Common.
The road in question was still the local hill-side way 
passing through various small settlements : but the
Petition also Included a proposal for a better road 
from the George inn in Lower Nailsworth to the turnpike 
on Minchinhampton common. Thus both improvements were com­
bined, though previously they had been considered as al­
ternative routes. And another point which perhaps should 
be emphasised is that from the first it was not just one 
road that was to be improved, but that those behind the 
Bill conceived of a system of roads, based on the spine 
of the Nailsworth valley, but with more than one side or 
branch road feeding the proposed new road from the ridge- 
top routes on either side of that valley. This certainly 
seems a far-sighted innovation, for while the road from 
Gloucester to Stone in the 1720s included several cross-
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roads, these were incidental to the main Vale road, and 
rather crossed it than were conceived as an integral 
part of that main route.
The Petition was referred to Sir William Guise and others, 
and they were instructed to meet the next day at 9 a.m. 
and to report back; which was done. William Wilkins was 
again examined; he had claimed that the roads were in 
disrepair and could not be repaired under the existing 
laws, and that it would be of great convenience to amend, 
widen and. repair, and in some parts alter, the valley 
road (that is, the hill-side road connecting settlements) 
for easier and nearer communication between Gloucester 
and Bath. So the public argument was still for a 
through-route : but the innovation, apart from the new 
alignment (which was not put forward immediately) was 
to link the valley industrial sites one with another, 
instead of only each with the plateau road on the ridge 
tops.
It is of some interest to note that while in the 1752 
Act for the repair of the Cirencester-Stroud roads em­
phasis was laid on the use of these roads for the 
"Carriage and Conveyance of Wooll, Woollen Manufactures, 
Dying-ware, Corn, malt and other Commodities ..." with 
particular reference to the route to Bisley, the empha­
sis twenty-five years or more later, and in a valley 
much more concerned with manufacture than the land on 
either side of the Bisley Path, was on providing a 
long-distance, through route. It might be because 
through traffic, and particularly for the gentry and
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others travelling to Bath, had been on the increase and 
it was therefore thought the new road might be more att­
ractive to the type of person who sat in Parliament and 
had either private means for a carriage or made use of 
stage-coaches. The emphasis in the Act was not on wag­
gons and bulk carrying.
The Commons gave permission for a Bill to be presented, 
but added that the road from Nailsworth bridge via Haw- 
combe (sic = Holcombe) and up the Well Hill road to 
Minchinhampton should be included. The Bill was to be 
prepared by Sir William Guise, Sir William Codrington 
and Mr Chester, and on 10 December Sir William Guise 
duly presented*.it and it received its first reading.
It had its second reading on 21 December - the alter­
native name Tiltups End, for Tiltups Inn, appears here.^^ 
The main proposal was for the improvement of the road 
from Tiltups End (or Inn) to Dudbridge, which is the 
name generally given to the Bill before the road actu­
ally came into use. In the nineteenth century its off­
icial name was the Nailsworth, Woodchester and Dudbridge 
road.
This Bill, originally presented as a link with the Tet­
bury and Bath roads, and for the benefit of travellers 
from places further north, had some extra improvements 
inserted as it went along, and also suggestions of a 
new alignment of considerably more importance that those 
for minor straightening of corners. And as a result, it 
was at this point that opposition of some weight was 
encountered.
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Counter-Petition.
The first counter-petition was presented to the House of
Commons on 28 January 1780, from "Inhabitants of the Town
of Tetbury, the Parishes of Horsley, Avening, and the
Village of Nailsworth", and these claimed that there was -
an ancient and public Road or King's 
Highway from the Town of Tetbury, by 
Chavenage, Ledgemore, Rugard's Green, 
and The Wind's Arse, down to The Cross 
at Nailsworth, in the Parish of Horse­
ley, and so on through The Forest Green, 
in the Parish of Avening, to many Towns 
and Villages, which has been, and still 
is, of very great Advantage and Emolument 
to the Petitioners.
The petitioners had inferred from the Bill that the 
highway from Nailsworth Cross (in Upper Nailsworth) 
to Barton End, which is now called Tetbury Lane, and 
other roads to the lane joining the road from Barton End 
to Minchinhampton, via Hazelwood, might cease to be in 
use as public highways. It was also suggested that 
some of these had cunningly been omitted from the Bill, 
and they asked that they should not be deprived of the 
ancient highway from Tetbury, that also ran north on 
the upper slopes of the Nailsworth valley through For­
est Green to Dudbridge.
Another counter-petition came:from proprietors of 
houses and lands on the existing road to Dudbridge, 
which, it was claimed with a sublime disregard for 
fact,
"has a firm and very good Foundation, and 
may be made very commodious for Carriages 
and Travellers, by only widening the same, 
and in some few Places reducing the rising 
Parts thereof, and by going very little on 
private Property".
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This counter-petition also asserted that the Bill -
has a Plan of such intended Road drawn 
out, whereby it appears they have devi­
ated almost entirely from the old Road, 
and have adopted nearly an entire new 
Road, through the Gardens, Orchards, and 
Meadows of the Petitioners and others, 
which Meadows are of a very rich and 
deep Soil, and very valuable, and where 
an entire new Foundation must be made 
at an enormous Expence, and in many 
Parts above One hundred Yards from:the 
old Road, the old Road lying between 
the new-intended Road and the Quarries 
from whence the Stones must be fetched 
for making the said new Road ...
These petitioners thought it would be extremely oppress­
ive and injurious to proceed with the Bill.
The Plan referred to must be that drawn by Mr Rice, which
is reproduced later with comments. (cf Figs IV.ii. Sec­
tions along old and new roads in the Nailsworth valley, 
and IV.V, Rice*s Plan, reduced in scale, of the Intended 
New Road. also Appendix 2 for the full-size photo­
copy of this Plan.) The person most likely at this stage 
to suffer inconvenience from the road going through mea- 
dofcrs would have been Mr Webb of Egypt mill, though on
the Plan the road is shown as running close to the ex­
isting hedge.
Also shown on the Plan is the original suggestion to 
follow much of the existing hill-side road, and the pro­
tests of these petitioners seen)somewhat contradictory, 
as that particular alignment would have caused consider­
ably more damage and inconvenience to dwellings than 
the line through fields and meadows. It is not imposs­
ible that some objections were raised in order to enhance 
the price of compensation for lands which were to be ac­
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quired compulsorily. In the event, Tetbury Lane vas not 
closed, though today its upper stretches can be used only 
by tractors with high clearance. The road through Hazel­
wood no longer exists. Many of the former uphill tracks 
were cut through by the new road.
The old road from Nailsworth to Dudbridge along the hill­
side is still narrow, hilly and incommodious, and in one 
place the distance measured bet wen opposing house walls 
was barely nine feet.
What can perhaps be described as a counter-counter­
petition was presented to the Commons on 16 February 
1780. These petitioners "understood” that the proposed 
route between Frogmarsh and Rooksmoor was aligned through 
"Woodchester Street", and they suggested it would be bet­
ter to have a "plain Road" from a house near Frogmarsh 
Mill Poin to Rooksmoor through St Chloe's Grounds by
Little Britain. In fact, this was the final choice, as
2 8may be seen from the copy of Rice's Plan, Appendix 2. 
Objections by other turnpike trusts.
Strong objections were raised by trustees of adjacent 
turnpike roads. The western district of the Cirencester- 
Stroud road faced a considerable loss of revenue, particul­
arly for the down-hill stretch from Rodborough to Dud­
bridge. It had been pointed out in the Journal of the 
House of Commons in January 1780 that up to £600 had 
been borrowed for repair especially for that stretch of 
road. There were two toll-sites; one in Rodborough vill­
age itself, the sheLl of which still survives, the other.
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knov/n as a ’’Cheque” gate, at the end of Bo well (other­
wise Bowl) Hill Lane, now termed K i n g ’s Court. The latter 
gate was to catch those who took a down-hill track to 
avoid the Rodborough gate.
The trustees of the Cirencester road claimed that the in­
tended new road, which was ”in the same line as Bo we 11 
Hill Lane”, would destroy the use of that check-gate, 
and would be very i n ^ r i o u s  to the mortgagee, Mr Joseph 
Cripps, and also a disadvantage to the public, for if 
less money were taken in tolls, less would be available 
for road repair. They did not mention that with fewer 
vehicles on the road, the need for repair would be the 
less. Their existing down-hill road to Dudbridge was, 
they asserted, equally commodious to the public, the 
cost would be less than half that of the new road, and 
with one tenth only of the damage to property. Another 
of their objections was the possibility that travellers 
might have to pay an extra toll on the last one hundred 
and fifty yards of their road, between its junction with 
the new road and Dudbridge. In fact, this last fear was 
obviated by that short stretch being expressly removed 
from toll.
All these petitions were referred to Committee.
The trustees of the Painswick-Stroud road also put in 
objections. The Journal of the House of Commons for 25 
January 1780 quotes from it: the road was ’’also used by
Stage Coaches, Diligences, and other Carriages, as the 
great Road from Gloucester to Bath.” This was not
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strictly true, as the Gloucester-Bath traffic generally 
took the Stone road (A38) to Claypits and then turned 
up-hill through Frocester for the top route, the Old Bath 
Road, to Lansdown. The Painswick trustees pointed out 
that they had recently lowered their tolls, but the
next extract reads somewhat oddly for a trust wishing _ 
to attract long-distance traffic:
the Materials for repairing the same being 
at a great Distance, and of a bad Quality, 
the Amendment of the said Road hath been 
attended with so great an Expence, that the 
Petitioners observe, by the Votes" (that 
the) Nailsworth Road Bill communicates with 
the Bath Turnpike road, and "will also open 
a Communication of Road from Gloucester to 
Dudbridge" through Standish and Stonehouse, 
which would divert traffic from the Gloucester- 
Bath road through Stroud "as by the intended 
Road several steep Hills will be avoided".
This is a very curious argument. Firstly, the trustees 
said their road was badly repaired and improvement would 
not be easy; secondly, they said their road was much 
less convenient than the intended new route. Thirdly, 
it is difficult to follow their argument that because 
of the new Nailsworth road, traffic to Bath down the 
Painswick valley road would be diverted through Stan- 
dish and Stonehouse to Dudbridge. It seems far more 
likely that it would be the Old Bath Road, as far as 
the junction with the Tetbury western road at Ashel 
Barn, or further south near Lasborough, which would 
lose custom, while the new and easier route through 
Nailsworth would benefit the Painswick valley route, 
especially for traffic from Cheltenham, despite the 
problem of the ascent up the scarp face at Birdlip.
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In fact this route through Painswick and Nailsworth' is 
now the A46 to Bath.
However, their plea to be allowed to raise tolls in ex­
pectation of a reduced revenue was granted, and the tolls 
were increased by one third. /A cynical observer might 
suggest that they had reduced tolls earlier in order to 
attract traffic, but could now raise their tariffs as 
traffic would anyway be attracted down the Painswick road 
by the advantages of the Nailsworth route.
It has been suggested earlier that the new alignment up 
Frocester hill, constructed by broad sweeps athwart the 
contours in the manner of the Nailsworth road's ascent to 
Tiltups End, was a response to the threat posed by the 
Nailsworth road. In corroboration is the following advert­
isement which appeared in the Gloucester Journal on 4 Sept­
ember 1780 (with repeats) from Christopher Coleman of The 
George, Frocester, who begged leave "to acquaint the No­
bility, Gentry, and others" that the Gloucester-Bath road 
had been repaired and made good, the road up the hill was 
in complete order - that is, the older zig-zag road, soon 
to be superseded by a new construction - and quite "comm­
odious", which rendered the former Trouble and Expence of 
putting on additional horses to the carriages going up 
that hill unnecessary, coupled with a reminder that this 
was the best and nearest road from Gloucester to Bath by 
several miles.
The new Frocester hill road emerged on to the top, out 
of the former direct line through Nympsfield village.
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and the present road runs along the top past a row of
houses called Cockadilly before rejoining the existing
Bath road. In the eighteenth century, travellers from
Dudbridge to Uley would have had to turn left at the
old Frocester hill toll-gate, and then right again at
Nympsfield: the present stretch of road from the toll-
gate site past the Frocester quarry to near Hetty Peg-
ler's Tump (a Neolithic long-barrow on the rim of the
scarp) did not then exist. A Bath Road milestone stands
on the road-side just before Cockadilly, and probably
dates from the 1780s* attempt to refurbish the Old
Bath Road in a (vain) attempt to prevent the Nails-
29worth road from taking their traffic.
Lastly,, among the various petitions and counter-petitions
of February 1780, there was one from -
several Gentlemen, Freeholders, and 
others, living near, or frequently 
travelling from, Dudbridge, to the 
Top of Frocester Hill, and from Sel- 
sly, by The Spout, to the Turnpike 
Road near the Bear Inn.
This Bear inn was the one on Rodborough common, and 
this petition was to have inserted into the Act a 
cross-link from the ridge on one side of the valley 
to the ridge on the other, further proof that the 
scheme, as it reached the Statute Book, was to create 
a system of linked roads, not just the improvement on 
one road. This is clearly borne out by the Preamble 
to the Act.
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The Nailsworth Trust Act, 20 G iii c.84 of 1780.
Whereas it would be of great use and 
Advantage to have a good substantial 
Road made and maintained from Tiltups 
Inn, in the Parish of Horsley, to join 
the Turnpike Road leading from Cirences­
ter to Dudbridge, at or near Dudbridge, 
in the Parish of Rodborough; and from 
the bridge at Nailsworth, in the Parish 
of Avening, to the House called The 
Half Way House, or Fives Court, upon 
Minchinhampton Common; and from the 
said Bridge, through Barley Hill Grove,
Barley Hill, and Scar Hill, by How- 
combe and Iron Mill Hill, up the Well 
Hill, to Minchinhampton; and from a 
House near Frogmarsh Mill Pond, in the 
Parish of Woodchester, through Saint 
Cloes Grounds, and by a Place called 
Little Britain, to Rooksmoore, in the 
Parish of Rodborough; and also from 
Dudbridge, through Buckholt Wood, to 
the Turnpike Road near the top of Fro­
cester Hill; and from Nurlsgate, or 
Selsly, by a Place called The Spout, 
to the Turnpike Road near the Bear Inn, 
in the said Parish of Rodborough ...
The first meeting was to be at "The Publick House known 
by the Name of The Lodge (it is now the Golf Clubhouse) 
on Minchinhampton Common, upon the Second Thursday next 
after the Day of Passing this Act", and a clause was in­
cluded stating that no tolls were to be taken on the 
stretch between the junction with the Cirencester road 
and Dudbridge, about two hundred yards; and it was 
agreed that the Nailsworth Trust would pay half the 
annual cost of the repair of this short stretch.
The Petition for the Bill had been presented to.the House 
of Commons on 26 November 1779, and the Royal Assent was 
signified on 21 March 1780, The first meeting of the new 
Trust was held on 30 March 1780.
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Comment.
From the details of turnpike roads in the Stroudwater 
area, and from Taylor's 1777 map, it is clear that no 
radial net-work had developed with Stroud as centre by 
1780; and in fact it was not till well after 1800 that 
such a net-work evolved. pig II.iii.)
If there was a node of communications, it was at Cains- 
cross, and then this is not a very convincing one. Nor 
can a "turnpike boom" be discerned for the area in the 
early 1770s, as Pawson finds for the country as a w h o l e . 
The Stroudwater area does not fit that particular m o d e l .
Apart from the Nailsworth road of 1780 - and that has 
been sho-wn to be an idea developed from an originally 
different conception - the Stroudwater valleys had no 
turnpike network at all. The existing pattern was of 
long-distance through-routes, which avoided the valleys 
except where use was made of ancient tracks on the long 
interfluvial ridges. Only one road, that from Framilode 
Passage to Stroud, was t u m p i k e d  in phase I: in phase II
the major through-routes on the plateau did come under 
turnpike authority, but only one such road seems to have 
been a purposeful link - and that a minor one - with the 
developing industrial Valleys. This was the branch of 
the Tetbury-Bisley-Birdlip route to The Bourne; and not 
all of the main turnpike road was put under toll until 
a later date. It is true that the road along the upper 
slopes of the Painswick valley came under toll in 1778, 
but this was an ancient road and was comparatively late
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in being brought under the control of the Gloucester East- 
gate, but as a separate district. The evidence strongly 
suggests that the roads that needed extra repair, and so 
were put under turnpike authority, were the through- 
routes. (for the Hyde-The Bourne link, see Fig Ill.iv)
The question may be asked as to why it was so long before 
the industrial valleys were given better roads, unlike 
the cloth-making areas of Frome, Trowbridge and Bradford- 
on- Avon . An attempt at a brief answer has been made, sug­
gesting that the nature of so-called cottage industry 
provides a reason. It should also be recalled that the 
Stroudwater area was one of dispersed, even linear, in­
dustry, which was not so much the case in the concen­
trations to the south of the county. The cloth industry 
in the eighteenth century was not concentrated in the 
valley bottoms on mill-sites. Mills were for fulling; 
washing, bleaching, dyeing also needed sites on running 
w a t e r . B u t  the other main processes in the manufacture 
of cloth, and in particular those requiring the use of 
intensive labour - especially spinning and weaving - 
could better be carried out in the cottages of workers 
living at some considerable distance from the mills. 
Spinning was done up to at least a thirty-mile radius; 
Cheltenham, before its development as a fashionable spa^^ 
provided yarn from the labours of women and children 
for the mills of the Stroud Frome, though weavers* dwell­
ings were closer, owing to the weight and bulk of cloth 
needing transportation to and from the mill, whether on 
donkey, by wheelbarrow, or on the shoulders of the
weaver's wife.
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It was the workers who collected and returned the raw or 
half-finished materials, except that yarn would often be 
brought to a central 'spinning-house* in a suitable vill­
age centre. The expense of transport was not at this 
stage borne by the capitalist-clothiers. So while the 
plateau routes to, for example, Cirencester and Tetbury 
had to be kept in repair, it would not be thought worth­
while, either by mill-managers or those who paid heavy 
rates to the parish, to spend money on improving roads 
that for their current use were deeded quite adequate.
Perhaps the one exception was the early Stroud Turnpike, 
and this, with the construction some fifty years later 
of the Stroudwater Canal,^points rather to the need to 
keep prices down, especially those of corn and coal, 
for the industrious poor - and hence, to a certain ex­
tent depressing wages and the poor rate.
This is conjecture, but it is a possible hypothesis that 
only when the manufacturing firms and families in the 
Stroudwater area were faced with covering the costs of 
transport hitherto carried by others, did they accept 
that an entirely new road system was a necessity. The 
Nailsworth Trust had shown the way some twenty years be­
fore the opening of the nineteenth century.
Pawson gives small importance to the effects of relief 
or geology in determining where turnpike roads went. He 
writes: "this factor has often been claimed ... to be of
importance, in understanding the location of turnpike trusts,
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this was not so, except in a few cases of very early 
adoption ...” and "Even in 1720, the turnpike routes to 
the north and west of London showed little respect for 
the junctions between the clay and limestone belts” .
Even if this true for the areas fairly close to London, 
some qualification is needed. Joan Chibnall, for example, 
places considerably more emphasis on the factors of geo­
logy and relief in her study of roads in Bu.Ckingham- 
35
shire, and Fig II.iii would also seem to indicate a 
lacuna both in space and in time where clay and lime­
stone met in mid-Gloucestershire.
This Figure, and Taylor's map. Appendix 1, also point to 
another difference. The cross-roads over the Gloucester- 
Stone road, turnpiked at the same time in 1726, were 
essentially short-haul, local roads, not centred on the 
county town, but linking the great traffic artery of the 
Severn with the small market towns and growing industrial 
areas of the Cotswold edge. Notice the word 'Wharf* in 
square ID just south of Frethern, close to Hock Crib, 
which is a rapidly-eroding river cliff well-known to the 
writer. The photo-copy rather obscures the work, but on 
the original it is clear enough; and a little further 
south again, west of Frampton-on-Severn, is Frampton 
Wharf. Further south down the river can be seen Slym- 
bridge (sic) Wharf and further south again (but not on 
this photo-copy) is Oldbury Wharf ; and this is not to 
mention the numerous Pills, where small streams flow 
into the Severn - all attesting to former small tran—
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shipment from trows or barges to land carriage. The two 
ferries nearer Bristol, Old Passage at Aust (where now 
is the Severn bridge) and New Passage at Redwick (where 
the jetty of a railway in part still survives) are^given 
by R J Colyer as crossing places for cattle, as also that 
from Newnham to Arlingham (just fordable then) and the 
route to Stroud, up Rodborough common and on to places 
east - which tends to confirm the occupational name of 
Little London on that common.
Nor does the dating of Stroudwater turnpike Acts readily 
fit in with Pawson's periods of turnpike "boom” except 
in the most general fashion. He cites the two decades 
of 1750s and 1760s as "boom" years, with other peaks in 
the early 1790s, around 1810, and in the 1820s. The 
construction of most of the new toll roads in the Stroud­
water area took place from 1801 to 1825, as will be seen 
later: this can be called phase III. Phase I was that
for the the turnpiking of roads in the clay Vale (the 
term 'phase* applies only to the area of the Cotswolds 
and the Vale to the west). Phase II therefore is that 
when the major long-distance plateau roads were brought 
under toll, and as Fig Ill.ii attempts to show, this 
took place at various times in the 1740s and 1750s. It 
must also be noticed that it was rare in this area for 
just a single road to be turnpiked: mostly it was a
group of associated highways that were put under toll, 
as was seen with the Tetbury roads, and those leading 
out from Cirencester. A map in William Tunnicliff's 
Topographical Survey of Staffs (and other counties.
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including Gloucestershire) forms the basis of the lower 
map in Fig Ill.ii, and shows a convincing network rad-
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iating from Cirencester and other similar market towns.
It also shows the short lengths of road to Dursley and 
Wotton-under-Edge, but in fact these were by then linked 
with the Tetbury roads group, as Tunnicliff's map is of 
"Great Roads", not just of turnpikes. Fig III.iii is 
included to show how one turnpike Act could include a 
number of different roads, in this case the Tetbury 
group which, it will be recalled was then separated into 
two independent districts'.
Buchanan makes the point that the original authorisation 
was often on only one Act among many later ones which not 
only renewed the legal powers after the standard twenty- 
one years, but often altered and extended that authority 
to cover further highways. This means that the reliance 
of Albert and Pawson on 'new' Acts of Parliament needs a 
good deal of qualification. It is also pertinent to re­
mark here that milestones and the sites of toll-houses 
can give valuable clues to such extensions beyond the 
limits of the originating Act.^^
TABLE Ill.i. A list of various Acts referring to 
certain roads.
The Frocester hill turnpike, from Newnham Passage to the top of 
Frocester hill.
12 G i C.24 of 1726 specifically named this road.
19 G ii C.18 of 1746.
19 G iii C.118 of 1779.
20 G iii C.93 of 1780.
39 & 40 G iii c.76 of 1800,
2 G iv C.82 of 1821 ....... all these referred to this road, either
directly or indirectly - the list could be continued.
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The Gloucester Eastqate turnpike, from Gloucester to Painswick, with 
authority later extended to near Stroud.
This was regarded (rather oddly) as one of the cross-roads of 
12 G i c.24. Ignoring references to it in mid-century, in
18 G iii C.98 of 1777/78 authority was confirmed for the road 
from Painswick to Stroud, and subsequently references are in
19 & 40 G iii C.97 of 1799,
59 G iii C.13 of 1818/19,
15 & 16 V c. of 1852,
16 & 17 V C.135 of 1853, and
17 & 18 V C.95, when this authority was repealed.
Tetbury roads West and North.
31 G ii C.65 of 1757/58 was the initial Act. Later Acts include
20 G iii C.70 of 1779/80,
20 G iii c.93 (same session)
39 & 40 G iii c.75 of 1799,
4 G iii C.85 of 1800/01,
1 & 2 G iv C.83 of 1821,
3 G iv C.63 of 1822/23,
16 & 17 V c.135 of 1853,
17 & 18 V C.58 of 1854 and
18 & 19 V C.102 of 1855.
Not all these refer to the same direction of roads, as
the Tetbury group was divided into two districts; but
extensions as well as continuation of powers were made
in both districts. The final roads before repeal and
dispiking were often significantly different from the
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roads of the initiating Act. As Buchanan points out, 
turnpike roads "did not emerge fully fledged at the 
moment of legal inception, but were instead subject to 
a continuing evolution within a network which was itself 
undergoing change".
This "evolution" applies not only to individual trusts, 
but to the system within in any one particular area: there
were changes both in time and in space. Some of these 
changes have been examined in this chapter (and later).
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and in the chapters that follow one of the most important 
trusts of the Stroudwater area is given detailed dis­
cussion, reinforcing the point about constant change 
and evolution.
Notes to Appendix 1 and to maps in text.
1 On the second edition of Isaac Taylor's map, the
courses of the Berkeley canal (opened fully 1826), the
Stroudwater canal (opened 1779) and the Thames & Severn
canal (opened 1789) are overprinted, though otherwise
41there appear few, if any, signs of change. For ex­
ample, the road from Saul to Frampton-on-Severn (square 
ID) now skirts the NW bank of the Berkeley canal, but 
this change is not recorded by Taylor.
2 The various roads either turnpiked or newly built 
after 1780 are not shown. The word Turnpike indicates 
some toll-sites, though these do not correspond in all 
cases with the original siting. That at the Whitminster 
cross-roads, for example, (square 3D) is not shown, and 
it is possible that by the 1770s the road from Framilode 
to Eastington via Whitminster had reverted to parish con­
trol, but the existence of a milestone of the same type 
as those on the Arlingham road at Westend near Nupend 
(square 2D, and wrongly called Easton) is evidence that 
it had been under turnpike authority. (There is reason 
to believe that these milestones date from after 1800.) 
The word Turnpike at the SE corner of Stonehouse (square 
2E) was probably a response to the turnpiking of the road 
from Hardwicke on the road to Stone (Taylor depicts the 
Four Mile Elm), altering the junction of roads at Stone­
house Cross with the Stroud Turnpike to this newer site 
at Haywards Field. Nor is the Round Tower toll-site on 
the Bisley Path given. This was on the NE side of Cir­
encester Park where a road branched to the left through
118
the Park to the Minchinhampton road, and across that way 
to Coates. A toll-house was identified at that spot.
Pawson considers milestones and toll-houses "not suff­
iciently reliable indicators of the turnpike network of 
an area. A much more accurate and orderly appreciation 
of the sequence and extent of turnpiking will always re­
sult by working downwards from the central Parliamentary 
' 43
record". As it happens, the writer’s experience is
the exact opposite of this view. Using the 6 inch OS
map of the 1880s as a main source, and by extensive
field-work, milestones were first located and verified,
subsequently toll-house sites were verified - where the
Tithe Maps were especially useful. Only after that was
recourse made to Parliamentary and other records. It
is the writer's opinion that field-work is essential,
and of equal and complementary value to documentary 
44research.
3 Mills are shown on Taylor by a wheel symbol.
More mills appear by symbols on Bryant's map of 1824,
and also many turnpike sites. The 1st edition of the
451 inch OS map also identifies many sites.
Note the Gloucester Way (= Welsh Way) just appearing at
the extreme right-hand edge (square 5E), part of the
route from Gloucester by-passing Cirencester and Fair-
46ford, used by drovers to avoid tolls.
4 Note the continued existence of the name Cambridge
at Whitminster (square ID), Clutterbuck at Frampton-on- 
Severn (square ID) and Stephens at Eastingon (square
2d ). The turnpike in square 3E is Burnt Ash, where the 
Tetbury road crossed the Cirencester-Stroud road. The 
former Frocester hill toll-site is where the Frocester 
road met the Tetbury group west road (square 2E). The 
Cambridge Inn is in square IE.
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The first minute of the first volume of the Minute Books 
of the Nailsworth Turnpike Trust is dated 20 March 1780, 
and the final minute for that volume is 27 March 1786, 
at the end of which are to be found various summaries and 
fair copies of documents. There are forty-two entries on 
Agreements, eighteen Instructions to the Clerk (sixteen 
for the first Clerk, William Wilkins, but only two for 
his successor, Mr Dalby), thirty-nine items of Disburse­
ments - from 17 July 1780 to 4 July 1785, fifty-one items 
on Land Values (and four others), forty-six Orders, four­
teen Resolutions, and four Reports (to May 1780 only). 
There are also a few receipts for Money, fifty-nine In­
structions to surveyors, and an Alphabetical List of Se­
curities (apparently tidied from an earlier list) and 
the names of Trustees qualified to serve, or who have 
been disqualified, usually by death. These end papers, 
and the numerous minutes taken at meetings, provide an 
excellent means of examining how such a trust was fin­
anced, who the lenders of capital were, and how the money 
was spent in the first crucial years of a new trust.
Cash deposited with the Treasurer, and payments out (per 
contra credit* are set down in a simple receipts and 
payments account. Amounts, names and reasons for pay­
ments appear on the right-hand pages, and these payments 
range from the cost to Messrs Wilkins and Biggs, for 
getting the Bill through Parliament, to the expenses of 
the jury called to arbitrate on compensation for land 
acquired where the Clerk's proposals had not been acc­
epted by the various land-owners, to costs of fencing and
125
setting hedges, damages to the working of mills, advan­
ces to the Engineer and to the Surveyor (one item on a 
sum advanced to Wilkins, who in the first year combined 
the offices of Clerk and Surveyor, reads "to be accounted 
for"), a payment of 1 guinea to John Hyde, gate-keeper 
at Nailsworth, as compensation for having been assaulted 
(he did not receive the full amount of the fine), post­
age and printers' bills, and the repayment of a few 
bonds.
Such payments were made both by the Treasurer and by the 
Clerk, which does not seem to have been a wholly satis­
factory division of financial responsibility. Two ad­
vances to the Clerk, to a total of £11. 4s. 3d. from 
September to November 1780, seem a rather parsimonious 
dribbling out of cash. He does not seem to have been 
given a 'float' nor specific powers to draw up to a 
given limit. Up to February 1782, £4427. 10s. had been 
paid out by the Treasurer, but only £4155 is recorded as 
having been paid in - an apparent deficit of £262. 10s. - 
but the List of Securities gives a total investment at 
that date of £4242. 10s., which reduces the deficit to 
£185. This small error may be due to inaccurate account­
ing, or to a failure to include all the items from the 
original bills and receipts, or perhaps money promised 
but not yet actually paid was included. Strictly speak­
ing, the word 'investment' should not be used of money 
lent to a turnpike trust. Such concerns were not profit- 
making, and the usual way to finance a trust was to raise 
a mortgage on the security of the tolls, or (as in the
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case of the Nailsworth Trust) to issue bonds bearing a 
fixed rate of interest. As several writers have pointed 
out (for example, Albert, Booker, Pawson) this inability 
to turn a turnpike trust into a commercial, profit-making 
business greatly hampered efforts to raise capital, esp­
ecially after the initial period of financing had passed.
Some of the details in the end pages of Volume I will be 
examined later, but the preliminary expenses of the Trust 
may first be considered, bearing in mind that, until the 
road was declared open and in use, no toll revenue could 
accrue. These accounts were regularly "examined” by the 
Trustees at the Annual General Meetings on or near Lady 
Day, and generally passed, though an early financial 
crisis will require discussion later.
Preliminary expenses.
The essential early expense was that of getting a Bill 
through Parliament. The minute for 10 July 1780 author­
ised the payment to Wilkins of £367. 10s. lid., of £69. 
15s. 6d. to W Biggs, and £4. 8s. to G White Esq., a total 
of £441. 14s. 5 d . Other legal expenses, not enumerated 
in detail, included payments of £1. 11s. 6d. on 27 March 
1781, £21 on 3 August 1781, to Mr Perry, attorney-at-law, 
and a bill for his costs given on 11 July 1782 for £67. 
12s. Another early expense must have been payment for 
the Plan of the Inj^nded New Road drawn up by Mr Rice (see 
Appendix 2); at all events a payment to him of £30 was 
recorded on 22 June 1781, and a further £27. 11s. on 
September was authorised "by retaining", though what for
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is not stated - perhaps in connection with the branch 
road from Nailsworth bridge to near Minchinhampton.
By 14 September 1780 the Clerk had reached agreement on 
compensation for most of the lands acguired by compulsory 
purchase, though agreement had not been achieved for 
William Jones's Tyning and Yarley Hill grounds, for 
William Smith's grounds and orchard near Nailsworth, or 
(and most difficult of all) for the damages and incon­
venience caused to Nathaniel Webb's Egypt mill and lands 
further down the valley. The jury for arbitration, twelve 
gentlemen from various parts of the county, met on 18 
September. Mr Jones's land was valued at 35s. an acre 
and 30s. an acre at thirty years' purchase, that of Mr 
Smith at 50s. and thirty years, and Mr Webb's private 
road and banks were judged to be worth 10s. an acre, and 
his garden, orchards and brick kiln meadow at 40s., also 
at thirty years. His reservoir or scour pond was valued 
at 7 guineas, his "house for heating press planks" at £5. 
Damages and compensation for stoppages of mill-working 
will be considered later.
Incidental expenses included the £32 paid to Mr Perry for 
stakes to mark out the route, recorded in the minute for 
7 April 1780, and it may be noted that the Clerk was or­
dered to supply them and get them onto site. Wilkins was 
given £4. 15s. 6d. in July 1781, apparently connected 
with the cost of getting the Bill through Parliament, but 
other payments to him later in 1780 seem to be related to 
his work as Clerk.
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Capital Accumulation.
To finance the construction of the new road, and for
other early and necessary expenses, such as compensation
‘
to land-owners, bonds were issued at £50 each, though 
sub-division was not infrequent. The rate of interest 
was the normal 5% (or twenty- years purchase ), though' it 
would be some time before subscribers to the issue could 
expect to receive interest from toll receipts. It does 
not'appear that any of the capital was used to provide 
interest in the early years - interest was deferred un­
til revervU'ie was sufficient. It would seem that the lesson 
of Mr Guise and the Over turnpike of the 1730s (see 
Chapter II pp 54-55) had been learned. Up to ninety- 
six bonds were issued, though the number was increased 
in later' years when branch roads were built, bond No.
100 being issued in January 1787. It should be noted 
that the full cash amount of a bond was not immediately 
called for, but as and when required, and it would seem 
that some bonds were issued at a discount. IJio took out 
which bond can be discovered only by chance, as for ex­
ample when Sir George Paul took up bond No. 96 for £65 
on 9 April 1783, while Obadiah Paul took up two bonds 
on 5 February 1782 for £91. 5s. and W R Tyndale one for 
£30 on 28 May 1781.^ Other sums were given as £10, £15 
and even £5 - this last was by Wilkins on 27 March 1781, 
and he took up another £28. 15s. worth on 6 February 1782.
These varying sums make accurate computation unreliable, 
but Table IV.i is an attempt to reconcile sums, against
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names in the Securities (Borrowings) list, and against 
possible numbers or fractions of bonds. As this list
does not quite coincide with other details given in the 
notes of Borrowings & Receipts, it must not be regarded 
as absolutely definite, and it must in fact be assumed
that none of the lists at the end of Volunë I are the 
original, but at best later copies or the results of 
some tidying-up. Nevertheless, they do give a not un­
realistic view of the income and expenditure of the 
Trust in the first few years of its existence.
TABLE I V .i Original subscribers to the issue of 
bonds on the Nailsworth Turnpike road.
(From the Securities (Borrowings) list at the end of 
Volume I of the Minute Book.)
Name Amount £ Possible number of
bonds
R Aldridge 300 6
T Baylis 580 12
W Biggs 162.10s. 3k
R Cockle 162.10s. 3k
Lord Ducie 50 1
J Elliott 130 3
W Frost 162.10s 4 3k
W Harris 81.5s. 2
J Hawker 325 eh
W Knight 200 4
0 Paul 416.5 s . 9
Sir G 0 Paul 325 6k
T Pavey 162.10s. 3^ 1
N Peach 200 4
S Peach 250 5
W G Peach 300 6
S Remington 50 1
W R Tyndale 162.10s. 3k
J Wade 416.5 s . 9
W Wilkins 143.15s. 3
£ 4 5 8 0 . 0 0
130
’ At £50 each the ninety-six "shares' would have brought 
in £4800 but, owing probably to discounts, the total sum 
fell somewhat short of that figure. The number of bonds 
taken up is also uncertain as some sums were paid 
which did not fall with % or ^ of a full share. Never­
theless, the total of a likely 94% bonds is not far short 
of the 96. When the branch roads were being built, more 
money had to be raised, and bond No. 100 was issued (as 
noted above) in January 1787. At certain points what 
may be termed an urgent call for more cash was made.
Thus, on 10 February 1782, as given in the list of Bor­
rowings & Receipts, over £500 was called in; the figure 
given in the Securities list is just over £400. One or 
two subscribers paid in £91. 5s., another £65, while no 
less than six contributed £32. 10s. each, which all looks 
like the allowance of a considerable discount. Certainly, 
in the following month the committee insisted that strict 
economy had to be practised, as gate receipts were low: 
the road had been open for just under a twelvemonth. 
Moreover, at this meeting - the "crisis' meeting - Wil­
kins was dismissed from the office of Clerk, being re­
placed by James Dalby, attorney-at-law, of Tetbury, who 
would be paid 10s. 6d. (that is, half a guinea) for each 
meeting, instead of submitting an annual bill for his ser­
vices, as Wilkins had done.
At the February meeting the lenders listed requested 
that the divided bonds given them in return for their 
loans be cancelled, and new bonds made directly out in­
cluding the sums given, not amounting to £50. At another
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time when cash was urgently needed (in May 1781 when the 
road was ready for opening) various subscribers had taken 
out fractions of a bond. For example, J Wade and 0 Paul 
each took up half a bond at £25 each, in Paul's name, 
which may mean that he had guaranteed Mr Wade. Two weeks 
later Samuel Wathen 'invested* £30, William Biggs £10 
and William Frost £10, making one complete bond of £50.
W R Tyndale took up £30, William Harris £15, and William 
Wilkins £5, to make up another full bond.
During the first year the Clerk was instructed more than 
once to apply to those subscribers who had promised to 
pay but had not yet done so. On 27 March 1781 there is 
mention of £50 on account of Mr Baylis's scrip being 
paid by Lord Ducie, while on 12 February previously 
there is the note (in a different hand from the rest of 
the minute) "Paid off Bond No 20 by exchange with Mr 
Baylis - by the Treasurer".
There are occasional errors. On 4 November 1782, for ex­
ample, Bond No. 92, given at the previous meeting to Bay­
lis, was cancelled as he had already received one, which 
underlines the difficulty of trying to get one account to 
agree with another. The three lists - Securities (Borrow­
ings), Borrowings & Receipts, and the Treasurer's double­
paged entries, do not always coincide, and there is an, 
at times, irritating lack of exact information. This 
must be due to the fact that these statements are not 
'original' but a tidying-up done when the end of the book 
had been reached. The two later volumes do not contain
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the same end—information except right at the end when the 
trust was wound up. However, a good deal of interesting 
material was recorded, and Table IV.ii is an attempt to 
to compare the three different statements listed above. 
While a full reconciliation is not possible, enough can 
be extracted to give a fair idea of the financial prob­
lems of the trust in its formative years.
One or two discrepancies might be picked out. The minute 
for 17 July 1780 said £450 was borrowed from subscribers, 
but the Securities list gives £400 only, the extra £50 
perhaps being that borrowed from Lord Ducie on 19 August. 
The minute for 30 April 1781 gave a borrowing of £150, 
but only £50 appears on the Securities list. On 8 May 
1781 the minute recorded £400 as being^subscribed, but 
only £370 appears in the Securities lists tine other 
£30 was acquired on 6 May. While the minute for 13 
November 1781 recorded a borrowing of £400, only £10 is 
given on the Securities list, which does not go beyond 
7 April 1783.
In Table IV.ii the three financial lists appear side by 
s i d e . T h e  chart of Capital Accumulation, Fig IV.i, is 
based on the Securities list; it may be less of an 
accurate record than the Borrowings & Receipts list, 
but the latter has gaps, e.g. "various borrowings" 
without figures, while the Accounts of the Treasurer 
include figures other than those from straight subscript­
ion.
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Table IV.ii. Various Accounts compared.
Date Securities
(Borrowings)
Borrowings 
& Receipts
Cash
deposited
1780 May 200 150 150
July 700 750 750
Aug 50
Sept 300 300 350
Oct 300 300 300
Nov 490 200 200
Dec 300 300 300
1781 Jan 50 50 50
Feb 100 100 100
March 150 150 150
Balance (2640) (2300) c/f 2350 Lady
April 50 150 no balance recorded
May 780 800 but details appear
July 50 50 just before March 1783
Nov 400 dated 25 March 1781.
Dec 40 40
Jan 100 100
Feb 413.15s. 537.10s.
March 91.5s.
(1525) (2077.10s.) (2254.as.ll%d.)
April 100
Sept 100 100
March 150 'various borrowings' 
200April 65
(415) (300) 4903.6s.0%d.
£4580 ? By Ballance 4500.6s.3%d.
Agreement is seen to be close in the first year (with a few 
discrepancies), but thereafter it becomes more difficult to 
achieve resolution and reconciliation. The double entry'pages 
of the Treasurer may now be given a closer look.
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The Treasurer's Cash Account appears on three pages from 
19 May 1780 to 27 March 1782. The left-hand pages are 
headed: Dr. Wm Biggs Treasurer; the right-hand pages
per Contra Cd. The left-hand pages are of receipts of 
money, the right-hand pages give considerable details 
of payments on a variety of items. In July 1780, William 
Wilkins was paid £367. 10s. lid., William Biggs £69. 15s. 
6d. for Act of Parliament (Wilkins receiving an extra 
£4. 15s. 6d. "other expenses). The meeting of the jury 
of aribtration on 14 September cost £13. Is. The Engin­
eer received various payments; postage was recorded 
(lid. on 27 November 1780); Lord Ducie was given £59 
for taking up Bond No. 19 (in exchange) on 12 February 
1781; damages to land and mill-working were paid; J 
Townsend got £13. 7s. on 5 March 1782 for planting 
quickset; advertising the new road in papers in Dublin, 
London, Bath and Bristol cost £1. 17s. 6d. in March 
1782 - and so on. Some of these details will be exam­
ined later.
Cash Deposited as at 27 March 1782 was given as £4903.
6s. O^d. Some of the items included receipts from 
sources other than subscriptions. One Samuel Halliday
was fined £5 and John Hill 1 guinea in November 1781 for
assaulting John Hyde, as noted earlier. Mrs Castleman’s
account of £17. 9s. 9d. was written off on 12 January
2
1782; and on 29 September 1781, £6. 5s. 6d. was handed 
over by the Surveyor (Wilkins), presumably collected 
from tolls - a meagre amount for nearly four months 
of toll-collecting. The sum of £400 for bonds liquid­
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ated should be subtracted, and interest'of £2. 19s. 8^^., 
so '.'By Ballance" the final figure appears as £4500. 6s. 
3%d.
There is a difference between this sum and that on the 
Securities list of £79. l3s. 8^d., but at least it is on 
the right side of solvency. But little seems left over 
for any payment of interest to subscribers; the dilemma 
of conflict between road maintenance and interest pay­
ment still persisted, and the anxiety of the Trustees at 
the end of one year's operation is underatandable: the
money was just not coming in.
The minute for 27 March 1786 indicates that interest was 
not overlooked. The holders of early bonds were given 
notes of acknowledgement for interest due before secur­
ity was granted:
£ s. ,d.
N Peach (for Mr Harris) 3 3 11
T Pavey 1 0 6
S Wathen 1 1 6
T Baylis (and for the 
holdings of W Wilkins) 7 0 0
W Biggs 1 0 6
W Frost 1 0 6
W R Tyndale 1 1 6
The total of £15. 8s. 5d. is not a large sum, no more is 
the £10. Os. lid. recorded at the end of the financial 
year 1781-82.
On 27 June 1785 an order to pay off and discharge sev­
eral holders of notes of acknowledgement was cancelled, 
as the Committee thought it had no powers so to do, but 
later it seems to have been decided that such authority 
did in fact exist.
135
Looking ahead, it may be noted that on 26 March 1787 
the Treasurer was ordered to pay all interest due up to 
25 March 1783, amounting to £223, 14s. lO^^d. £908. 10s. 
was said to be owing on the "Principal". it looks as if 
interest was paid on an ad hoc basis, to those subscribers 
liquidating bonds or demanding the money owing to them.
On 7 April 1783 the Treasurer had been told to pay £16. 
10s. as two years* interest due on 6 April on the sum 
of £65. 10s. The recipient seems to have been Mr Frost, 
but the writing here is hard to decipher.
The word "interest" is perhaps a misnomer. It is even 
found counted as an asset in the Treasurer’s accounts -
25 March 1781, To interest due .... £54. 8s. ll^^d. 
25 March 1782, To interest due ... from last 
year to date annexed, £161. 6s. l%d. 
and 27 March To Notes given for interest due on 
Money advanced without bonds existing for 
the same, £10. Os. lid.
The "Principal" due on security of the tolls on 2 April 
1784 stood at £4542, with interest; in the previous 
month it had been laid down that holders of bonds issued 
before 25 March 1782 would get all their interest paid:
82 bonds out of 96 bonds qualified.
Few of the original investors could have hoped that their 
investment would provide a steady income: to most of
them the benefit would have been manifested in the ad­
vantages of greatly improved communications for manu­
facture or business. A closer look at these original 
subscribers may now be taken.
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Subscribers to the first Bond Issue. (Who they were)
Richard Aldridge
The minute for 27 March 1786 calls him a banker of Bristol". 
Sketchley's Bristol Directory of 1775 puts the banking firm 
of Bright, Deane, Ames, Whitehead & Aldridge at 4 Small 
Street in the heart of that city. Richard Aldridge, by 
his will of 1815 left £500 to be laid out on coal and 
clothing for the poor of Stroud. The family name occurs 
frequently in the Stroud area.^
Thomas Baylis
His name occurs frequently in the Minute Book but he has 
not been positively identified. There were clothiers of 
this name in the Pains wick valley, but it is more likely 
that the suggestion of L Walrond of the Stroud Museum is 
nearer the truth; that Thomas Baylis might be one of the 
firm of local carriers which soon after 1800 joined up 
with the Tanners to form the well-known firm of Tanner & 
Baylis. According to Fisher, "... the principal common 
carriers of wool, cloth, and general merchandise, found 
it convenient to fix their large establishments near the 
Bear Inn, which lies between the two commons of Hampton 
and Rodborough."5 The Niblett firm of carriers were based 
at the Bear; the Tanners used the Road House (now a private 
house) on another road in the same general area& It would 
be sensible for a representative of the firm to belong to 
the Trust, which would have a very marked effect on the 
commerce and the carrying-trade of the road across the 
commons.
William Biggs
He was for many years Treasurer. A prominent member of 
the Forest Green congregation, he had Freames mill, on 
the Inchbrook tributary, rebuilt in 1770. He is described 
as a shopkeeper, which would give him the necessary busi­
ness experience for his post in the Trust. He was succee­
ded by an assistant of his firm.
Richard Cockle.
Of Dyehouse mill, sometime known as Philpotts mill.8
Thomas Cooper
In 1793 (and presumably earlier) at Churches mill.
He also had at one time an interest in Frogmarsh mill, 
and with Joseph Wathen leased Dudbridge mill in 1805. ^
Francis Corbet.
He appears in the lists at the end of Volume I as a 
land-owner, but other than this subscription seems to 
have played no active part in the affairs of the Trust.
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Lord Ducie.
Of Spring (Woodchester) Park. In 1770, as Thomas Rey­
nolds, he succeeded his uncle to the title, and accord­
ingly took the surname of Moreton .10 He died in 1785 and 
was succeeded by his brother Francis who in his turn 
changed his name to Moreton. The estate had been visited 
by Frederick Prince of Wales in 1750, and also in 1788 
by George III. In 1846 the estate was sold to William 
Leigh.
Nathaniel Dyer.
He is described as an architect of Nailsworth, designing 
St George's Chapel (free) in 1794. His name also appears 
in the vestry books of a number of local parishes in the 
1820s as a property valuer, in particular of mills, and 
especially for rate assessment.
John Elliott.
This name appears in the list of subscribers but does not 
seem to occur elsewhere in the Minutes; he has not been 
identified.
William Frost.
A tenant of Peter Leversage, farming at Barton End. Apart 
from his subscription, he attended various meetings in the 
early years, usually when his financial or other interests 
were concerned. At one point the Committee considered taking 
him to court, though later on he became a trustee. He was 
given the task of seeing to the construction of a short 
stretch of road from Barton End to Tiltups Inn. Though 
apparently illiterate - he signed with X - he displayed 
considerable business acumen in his dealings with the Trust.
William Harris.
The Harris family worked Gig mill in the Horsley valley, 
but William has not yet been identified with a particular 
firm though he may have worked with one of the businesses 
in the main valley, perhaps that of Cooper or Cockle.
John Hawker.
The Hawker firm worked cloth, and had a dye mill at Dudbridge, 
which was usually called Hawker's mill. Peter Hawker was 
Vicar of Woodchester, and later took a prominent part in 
the Trust, as well as being a strict JP. 13
William Knight.
Another name which has not been positively identified.
He may have been related to the William Knight (d. 1786) 
described as a banker of London, and as nephew to the 
late Henry Bond, curate of Stroud, who lived at Lower 
Gannicox between Cainscross and Stroud, a situation 
which would not have been affected by the new road,
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Obadiah Paul.
A member of the prominent Paul family, he worked more 
than one mill from time to time, but was chiefly connected 
with Southfields and Woodchester mills, entertaining 
George III in 1788 at the latter. The most illustrious 
member of the family was Sir George Onesiphorus Paul. 
Obadiah played a very active role in the Trust until his 
death in 1792, when he was succeeded by his nephew 
Samuel Wathen.
Thomas Pavey.
He owned land at Barton End, and regularly attended 
meetings of the Committee. His handwriting is very 
shaky; he died in 1794 or 1795. His descendant, Mr 
Pavey-Smith, wrote a short history of Nailsworth. ^
Nathaniel Peach.
The Peach family worked Rooksraoor mill. In the list 
of "Trustees who have qualified for Acting by taking 
the oath ...", 17 March 1781, Samuel Peach is described 
as "of Tockington", a small village near Bristol, then in 
the south of Gloucestershire. Susannah, daughter of yet 
another Samuel Peach, married James Bradley (d. 1762), 
Astronomer Royal, who had been born at St Mary's mill 
near Chalford. 17
William Gaisford Peach.
He does not appear in the index to VCH xi, nor in Tann, 
but took a fairly active part in the Trust in its early 
days. In February 1786 both he and Samuel Peach, "gentle­
men", ceased to be qualified trustees as they had died.
Samuel Remminqton (or Remington).
The family held a mill in 1799 in the Horsley valley.
In 1766 they had sold a mill in Avening (whether the 
village or the parish is not stated) to Edmund Clutter- 
buck of Hyde, which is a small settlement just down the 
southern hill-side of the Frome valley on the road down 
to Chalford. The firm of Blackwell & Remington also 
worked a mill at Brims combe, as well as later in the 
Nailsworth valley. He ceased to be a trustee in early 
1786. 18
William Robbins Tyndale.
Neither the VCH nor Tann record his name but he was quite 
active in the Nailsworth Trust. He was probably a partner 
or manager with one of the mill-firms.
John Wade.
Mary, widow of Richard Cambridge, sold a small estate 
then Called Pudhill (but now St Mary's Hill) near the 
present monastery, to her nephew John Wade of Gloucester. 
Inchbrook mill was part of the estate, and in 1807 was 
occupied by the firm of Cockle & Hicks. 19
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William Wilkins.
After helping to get the Bill through Parliament, he was 
appointed first Clerk, doubling this with the post of 
Surveyor. The Wilkins family is recorded at Lot mill 
at Shortwood in the seventeenth century, and in the 
early eighteenth century the family was prominent among 
the Tetbury Quakers. A William Wilkins, attorney, was 
at Cirencester, but by reason of distance at least it is 
unlikely the two names belonged to the one man. William 
of the Nailsworth Trust seems to have been a member of 
the local family who were then tradesmen. 20
Sir George Onesiphorus Paul.
The most eminent by far of the Trustees. In 1780 he had 
just embarked on his career of philanthropy, prison reform, 
and public service, after what had been described as a 
frivolous youthtime. His career has been described by 
E Moir, his bust with eulogistic inscription is in Glouces­
ter Cathedral, and the Paul tomb is in the old churchyard 
at Woodchester on the edge of <-he Ronian /ipavement. 21 
His father. Sir George Paul, is said to have invented 
an early finishing machine for knapping cloth, re­
ceiving his title from the Prince of Wales at South­
fields mill in 1750. G 0 Paul was a most important 
member of the Trust, his name heading the list of 
those signing at meetings, and it would seem that 
he was called in to help with difficult problems, 
acting for example as mediator between William Frost 
and the Committee in December 1780.
He became chairman of Quarter Sessions - county chairman 
it would now be called, and was responsible for a much- 
needed reform in county jails. He had built four houses 
of reform (not using the word prison) at Lawford's Gate 
in Bristol, Horsley near Nailsworth, Northleach on the 
Fosse Way cross-roads, and Littledean in the Forest of 
Dean. The first two have quite vanished; the remaining 
part of that at Northleach is a museum housing the Cots- 
wold Countryside Collection, while the last was until 
recently still in use as a police-station. Paul's reforming 
regime at Northleach laid down an adequate diet, useful 
work, and separate living and sleeping cells. It was only 
later, after his death in 1820 that a punitive regime 
replaced a reforming one.
It is noticeable that most of these subscribers were local mill-r 
men or businessmen, and that only one 'aristocrat*. Lord Ducie, 
subscribed (and he soon withdrew his security). Fig IV.i 
Capital Accumulation, shows that subscriptions quickly built up 
during the first year, with a surge when the road was officially 
opened in May 1781. Some of the costs, apart from construction, 
will be discussed later.
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Mills and Millers of the Nailsworth valley.
There were four main valleys in the Stroudwater system 
with cloth mills, as well as several tributary combes or 
valleys which also had mills. A list of clothiers dated 
1792 (GRO D 67 Z77) has a total of nineteen firms, out 
of which seven can be definitely placed in the Nailsworth 
valley, with a possible two more - nearly half the total 
on the list. It must of course be remembered that busi­
ness partners frequently changed, and that clothing fam­
ilies inter-married, comprising a rather tight social 
group; in addition, firms could well have interests in 
more than one mill or one valley, and a mill site might 
include more than one named firm. Thus the Wathens had 
interests in the Chalford area as well as in the Nails­
worth valley; the Blackwells appear both at Chalford 
and at Nailsworth - Blackwell & Remington had Brims- 
combe mill, as tenants, in 1790, while Stephen & Ed­
ward Blackwell leased Egypt mill (Nailsworth) in 1814. 
Names of several clothiers appear as subscribers to the 
first bond issue (see pp 136-139), and the following 
pages attempt to link them with the actual mi11-sites.
The first really useful map is that of Taylor 1777, 
and mills are indicated on it by a mill-wheel symbol.
The first edition of the 1 inch Ordnance Survey map 
for this area was published in the 1820s, but the 2 inch 
Preliminary Drawings are not only earlier and on twice 
the scale, but provide information not given on the 
1 inch sheets, as changes had taken place in the inter-
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vening period, as for example in the building of new 
roads. Four sheets of these drawings cover the Stroud­
water area: sheet 174 dated 1811, sheet 172 also 1811,
and sheet 154A of 1816, but sheet 171, covering the Nails­
worth area, has no date, but must have been drawn at 
about the same time. Other maps useful for this study 
include A Bryant's map of the county of 1824, and the 
various Tithe Award maps, dating from the late l830s to 
the early 1840s, which are therefore of considerable value 
for the later period of the turnpike age. Details of 
mills and mill-owners or tenants are to be found in 
various books such as Tann and the Victoria County Hist­
ory, and in several local histories referred to in this 
study.
TABLE IV.iii. Mills on the main stream about 1780.
N o . Name Rice''s Plan Notes
1 Hawker's, 
Dudbridge
I 2 Lightpill;
Friggs 
or Aitches
Rooksmoor
Woodchester
building shoVn
buiIding 
Mrs Roberts
buiIding 
Mr Smith
buiIdings 
Mr Peach's
buiIding
Hawker’s dye house 
(Walrond)
Mr Roberts died 1780; 
thereafter Hawker 
(Walrond)
Southfield
Southfield Top
Rice gives names 
of Mr Paul and 
Mr Snow for much 
of the land here
Obadiah Paul. Between 
this mill and Frog­
marsh, only the build­
ing of Churches mill 
is given: the road
here is some way from 
the stream which Rice 
therefore omits.
Obadiah Paul according 
to Walrond: the VCH
suggests Sir G O '^aul 
was still concerned.
(Walrond) 0 Paul.
1 4 4
8 Churches building
9 Frogmarsh buildings 
Mr Shurmur
10 Merrets or 
Haycocks
building
11 Dyehouse 
or Philpotts
building
12 Inchbrook building 
Mr Wade
13 Dunkirk 
(New Mills)
building 
New Mills
14 Egypt building
Mr Paul in 1111/ says 
Walrond; VCH gives 
T Cooper after Paul's 
death in 1792.
Haycocks in 1792, says 
Walrond - previously 
Webb
Cooper according to 
VCH.
Walrond says rebuilt 
1798 (VCH says by 
John Cooper) - 
previously Webb
TABLE IV.iv. Millers of the Stroudwater valleys ,
(Source; GRO D 67 Z77 of 1792)
Thomas & John Cooper* 
Samuel Wathen & Sons* 
Peach Gidley & Co.* 
Jeremiah & Daniel Day* 
Sheppard & Hicks 
Shurmur & Overbury* 
George & James Harris*?
Richard Cockle*
Thomas Baylis 
Nathaniel Watts
Richard & Henry Cooke
William & Samuel Watts 
George Hawker*
John Capel
at , Dunkirk mills 
Rooksmoor 
Rooksmoor 
Nailsworth
Eastington, then Dursley
Frogmarsh (VCH xi 299)
not recorded Tann or VCH ^ 
they may have been sub­
tenants; or perhaps the 
same family as William Harris 
gv above. Tann records a 
James Harris at Gig Mill, 
Horsley in 1856 (Tann 233)
Dyehouse mill
New mills, Stroud
Wallbridge mill, just 
below Stroud VCH xi 225.
Lodgemore mill, next below 
Wallbridge.
Wallbridge (Tann 162)
Dudbridge dyeworks (Tann 
218, VCH xi 228)
Capels mill, just above 
Stroud (VCH xi 126)
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William Knight . not yet identified
William Baylis at Baylis' Upper and
Lower mills in the 
Painswick valley VCH xi 73.
Samuel & Henry Dyer*? possibly of the family
of Nathaniel Dyer qv, 
but not given Tann nor VCH
J S, E Blackwell the family mostly at
Chalford, but John Black- 
well 'of Nailsworth' bought 
the Remington's mill at 
Avening 1800 (VCH xi 151)
Corbet & Co. Not recorded Tann nor VCH.
Francis Corbet held land 
in Nailsworth.
Firms marked * are positively placed in the Nailsworth valley.
Firms *? possible, not definitely proved.
( f o r  b o t h  l i s t s ,  s e e  F i g  I V . i  p  1 2 2 ,  I V . i i i  p  1 4 4  o r  
F i g  I V . i v ,  p
F i g  I V . i i i  a t t e m p t s  t o  s h o w  i n  d i a g r a m m a t i c  f o r m  t h e  r e ­
l a t i o n s h i p  o f  m i l l s  o n  t h e  m a i n  N a i l s w o r t h  s t r e a m  t o  r o a d s  
a n d  t r a c k s  e x i s t i n g  b e f o r e  1 7 8 0 .  F i g  I V . i v  i s  t h e  O S  P r e ­
l i m i n a r y  D r a w i n g  o f  t h e  N a i l s w o r t h  a r e a  a b o u t  1 8 1 0 ,  s h o w i n g  
t h e  N a i l s w o r t h  T u r n p i k e  i n  o r a n g e  ( s i d e - b r a n c h e s  h a v e  b e e n  
o m i t t e d  f o r  c l a r i t y ) ;  v a r i o u s  o t h e r  r o a d s  a r e  i n  y e l l o w ,  
i n  p a r t i c u l a r  t h e  h i l l - s i d e  ' s e t t l e m e n t  t r a c k '  o n  t h e  
w e s t  s i d e  o f  t h e  v a l l e y ,  t h e  r o a d  f r o m  F r o c e s t e r  h i l l  
t h r o u g h  N y m p s f i e l d  a n d  H o r s l e y  a n d  p a s t  T i l t u p s  E n d  t o ­
w a r d s  T e t b u r y .  A l s o  s h o w n  i s  p a r t  o f  t h e  ' B r i s t o l '  r o a d  
f r o m  M i n c h i n h a m p t o n  t h r o u g h  H a z e l w o o d ,  a n d  t h e  C i r e n c e s t e r  
t u r n p i k e  o v e r  M i n c h i n h a m p t o n  a n d  R o d b o r o u g h  c o m m o n s .
F r o m  a  c o m p a r i s o n  o f  F i g s  I V . i i i  & i v ,  i t  w o u l d  a p p e a r  
t h a t  t h e  n e e d  f o r  a c c e s s  t o  t h e  r i d g e - t o p  r o u t e s  w a s  
g r e a t e s t  i n  t h e  m i d d l e  p o r t i o n  o f  t h e  v a l l e y ,  b e t w e e n  
I n c h b r o o k  a n d  R o o k s m o o r  ( s o u t h  o f  P e a c h ' s  F m ,  w h i c h  i s
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Roads of the Nailsworth Trust not yet built
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not to be confused with the farm of the same name near 
Burnt Ash turnpike on the Cirencester-Minchinhampton road
Note that Frogmarsh mill, run at this time by Thomas Shur­
mur, had less need than several other millers for better 
links with the top, as his firm lay on the 'main' road 
from Dudbridge to Nailsworth, and the same applies even 
more to Egypt mill by Nailsworth bridge, as also to Day's 
mill close by. Both these mills were near the route 
from Minchinhampton to Tetbury and Bath, which may help 
to explain why neither of these clothiers took any sig­
nificant part in launching, and managing, the new road. 
One or two minor points on Fig IV.iv may be noted. The 
Fort on Rodborough common is a folly built by 'Captain' 
George Hawker in 1761. The Lodge (where early Trust 
meetings were held) is marked, also Little London and 
King's Court (the alternative name for King's Court 
was Bowell or Bowl Hill, which is cause perhaps of some 
confusion with Bowl Hill on the Ordnance Drawing, to 
the west of Frogmarsh, now known as Bown Hill/, Hill 
House, the residence of G 0 Paul, is on the lower part 
of the hairpin bend on the road up to the Bear (shown, 
but not named) on Rodborough common from the site 
called The Spout Turnpike (one of the early sites of 
the 1780 Trust).
Mr. Rice's Plan of the intended new road (see Appendix 
2 and Fig IV.vi) provides valuable information for the 
early years of the Trust. The OS Preliminary Drawings
show the area after the road and its branches had been
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built (but before the new road to Avening had been made) . 
The Plan unfortunately lacks the hill-stretch from Nails­
worth to Tiltups Inn; and also omits detail of stream and 
mill not closely approached by the new road. Certain pen­
cil notes have been inserted in a later hand. There are 
some differences in the Plan from the road as actually 
constructed, notably the absence of an alignment between 
Frogmarsh and Little Britain (which on Fig IV.vi has been 
inserted in red - so see Appendix 2 for the full Plan) .
The drawn Plan maintains the original proposal of routing 
an improved version of the existing road through South, 
Woodchester, th& cause of so much heart-burning among 
certain petitioners.
The 'main* road of the time from, Dudbridge to Nails­
worth (as described in that petition) first ran uphill 
to Selsley (then called Stanley End, but not on Fig IV.yi) 
and thence along the hillside to North Woodchester, above 
the site of the Roman villa, here being known as Water Lane 
It continued along the contours, dropping down to near 
the bottom of the main valley where tributary streams had 
to be crossed, finally descending to Nailsworth bridge.
As in the Stroudwater valleys in general, tracks here 
connected the water-side mills with such 'contour* roads. 
The opposite side of the valley also had steep, narrow 
tracks, but lacked a usable road along most of the way.
A track led (and still leads) from Nailsworth through 
Watledge and past Theescombe to near the valley floor 
at Little Britain, and from here another leads uphill
FIG IV.V
DUDBRIDGE-NAILSWORTH ROADS OLD & NEW 
Length and gradient compared.
Roads are taken from Nailsworth bridge 
to the bridge at Dudbridge by Hawker's 
dye-works, junction with the Cirences­
ter turnpike road. The new road inclu­
des approximately 150 yards of the Cir­
encester turnpike.
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to St Chloe and Amberley common. According to Rice's 
Plan some sort of communication linked this spot with the 
Rooksmoor buildings. Rooksmoor's communication with the 
outside world seems to have been by a very steep track 
uphill to King's Court and Rodborough common, and the 
same applied to Lightpill mill a little further down the 
valley. Most of these names can be discerned on Fig IV.iv 
which however does not name Watledge (between Nailsworth 
bridge and Dunkirk), Rooksmoor (qv) or Amberley common, 
which is roughly where the words Hampton Common appear.
Some conclusions.
"As elsewhere, the development of the turnpiking of cer­
tain roads in East Yorkshire was determined primarily by 
the relative economic and social importance of the more 
important urban centres". 23
This does not appear to be true of the Stroudwater area, 
certainly not of the Nailsworth Trust though perhaps ap­
plicable in part twenty years later to the new road system 
radiating from Stroud - except that Stroud was not strictly 
an "urban centre" but only the most important, and when 
the new road system was built the most convenient centre 
for communication in an area of scattered settlement, a 
handful of larger villages, and a dispersed industry. One 
important aspect of the Nailsworth Trust was the fact 
that it was 'local'. The sources of finance were local; 
while not every one of the first subscribers has been 
positively identified, the possible 'outsider' of Rich­
ard Aldridge, banker of Bristol, was a member of a local
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family and in his will left a bequest, in 1814, to the 
parish church at S t r o u d . U p  to 1785 he attended only 
two committee meetings, but perhaps his business lay in 
Bristol which gave him little time for the local trust.
The subscribers were very much 'local'. Most of them 
were clothiers, with one or two businessmen and land­
owners. It is noticeable that thos^who took the keenest 
interest came from mills in the middle stretch of the 
main Nailsworth valley; mill-oivners and clothiers at 
either end of that valley, or up the side valleys such 
as Horsley or Inchbrook, were little, or not at all, in- 
voIved.
The new road conspicuously made no effort to provide a 
shorter communication with Stroud: its connection at
the northern end was with the 'main' road to the Vale, 
the Severn and to Gloucester, at Cainscross. Nor must 
the then-new canal be forgotten, one of the aims of 
which was to lower the cost of coal and corn, especially 
for the "necessitous poor".
The Trust was not a joint-stock company. The bonds issued 
at a nominal £.50 each, could be divided and 'shared', 
and were issued at a discount when it was important to 
get cash in quickly. The thorny problem of payment of 
interest remained thorny, but was not allowed to dimin­
ish the sums available for construction or for maintenance, 
at least in the early years. Subscribers were willing 
to wait; the important thing was the convenience of 
the road, not the cash. This again emphasises the local
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nature of the enterprise.
The Accounts, as shown both in the Minutes and in the 
end pages of Volume I, would probably not pass the keen 
scrutiny of a modern accountant, and unfortunately the 
Treasurer*s book (which must have existed) has not sur­
vived. So the Minute Books merely record, in summary 
form, the deliberations of the Committee, though there 
is yet a good deal of financial evidence written down by 
the Clerk, as he shared payments with the Treasurer, an 
unsatisfactory arrangement (as remarked above) which 
was largely abandoned at the end of the first full work­
ing year. But there was no independent audit; the acc­
ounts were examined by the Committee, and passed, at the 
Lady Day meeting. In particular, the method of paying 
for the work of construction does not seem to have been 
very efficient, but no doubt it was then inadvisable to 
pay out large sums of money in advance, as later dealings
with contractors on both the Thames & Severn and the Berk-
25ley canals were to demonstrate.
But it is important to note that the Trust advertised for, 
and appointed, an outside professional - one Denis Edson 
"of Chester". The Committee also advertised in the Glou­
cester Journal for a "good intelligent Surveyor to work 
on the road", though it was to be some time before a 
really satisfactory surveyor was employed. Road main­
tenance, as distinct from road construction, does not 
seem to have been other than locally-done, and somewhat" 
inexpertly at that. The first body of professionals were
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the toll-farmers, taking over toll-collection as a bus­
iness on a commercial basis. This method was also uS&ful 
to trusts, which thus got a fixed income for any one year, 
and also partly at least in advance.
Also to be remembered was the fact that trusts were not 
run by what to-day would be termed boards of professional 
directors. The Committee of the Nailsworth Trust, for 
example, consisted of a select number of trustees, who in 
those early years displayed great enthusiasm. They 
walked (with no road, they could not ride) the whole 
length of the projected route from Barton End to Dud­
bridge, as the minute for 23 June 1780 records, to 
check on the private grounds to be taken in; and the 
minute for 30 May 1781 recorded that they had gone over 
the whole road on a tour of inspection, before accepting 
it from the Engineer, to see if any small deficiencies 
needed to be put right. This local and personal in­
terest was both a weakness and a source of strength.
The strength would be from the keen involvement felt by 
local people: the weakness was that they would not nec­
essarily be objective, nor sufficiently distanced from 
the actual business. A further possibility, not uncommon 
in such concerns, was that in time the Trust might be 
regarded as the private property of the Trustees, rather 
than as a public utility for the general good.25
Nevertheless, the conception and the achievement of the 
-Nailsworth Trust marks a big stride forward from earlier 
methods of turnpike road construction in the area. It
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was at least half-way towards an efficient organisation.
The big stumbling block had been that pointed out by
Samuel Rudder in his comment on the roads in the parish
of Whitminster: "several causes operate to this evil:
the scarcity of stone, the remissness of the commissioners;
27and the total ignorance of the surveyor". In the case 
of the Nailsworth Trust (at least in its early years) the 
commissioners - the Trustees - were very far from being 
"remiss"; the engineering was advanced for its day, 
though maintenance was probably no more than adequate, 
bit no worse than that done of other local roads. The 
problem of poor road material was not solved until the 
building of the railways enabled good road-stone - blue- 
stone from Clifton in Bristol - to be brought cheaply into 
the area. By then it was too late for turnpikes to prosper,
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Chapter V . . CONSTRUCTION OF THE NAILSWORTH TURNPIKE ROAD.
There was much criticism of highways, both parish and turn­
pike, in the later years of the eighteenth century. Parish 
roads, for example, often had to be 'opened up' for travel
at the end of winter by means of the parish road-plough.^
In the words of the Gloucestershire County Surveyor:
these ploughs persisted until the general use 
of macadam and the extensive surface dressing 
with tar ... (it was) virtually a horsedrawn 
scraper (used) to plough to one side the det­
ritus produced during the winter time by the 
wearing away of the bare stone by horses and 
steel-tyred vehicles. It is this material 
generally which has given us the raised verges 
which form a distinctive part of a cross-
section of roads in this county.
An advertisement of the firm of Bourne & Harris of II- 
chester offered in 1837 a Patent Hand Machine for Scraping 
Roads, which cleared the roads of dust or mud better than 
the common scraper.^ Marshall wrote that road scrap­
ing made a very good cement or mortar:
The scrapings of the public roads; namely levi­
gated (sic) limestone, impregnated more or less 
with the dung and urine of the animals travell­
ing upon them, are found to be an excellent basis 
for cement ... Similar scrapings might be coll­
ected, in any district where limestone is used 
as a material of r o a d s . ^
Turnpike road maintenance also received some harsh crit­
icism. In the late 1760s Arthur Young wrote of the pres­
ent A40 this oft-quoted comment :
The road from Witney to Northleach is, i think, 
the worst turnpike I ever travelled in; so bad 
that it is a scandal to the country. They mend 
and make with nothing but the stone which forms 
the understratum all over the country ... which 
rises in vast flakes, (and) would make an admir­
able foundation for a surface of gravel; but by 
using it alone, and in pieces as large as one's
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head, the road is rendered most execrable.
I travelled it with a very low opinion of 
all the counties and places it leads to: 
for if they were inhabited by people pf 
fortune and spirit, I should think they 
would never suffer such a barbarous method^ 
of mending their capital road to subsist.
Rudder's strictures have already been noted. One example 
from the late eighteenth century may be cited, though 
not from Gloucestershire. The Bermondsey, Rotherhithe 
& Deptford Turnpike Trust (1776-1810) neither had a pro­
fessional survey made nor took competent engineering ad­
vice, but relied for such work on the members of the 
committee, with occasional assistance from the surveyor.^
The great names in road improvement, and rightly so, are
those of c dam and Telford. But at the time when the
Nailsworth road was under construction, f^cAdam was in
America, and he did not go to Bristol until 1802, nor
present his memorial to the House of Commons Select Com-
7mittee on Highways and Turnpike-Roads until 1815. More­
over, he at first advocated a flat surface to a road, 
only later changing his opinion in favour of a 3 inch cam­
ber; unlike Telford, he was not so insistent on a good 
foundation, relying on an impermeable surface to throw off 
the unwanted water. This was more than twenty years after 
the building of the Nailsworth road, while Telford came 
even later.
In fact, good .advice on road making was available before 
Macadam. In a pamphlet of about 1790, on Advice to Sur­
veyors of the Highways on how to make a good Durable Road, 
the following was advocated:
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The intended Road being laid out, the Surface 
of the natural Soil should not be reduced to 
a dead Level, but left rounded from the Tren­
ches that are made to carry off the Water: it
should then be laid with small brushwood (such 
as is cut from the Hedges) the twigs lying 
crosswise to the Road, or with Furzes or both 
mixed, and upon that the Stones placing the 
largest in the Bottom, and decreasing in sizes 
to the Gravel or whatever small materials you 
have for the last finish of the covering. It 
is also most earnestly recommended to the Con­
sideration of such Surveyors that no Road can 
be well prepared to receive the Material or 
preserved in a good state afterwards unless 
the Hedges and Ditches by the sides thereof 
are properly cut and opened, at the usual 
seasons directed by Acts of Parliament for 
that purpose, and convenient Drains laid in 
proper situations for diverting any Stream or 
Watercourse that might be injurious thereto; 
and also, that unless a sufficient Foundation 
of Furze or green Brushwood as above mentioned, 
be laid under the Stones, Gravel or other Mat­
erial, the Expence and Labour will in no Deg­
ree answer the intended Purpose or public 
Utility and Advantage.®
The use of brushwood as a road foundation may seem to­
day rather unusual, but the County Surveyor had this to
say:
With regard to the attached specification for 
road construction in the eighteenth century, 
the interesting point about this is their 
understanding of the importance of drainage 
and their shaping and excavation of the road 
generally to ensure the free movement of water 
to the side ditches. The Stroud-Nailsworth road 
through the valley was built on soil with poor
bearing value, and the use of brushwood and
furze has been, until quite recently, the accept­
ed practice for distributing the load from the 
embankment above on to the poor subsoil 
There is no doubt that the work in those ancient 
times was well done and are the foundation of 
our present roads which we have done so little 
to improve during the last hundred years! ^
This tribute to the makers of the new roads in the eight­
eenth century from a modern road engineer may well be set
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against the persistent criticisms of road users of that 
earlier time; it should be remembered that the cost of 
obtaining good road-stone was prohibitive for most parish 
surveyors. The problem in the Nailsworth valley was that 
of excess water; the problem on the limestone uplands 
would be the different one of road-stone insufficiently 
'broken, with the added disadvantage that much of the lime­
stone had an argillaceous content, which turned after use 
into white mud - as the present writer noticed some sixty 
years ago on local private roads. On the steep hill-slopes 
the problem would not be one of standing water, but of 
positive torrents in winter after rain. It is clear that 
there was no one single difficulty, at least in the Stroud- 
water area - and the greatest handicap in the Vale was from 
the underlying clay. It is worthy of remark that the Ber­
mondsey Trust, close as it was to the metropolis, merely 
laid gravel over the surface of its roads.
Twenty years before Mc^dam, even more before Telford, 
and ten years before the publication of the Advice to Sur­
veyors, the Nailsworth Trust not only employed a profess­
ional engineer to construct its road, but also laid down 
in the Articles of Agreement (in modern terms, specificat­
ion) instructions that at that time could hardly have been 
bettered, incorporating as they did all the good advicfe 
given above - before it was in print - except for the 
actual laying down of brushwood, of which there is no 
specific mention. But the Engineer did not leave a day- 
by-day account of his methods, though the contemporary 
County Surveyor of today draws special attention to its use.
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Gloser attention may now be paid to what the Minute Book 
of the Nailsworth Trust actually had to say about the 
construction of the new road.
The Road Engineer.
The Committee resolved at its third meeting, on 19 April 
1780, to put an advertisement in the Gloucester and Bir­
mingham newspapers for "estimates of construction". At 
their fifth meeting the Trustees were told that one Denis 
Edson "of Chester" had applied to make the line of the 
main road - about five miles - for £1400, and this est­
imate was accepted.
Edson was one of the new breed of civil engineers. In 
1774 he had been a foreman on the Chester canal, being 
appointed assistant surveyor in February 1775, but dis­
charged in September of that year. in January 1780 he 
was given a contract to make two additional reservoirs 
(for £300) on the Stourbridge canal, completing this task 
by 10 April 1781^^ He was for a time resident engineer 
on the Gloucester & Berkeley canal, being appointed in 
September 1794 but discharged twelve months later. G N 
Crawford says that the work in the "first period of con­
struction . .. was supervised by resident engineers lack- 
in experience or expertise ... ", naming Dennis (sic)
Edson and James Dadford.^^ Hadfield adds that Edson was 
clerk of works on the Grand Surrey canal from June to Nov­
ember 1802 (at one hundred and fifty guineas a year). It 
looks as if his canal work did not give complete satis­
faction; but he was also employed as a road engineer.
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In 1780 he was in receipt of payment from the Ironbridge
Proprietors, and Dr Trinder thinks he may also have sur-
12veyed the road from the bridge to the Madeley Turnpike.
It will have been noticed that he had more than one pro­
ject going at the same time that he took over the construct­
ion of the Nailsworth road; perhaps he saw the advertise­
ment in a Birmingham paper while he was at Ironbridge.
At all events, he was appointed angineer for the "main 
line" of the Nailsworth road, the Agreement between him 
and the Trustees being made on 13 June 1780 though not 
entered in the Minute Book until 7 August.
Road Construction: Specifications. (summarised from
 ^ the Minute Book)
The Minute for 13 June 1780 records that Denis Edson of 
Chester had applied, and was to make ("in a proper man­
ner") the line of road "from a stile marked in a Plan of 
the same drawn by Mr Rice" to Dudbridge for £1400.
The offer was accepted, subject to Articles of Agreement 
in writing signed "by us and him", and these Articles 
appear in the end pages of Volume I of the Minute Book,
dated 13 June 1780, but entered in the Minute Book on
\
7 August, as mentioned above. Trustees signing the 
copy of the Agreement were: J Wade, S Wathen, T Pavey,
T Baylis, R Cockle, W Biggs, 0 Paul, J Hawker and W Harris. 
Wilkins testified this was a true copy. Edson also signed. 
The "stile" is presumably that mentioned in the Act (and 
also in one of the Tetbury west roads Acts), but unfortun­
ately cannot be pin-pointed as this portion of the Plan 
is lost.
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Summary of Specifications.
Width To be 30 foot throughout. However, here as else­
where the Trustees could use their discretion slightly 
to alter dimensions or the actual alignment.
Surface The road to be "stoned" to a width' of at least 
15 feet, 7^ feet each side of the centre line. The stones 
to be "well and sufficiently broken to the satisfaction 
of the Trustees". (Alternatively, gravel could be used.) 
The thickness of road-stone was to be 12 inches at the 
centre, lessening gradually to 6 inches at the sides.
But in fields numbered 52, 58-63 on the Plan, and in the 
"last of St Cloe's grounds", these dimensions were to be 
15 inches and 9 inches. The Plan (Appendix 2) shows that 
the road here lay on the valley floor close to the stream.
If gravel were used, a bed of stone should first be laid 
down, and the maximum thickness of gravel was not to ex­
ceed 3 inches without the consent of the Trustees. (Gravel 
did not easily compact to a smooth surface owing to the 
rounded nature of the individual pebbles - M c Adam was 
later to demonstrate the need for angular road-metal.)
Camber The surface was to be "convex", with the centre 
at least 12 inches higher than the sides "before stoning". 
The actual surface however was to be 3 inches higher at 
the centre; presumably the centre width was to be given 
a deeper foundation. Note also the camber : some roads
were given far too steep a surface curve.
Gradient No ascent or descent to exceed 3:30, or 2
13
inches in 1 yard "measured from an horizontal plane".
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Banks The sides of cuttings were to be made safe and 
secure. In field No. 20 the sides of the road were to 
be at least 14 inches above the existing surface, as also 
in fields Nos. 58-63 and the "last of St Cloe's grounds 
next to Little Britain".
Drainage At least twenty water plashes (sic) were to 
be made under the road; the culverts should measure 
15 X 15 inches (and there would have to be special arr­
angements where the road crossed mill scours). At Nails­
worth itself, the brook in front of the George Inn was to 
be diverted and made to pass under a "sufficient covered 
archway ... substantially made". New bridges were to'be 
built at Inchbrook ("by the Wear"), at Frogmarsh, and at 
Grigshut, where the trans-valley track crossed the stream 
past Woodchester mill up to Selsley common at Nurlsgate.
The clearing of ditches properly belonged to maintenance, 
but it may be noted that at the meeting on 30 October 
1780 the Surveyor (at that time Wilkins, who was also 
Clerk) was instructed to take care that the roadside 
ditches were kept properly drained. Along the valley 
bottom this was obviously a major concern.
Foundations, camber, drainage, the use of broken stones 
- and the restricted use of gravel, road-side banks: the
only obvious omission in this specification was in the 
use of a particular road-stone, and for this the Trust 
could not really be blamed as there was no really suit­
able hard stone obtainable in the whole locality. In 
fact, quarries were opened up alongside the road to ex­
tract material for the road: hardly the best material!
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Road-stone The local oolitic limestone was virtually 
the only available road metal; it would be many years 
before the Trust could import hard road-stone at a cost 
it could afford, even though the Stroudwater canal was 
by this time open to Stroud itself. It would not be 
until Bristol "blue-stone" was available - from St Vin­
cent Rocks near Clifton on the Bristol Avon, sometimes 
called Clifton stone - that really suitable stone would 
be used, and then generally only on the "main line" of 
the road, with occasional short stretches elsewhere where 
influential trustees could make a case for such repair 
on a branch road. But at least gravel was not just 
spread over the surface (as with the Bermondsey Trust), 
nor were large "flakes" allowed, as Arthur Young com­
plained of the main through-route from Oxford to the 
edge of the Cotswold scarp. Nor is it likely that in 
the actual process of construction holes in the road 
were merely filled up with whatever came to hand, such 
as earth or clay; though later complaints of poor road 
repair may have been justified. One point often over­
looked today in pictorial reconstructions of roads in 
the days before horseless carriages was that not only 
did the wheels of vehicles make ruts in the road sur­
face, but between these ruts the pounding of horses' 
hooves also broke up the surface, leaving depressions 
capable of holding water after rain.
The Act gave the Surveyor powers to get materials from 
Waste Grounds - "common or Waste Ground, River and 
Brook", and also from private grounds, but with the
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obligation to make good any damage caused. This turned 
out to be a sore point with several landowners, where in 
case of disagreement two or three JPs were called in for 
arbitration. But it should not be assumed that earth 
would be used for surfacing. If such poor load-bearing 
material were used, it would be only for in-filling, and 
it was the Surveyor’s task to ensure that repair work 
was done in an adequate fashion.
Several entries in the Minute Book illustrate the some­
what haphazard way in which road-stone was obtained. On 
25 September 1780 William Wilkins, having been officially 
Clerk since 19 May, was also made Surveyor and was told 
to contract with a Mr Alder to bring stone, in quantit­
ies he might think necessary, and to have the loads dum­
ped in suitable places. The Act had laid down a fine of 
40s. for anyone removing road materials unused after 
thirty days. On 16 October the Surveyor was told to get 
stone "from the quarries opened for making the road," and 
to dump it as above. The stone was taken from various 
places, probably those most convenient for haulage, not 
necessarily from the most suitable quarries. In at least 
one case this led to a considerable disagreement.
On 9 March 1781 Edson and Wilkins were told to take stone
from "Hazle Wood" in Avening parish from land belonging
to Edward Sheppard, (see Fig V.i), and also from a "tyn-
ing" in Horsley parish owned by William S m i t h . S m i t h
was offered £75 per acre for damage likely to be done and
15for materials extracted. The offer to Mr Sheppard was
recorded as half a guinea. On 1 June 1781 Mr Parry, "our
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Attorney'*, was told to plead for Wilkins and Edson, and 
for two other men (possibly the labourers concerned) in 
an action brought by S h e p p a r d . T h e  dispute seems to 
have been settled as, on 13 November, the Surveyor was 
told to treat with Mr Sheppard for use of ground called 
Haizley to use as a quarry at £30 per acre; there is no 
explanation in the Minute Book for the miniscule offer 
of half a guinea earlier. Mr Sheppard's name occurs 
again, when on 31 March 1783 the Surveyor (by that date 
no longer Wilkins) was told to get a proper wall made 
against Mr Sheppard's wood in Barley Hill Grove. This 
would appear to be Yarley Wood (Harleywood on ST 89 NW 
of the six inch OS map square 84/98 (1955)) as this is 
adjacent to Hazel Wood: the identification is not sure.
At any rate, the work was to be done "with the utmost 
expedition".
The suggestion that earth and stone was taken from land
most conveniently near the line of the road seems to be
supported by the entry for 30 April 1781, when stone was
to be got from Mr Peach's rack-hill at Rooksmoor, and
from ground at Winneredge (i.e. Windsoredge) for the
road near Inchbrook, while another order of 17 July
1781 ordered the taking of earth from Mr Frost's land
at Barton End - with the consequence that on 23 October
1781 the Trustees had to pay Mr Frost, or the landowner,
17Mr Peter Leversage, one guinea for land spoiled.
Trustees had not only to pay for damage done but also 
to "protect, indemnify and defend" Edson against all 
law-suits arising from his work; necessary when he
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had been given authority to enter or dig on lands to 
get "Earth, Sand, Soil, Stones, or Gravel or other Mat­
erial ." Such deeds would not be popular with those not 
much in favour anyway of the road. Those unable to 
claim damages might show their resentment by acts -of 
(usually) mild vandalism. Mr Weston had been told to 
stake out the new parts (his bill for surveying and 
planning came to £32 according to the Minute for 7 April 
1780), though Wilkins had been told to get the stakes 
and to place them ready for use. It was noted that in 
places stakes were missing, and the Glocester (sic) 
Journal for 24 April 1780 offered 1 guinea reward for 
information for the removal of some of these stakes.
Apart from the considerable making- good of damage to 
Mr Webb's properties, the major irritation seems to 
have come from Mr Frost. The top stretch of road 
towards Tiltups Inn passed close to or through the land 
he rented from Peter Leversage. William Frost, though 
taking some part in the affairs of the Trust, seized 
every opportunity of profit, as will be shown later.
Completion of the main line of road.
Edson's application to the Trustees had been accepted 
on 13 June 1780, and the Minute for 7 August recorded 
that he was told to start work forthwith. On 30 May 
1781 the Trustees met, at 9 a.m. at Mr Frost's at Bar­
ton End, and went over the line of road, ending up at 
Cainscross, to where their meeting on 28 May had been 
adjourned. They agreed to accept the road as made.
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with a few minor deficiencies which would be overlooked 
provided Edson made over 1 guinea. He had built the road 
within the specified twelve months, and nearly within 
the agreed cost. It is not possible exactly to reconcile 
the disbursements in the Treasurer's Cash Account with 
the few entries in the Minute Book, and with the propos­
ed method of payment. There is also some confusion over 
the short final stretch of road from Barton End Lane to 
Tiltups Inn, which Frost had undertaken to get built, 
but which in the end Edson had to take over. The Min­
utes do not reveal why Frost should have been able to 
get the contract for this final bit of road. This will 
be discussed when dealing with problems attending the 
building of the road.
Edson was given one more commission - that of the road
from Nailsworth bridge to the Fives Court (sometime also
19known as the Half Way House) on Minchinhampton common.
This road. The W as it came to be called from its double
hairpin bend, replaced the old steep pull uphill known 
20as The Ladder. The estimate for this new road was 
£220, and payments recorded to Edson for this task, 
from 2 February to 27 March 1782, do in fact come to 
that total.
No more appears in the Minutes about Edson, not even an 
official expression of thanks; and there are slight in­
dications that perhaps his work on the Hampton Hill road 
did not afford complete satisfaction. But more probably 
it was financial caution that stopped the Trust from em­
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ploying outside professional help with the construction 
of the other branch roads - which in any case were al­
ready in existence as parish roads or hill tracks. The 
cross-route, from the Bear Inn on Rodborough common, 
down past Sir George Onesiphorus Paul's Hill House, 
over the valley floor at Grigshut, then up past Park 
Stile in (North) Woodchester to Nurlsgate on Seisley 
common, was undertaken by Paul for the Rodborough road, 
and W G Peach for that up to Selsley common. Opposite 
the driveway of what is now called Rodborough Manor, 
which replaced the name Hill House - this was burnt 
down earlier this century - is a much-eroded mile­
stone. The inscription is now almost illegible, but 
would seem to record a distance of 101 miles from 
London, so that it seems likely it was put up by Paul 
himself for the enlightenment of his visitors from the 
Capital.
Payments to Edson appear in Table V.i-, p 172.
Hedging & Fencing.
The new road passed through ("opened up" was the phrase 
used) lands which previously had been in, private hands, 
and these would have to be fenced off from the road. 
Three methods seems to have been tried. Firstly, pro­
prietors were asked to see to their own fencing or 
Walling, being paid for the work they had done. Sec­
ondly, estimates were asked for from outside con­
tractors. Thirdly, members of the Committee themselves 
undertook the task of seeing the fencing was done.
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TABLE V.i. Payments to the Engineer 27 Nov 1780 - 9 Nov 1781.
date amount reason given
27 Nov 80 £ 625. 5. 0. Account of D Edson *
8. 0. 0. extra work
9 Dec 80 174.15. Oe sundries (Edson)
28 Dec 80 100. 0. 0. Edson
10 Jan 81 17.11. 0. Edson, extra work
13 Jan 81 50. 0. 0. Edson
24 Feb 81 6.18. 6. Edson, extra work
5 March 81 150. 0. 0. Edson, road account
14 April 81 5. 5. 0. Edson
19 May 81 50. 0. 0. Edson, for Mr Webb's work, and 
Nailsworth bridge. **
9 June 81 22.10. 0. Edson, extra work
50. 0. 0. Edson, road account
22 June 81 15.15. 0. Edson
17 Aug 81 150. 0. 0. Edson
29 Sept 81 6. 5. 6. Edson, road account
1 Oct 81 15.10. 0. Edson a/c given to Trustees 
(£8. 8. 0 . ’+ £7. 2. 0.)
9 Nov 81 12.18. 0. Edson, extra work
56.14. 6. Edson, for the great line in full
Total 
Less :
Total
1517. 7. 6.
117.17. 6.
£ 1399.10. 0
50 for Mr Webb's work etc.
67.17. 6 extra work
117.17. 6
This is only 10s. short of the agreed cost of £1400 - somewhere 
an extra 10s. has got misplaced or wrongly entered.
On a page or two of "expenses" at the end of Vol I, an 
entry of 17 July 1780 records an advance of not more 
than £20 to Edson: in the Minute for 7 August he got
£30.
** A sum of £35. 6s. to be paid to Edson for work on
Webb's mill (dated 7 Nov 1780). This presumably means 
that the work on Nailsworth bridge cost about £]5. The 
widening of Frogmarsh bridge - to 15 ft - by Richard 
Harrison cost £6 (16 Oct 80), but to put another 4 ft 
on the bridge at Inchbrooke cost £20: this was done by
Edson.
Edson got the Ilciinpton Hill road contract for £220. The figures 
tally: £1.1.0. on 2 Feb 82, £79.l3s. and £120 on 10 Feb 1782,
and £19.6s. on 27 March 1782.
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On 26 June 1780 the Clerk was told to treat with pro­
prietors and to agree with them "to make the bounds of 
fences to their own Lands at a rate of 3 shillings per 
Pole". In the Cash Account there are some examples of 
such payments, though it is possible in only a few cases 
to separate the cost of fencing from the price of land 
which had been acquired. One example is that of Henry 
Smith through whose garden at Harly Hill (sic) the new 
road now passed. He got £21. 10s. 9d. on 27 November 
1780. Samuel Pegler with a garden in the same area got 
£14. 12s. for land and fences on 12 December 1780. A 
few other costs can be ascertained. On 26 June 1781 
William Frost got £30. 17s. for fences (presumably 
along the stretch of road near Tiltups Inn for which 
he had been given the small construction contract). On 
17 September 1781 Henry Smith was allowed an extra £1. 
4s. for fences, and on 2 7 'April 1782 W Smith was paid 
£13. 7s. 6d. in full for fences. Unfortunately, the
length of fencing in each case is not given, and the
22price per pole is not constant.
The Minute for 25 September 1780 records that Wilkins 
could agree with proprietors on fences at or under 3s. 
lOd. per pole, paying by drafts on the Treasurer, as 
appears in the Accounts. On 30 October 1780 Wilkins 
had to see to the erection of temporary fencing. These 
must have been hurdles, as on 27 November that year 
Edward Sheppard received £13 for hurdles, and when the 
price for Mr Wight's land at the Dudbridge end of the 
road was finally settled, (at the end of 1784, after
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rather a long interval) the Minute recorded that his 
land was to be sloped off, quickset— planted and pro­
tected with new hurdles, while the old ones were to be 
placed on the field side of the new hedge. Thomas Coop­
er acted for Thomas Wight, and £80 was paid over provided 
that no further demands were made. These fields are 
Nos. 128 and 129 on Rice's Plan (Appendix 2), which are
named for Mr Wait, which is presumably the same as the
23
Wight named in the Land Valuation list.
One or two examples may be given of members of the 
Committee seeing to the erection of fencing or hedges.
On 27 August 1784, the Treasurer was to pay Mr Pavey 
£1. 16s. for planting nine luggs (i.e. poles) of quick- 
sett (sic). This might well have been for his own 
ground at Barton End, but on 12 June 1786 Obadiah Paul, 
Thomas Cooper and Samuel Wathen were empowered to see to 
the erection of an oak post-and-rail fence alongside the 
road from Grigshut to Peach's meadow at Rooksmoor. Coop­
er lived nearby, and the firm of Wathen & Peach were at 
Rooksmoor. In other words, it was for their own con­
venience, but some of the land in question is named for 
a Miss Small. It may be noted here that the Trustees soon 
abandoned the employment of outside professionals and re­
verted to the usual practice of having members-of the 
Committee supervise work, and even take responsibility 
for actually getting the work done. This was rather an 
unsatisfactory method, though perhaps cheaper in the 
short run. It is in this respect that Macadam and Tel­
ford were in advance of the amateurish attitudes of
175
both parish surveyors and of many turnpike trusts of 
the eighteenth century.
In the matter of fencing, the most interesting excerpts 
from the Minutes are those where the Surveyor or Treas­
urer actually do make use of‘outside contractors. For
example :
\30 October 1780. The Surveyor to send to 
the Treasurer a sample of oak posts between 
5 and 6 feet long, at 6d. each.
11 December 1780. Jeremiah Millwaters of 
Nailsworth makes an offer to supply fencing: 
oak posts 2 in a perch, 3 fails - 10s. a
perch; ash at 5s., elm at 4s. lOd., beech
at 4s. Samples to be seen at Little Britain.
If 3 rails proved unnecessary, the price was 
to be "abated" Id. per foot for oak for every 
rail omitted, and 3s. 4d. for other wood.
Millwaters was told to fence off the late Mr Pinfold*s 
two grounds (89 and 90 on the Plan, Appendix 2) with 
elm. It does not appear that he ^ot the full job: 
the Cash Account only records - Millwaters 2s. 6d. on 
27 November, perhaps for a sample, unless the payment 
is concealed under another heading (the Minutes do not 
always give the precise date of a transaction, which 
may already have taken place, or perhaps was to occur 
later). Perhaps Millwaters* price was deemed too high. 
In June that year, the Surveyor had been told to get 
proprietors to make fencing at 3s. per pole, but on 
the contrary this may have been too low, in April 
1781 Wilkins, as Surveyor, was told that where post 
and two rails only were put up, proprietors could get 
8d. per pole more, or plant quickset if they preferred.
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As has been seen, attention had to be paid to "finish”, 
and one of the deficiencies had been some failure to 
clean up the banks. On 4 November 1782 G'O Paul under­
took to slope off the banks on the road from The Spout 
past his mansion up to the Bear Inn: he had undertaken
the improvement on this road, which was already in exist­
ence, but not 'improved'. In July 1783 he presented his 
account of land taken for this cross-route, and for 
damages to his land and the lands of his tenants. He 
took some other land in exchange, and the balance came 
to £75. 11s. 3d., which he agreed to waive if the Trust­
ees ensured that their workmen would "not at any time 
hereafter" lop any of the road-side trees.
This, like the task of clearing ditches, properly belongs 
to a section on Maintenance. Such action as that of Paul 
was exceptional; he was a philanthorpist, and wealthy 
enough. But in most cases owners, including members of 
the Trust, were careful to see that the Trust paid for 
any damage done while the road was under construction, 
and also for any alterations or adjustments made necess­
ary thereby.
Adjustments, Alterations: Damages.
New bridges had been built over the Nailsworth stream at 
Frogmarsh (for the main road) and at Grigshut (where the 
branch road to Nurlsgate left the main road). Diver­
sions to streams and to mill leats may be included within 
the same class of work. On 30 April 1781 the Surveyor 
was told to get an "iron gate" put at the head of the
178
drain lately made at Rooksmoor, and on 16 May of that 
year he had also to get a lead pipe laid under the road 
at Rooksmoor "for Mr Peach's Scour", as veil as having 
a flight of steps built from the new road into Peach's - 
rack-hill. A similar adjustment had to be made on 4 
November 1782 for a drain by Mr Wade's mill at Inchbrook, 
to lead into the mill pond.
Damages proved more of a problem. It has already been 
noted that the Trust had to build a vail quickly by Mr 
Sheppard's property. Consequent on the purchase of 
lands, but separate from valuation, in February 1781 . 
the Trust had to get tvo independent Gentlemen as arbitr­
ators on damage done to the lands of Mr Halliday, at the 
Dudbridge end of the road, and William Jones. It vas 
not until 1 January 1782 that Mr Halliday accepted the 
Trustees' valuation for his land, and for damage vhich 
included £8 for damage done by trackvays and trespass, 
though he did not ask for a separate fence or hedge for 
the remnant of field left betveen the road and the 
stream; No. 119 on the Plan, Appendix 2. The claim of 
Mr Jones vas settled by the resolution of 27 March 1782 
to build a stone vail along his hill ground, to a height 
of 3^ feet. The first suggestion, on 11 May 1782, had 
been for his land to be fenced off vith oak posts and 
tvo elm rails on the upper and the lover side. In the 
event, the lover side got a vail. At the meeting of 13 
April 1781, vhile the Trustees agreed to continue vith 
assessment for damages, on 30 April they laid it dovn
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that such damages were to be signed and copied into 
the Book.
Under the heading of damages can be added the claim of 
Thomas Shurmur of Frogmarsh, on 7 December 1781, of 
£3, 11s. for expenses incurred in milling cloth out 
while the bridge was being built. Such damages and 
alterations were to be expected. But in the cases of 
Nathaniel Webb of Egypt mill, and William Frost at Bar­
ton End, rather more trouble was caused; in the first 
case because of the fact that the road passed exceed­
ingly close to the mill building, and in the second case 
(it would seem) because Mr Frost was determined to get 
what he could out of the Trust.
The Trust and Nathaniel Webb.
Today the A46 on its near approach to Nailsworth passes 
Egypt mill so closely that the door to the top, third, 
floor of this mill opens directly onto the road - 
admittedly the building has been extended in that direct­
ion. Of all the proprietors of lands through whose 
grounds the new road was to pass, Mr Webb suffered the 
greatest inconvenience. Not only did the road brush his 
buildings, but it was raised well above the former level 
of the ground; and from the mill to Inchbrook the align­
ment passed through a long block of his land. In the 
List of Properties given in the Act, a special clause 
was inserted with regard to Mr Webb's lands; for ex­
ample, the new road must not cut his house off from his 
workshops.
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At the valuations meeting on 14 September 1780 at The
Lodge on Minchinhampton common attended by the jury of
assessment, Mr Webb’s private road ahd adjoining banks
were valued at 10s. an acre, at 30 years’ purchase.
They were listed as follows:
Garden (to avoid the house)
Little Orchard and White Croft 
Great Orchard 
Brick kiln meadow
Farther Meadow and Barnard’s hays.
Also Reservoir or scour pond at 7 guineas.
House for heating press planks - £5.
The Trustees to find a leaden pipe of 2 
inches bore or other safe and secure 
conveyance of water from the new reser­
voir to the mill^ireplacing the old 
reservoir” . *
This reservoir is clearly not the Egypt mill pond, which 
is well below road level, but may refer to the structures 
indicated on the Plan further down the valley. There was 
a round pond below Dunkirk (New) mills near Inchbrook, 
and here the Nailsworth stream has been canalised. The 
existing leat for Dunkirk mills runs along the right- 
hand side of the valley, a little way up the slope. The 
1885 25 inch OS map does not map it, and nowadays in-fill 
and new industrial buildings have obliterated almost all 
traces of the valley floor as it was two hundred years 
ago.
On 11 December 1780 it was recorded that Mr Webb had 
brought an action against the agents of the Trust for 
trespass in making the new road, and the "acting Trust­
ees” (that is, the Committee) and subscribers had agreed 
to meet on 17 November previously to try to resolve the
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dispute. Sir George Paul had agreed to act as referee, 
and the results of the earlier meeting were confirmed on 
11 December.
Copy of the Agreement (summarised)
The Commissioners are to throw an arch 
bridge over Mr Webb's mill pond to his 
Little Orchard, of 10 feet span, the 
carriageway 9 feet between parapet walls;
also to make a road through the land and an arch 
over the water near the flood-gates of his 
present dyehouse sufficient for carriages.
Also to pipe water for the mill for a scour 
stream, and pay Mr Webb for making his own 
fence by the turnpike road through his own 
lands;
and to pay for damages done in digging etc.
If later claims were made, two "indifferent 
persons", one chosen by the Committee, one 
py Mr weoD, were ro settle tne issue.
Mr Webb for his part undertook to give the 
land for such road, and not to claim for 
loss of water during the building-?of the 
arch.
This Agreement was signed by G Onesiphorus Paul and 
Nath Webb, witnessed by Wm Gaisford Peach and Jn°
Holmes, and certified a true copy by Wm Wilkins.
Nevertheless, the Cash Accounts record; on 27 November 
to N Webb, land £91; on 22 June 1781 a payment to Mr 
Webb of £3. I3s., while on the 19th of the previous 
month there is Edson*s bill of £50 for Mr Webb's work 
and Nailsworth bridge.
The Treasurer was told on 28 May 1781 to pay Mr Webb 
guineas for loss of water for his scour (probably 
the £3. 13s.) and for his having had a wall built by 
the road opposite the corner of his mill; and on 13 
August of the next year, the Treasurer was told to pay
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Webb £87. I3s. for damage done to his lands: if Webb
gave a legal discharge for all damage, the money would 
be paid before the 17th. Finally, the Minute for 10 
September 1782 records a payment of £2. 7s. to Joseph 
Ackland "for his Trouble Journeys and Expences" in settl­
ing and adjusting the damages sustained by Mr Webb.
William Frost and the Trust.
William Frost's name appears in the Act as a Trustee, and 
he attended some meetings, mostly where business affect­
ing the land he occupied was concerned, and significantly 
when financial matters were under discussion. He signed 
with X in a rather wobbly hand, though on..one occasion 
his name appears neatly written in full, presumably by 
another on his behalf. He attended the meeting on 7 
April 1783 when the revenue from tolls was discussed 
(the mark of William Frost - X), and also the meeting 
on 26 May when his bill of £5. 6s. for falling stones 
was authorised for payment - it is here that his name is 
neatly written, for the only time.
When the Trustees walked, on 23 June 1780, over the 
private lands to assess their value for compulsory pur­
chase, Frost was with them, and on 26 June it was agreed 
that he should make the bounds and fences alongside that 
part of the road which was to pass through Mr Leversage's 
lands at Barton End. As well as being a tenant of Mr 
Leversage, Frost rented land from Mr Webb and on 14 Sept­
ember, when agreement had not yet been reached on Webb's 
lands, it may be noted that two fields of Webb's down
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the valley - Farther Meadow and Barnard's hay - were in 
the occupation of Mr Frost. It took two days, 12 and 
13 April, to reach a decision on the claim for damages 
at Barton End; the Trustees arranged to go over the 
disputed lands on 9 April, but met instead on the 12th 
at Frost's (as the 9th had proved "very wet"), and 
again on the l3th at Mr Wade's.
The last stretch of road, from Barton End Lane to Til- 
tups Inn, was contracted out to Frost: he stood surety
for Samuel Rigby and John Naylor to make the road for 
£80 (his surety being £100). on 13 April the Surveyor 
was told to get the hillside by Frost's orchard lowered 
by six feet, and to use the soil dug out to build up the 
hollow-way below his barn. When on 30 May the Trustees 
inspected the completed road, one of the minor defects 
Edson had to make good was the gradient from the highest 
part of the road at Barton End (a field called the Two 
Acres occupied by Mr Frost), which was said to be on top 
of a culvert near Frost's waggon house. On 22 June the 
Trustees agreed to open up this culvert and to build it 
up "in a chimney-like manner" to the ground surface.
The Accounts had been checked at that meeting and it was 
agreed to pay 10s. 6d. to Frost, and that he would make 
a pond to supply his ground with water cut off by the 
new road. This point was raised again on 23 October 
when 1 guinea would be given to Mr Leversage (or to Mr 
Frost for him) for land spoiled and earth dug out at the 
end of his orchard, and again it was said that Frost
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would make a watering pool.
On 9 July 1782 Frost was awarded £4 for damages in 
"beating and treading down" the mowing grass by the 
wheeling of stones over the fields rented from Mr Webb 
(Nos. 49-51 on the Plan presumably). His bill for 
falling of stones on 26 May 1781 has already been 
mentioned.
At that meeting the Surveyor was ordered to fill in and 
make good the ground where quarries had been made in 
Barton End Lane. Mr Frost not only got damages: he
got the land restored into the bargain. However, some­
thing had gone amiss with his sub-contract for the final, 
level stretch of road at the southern extremity of the 
Trust's road. While he had been advanced £20 on 17 
July 1781 (in addition to damages, not yet adjusted, of 
£10. 4s.), at the meeting on 22 June less than a week 
later it was recorded that the contract of 30 May with 
Edson for the top stretch was "inconvenient" to the 
estate of Mr Leversage and his tenant, Mr Frost. It was 
accordingly cancelled, and Edson was told to keep to the 
original'contract to-finish the road - and also to put 
an extra 6 inches of stone on the road below or near Mr 
Frost's waggon house - and pay £10.
In the end the Trustees may well have lost patience. On 
23 June 1783 the Surveyor was told "to take proper meth­
ods to bring Mr William Frost to justice for evading pay­
ment of the Tolls so that He may be convicted thereof". 
After this there was no further reference to him in the
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first Volume. (Incidentally, that same meeting recorded 
that an action should be brought against one Henry Smart 
for an assault on John Hyde on Monday 16 June "in and 
about the Execution of his office".)
Frost may have been illiterate, but he seems to have 
been a man of some substance as his name was included 
on the list of Trustees, and when he ceased to be on 
that list, as noted on 23 September 1793, he was re­
ferred to as a "gentleman". He certainly seems to have 
used every opportunity to get compensation from the 
Trust, or some advantage for his lands. No one else 
seems to have caused so much bother in the matter of 
damages. He had a keen eye to the main chance. Table 
V.ii shows the payments to William Frost as given in the 
Cash Accounts and the page of disbursements.
TABLE V.ii. Payments to William Frost.
Source: Cash Accounts and Disbursements.
19 May 81 for varying road through Frost's hill 3 gns.
22 June 81 paid as per acct this day to Mr Frost L2Ô
26 June 81 Drawn to Mr Frost for fences etc, £72.8s.6d.
(fences seem to be £30.l3s.)
25 July 81 draim to Mr Frost as per order £3o.4s.
(Disbursements)
22 June 81 Mr Frost, building a pond for water 10s.6d.
allowed Mr Frost, for mailing road from Tiltups
Inn to Barton End £40.
17 July 81 damage in making road £10.4s.
Advanced Mr Frost ac/t making road £20
9 July 82 Wm Frost, damage to mowing grass f 4
26 March 83 Mr Frost for falling of stone £5.6s.lOd
and -205-16.10
7 April 83 'Wm Frost 2 years' interest of £65 £6.lOs.
Tlie Securities List records that he had invested in the Trust - 
28 July 30 £50
11 Dec 80 £50
28 May 81 £10
and £20
6 Feb 82 £32.10s.
No doubt he thought it time he saw something for his money?
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At this point the difficulties and problems of actual 
construction of the road may be left; instead may be 
considered the methods by which the Committee did its 
business, how revenue was raised, and how maintenance 
Was carried out. It is here too that the initial en­
thusiasm and the pioneering efforts of the Trust tend 
to fade away, with attendances at meetings falling off, 
and the work of the Trust starting to sink to the level 
of effort on so many other roads, whether parish or 
under toll. Its days of keenness and innovation seemed 
to be over; perhaps from lack of money, but more likely 
because the initial pioneering effort was now gone, and 
the routine, dull and accustomed work of running the 
affairs of the road did not seem to require so much 
thrust and attention as had been required for the organ­
isation and excitement of a new enterprise.
FIG V.i. Up-hill section of the Nailsvorth Turnpike road: 
Lower Nailsvorth to Tiltups End.
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Nailsvorth Turnpike Road: section uphill Nailsvorth - Tiltups Inn.
Notes to Fig. V.i Taken from Preliminary Dravings to the O. Survey, 
c. 1810 (scale 2 inches = 1 mile), and from Taylor 1777, Bryant 1824.
Main Nailsvorth road, and nev sections of branch roads
Roads existing in 1780.  ---
Nev road up Horsley valley ;
1 The valley route to Avening vas not built till the 1820s.
2 On the extreme left the vords vood and pike, near Benley 
Farm, mark the first site of Lattervood pike on the Old 
Bath Road, later moved to vhere the nev road from Ragged 
Barn met that road.
3 Yarley Wood = Harley Wood.*
4 Winds Ass - novadays Windsorash.
5 Barton End House is named; but not named though shovn 
is Barton End Grange, just to the south of Barton End 
House. Barton End = Upper Barton End, vhiie Lover 
Barton End is to left of the nev road.
6 High Lane vest of Tiltups End is nov Hay Lane, leading
to Horsley.
7 Taylor aives Tipput*s Inn, elsevhere referred to as
Tiltup's Inn. The small settlement is named Tiltups 
End on this map, and retains that name today, though 
the inn, sometime the Black Horse, has neen renamed 
Tippets Inn.
8 London Lane, from Chavenage to Kingscote Park, given
by Margary as a Roman Road, has been verified as such 
by recent excavations as The Chessalls, at the head of 
the small stream near Hunters Hall inn (= Coldharbour or 
the Smith's shop).
10 The House of Commons Journal xxxvii, under an entry
dated 28 January 1780, refers to the Top of the lane 
joining the road from Barton End to Minchinhampton, 
and also a lane joining this to the Barton End-Minchin- 
hampton road, that vas the Tetbury - Nailsvorth Cross 
public highvay. The road from Nailsvorth to Avening 
vas then over the top of the hill in Hazle Wood (sic).
The Glocester Journal for 7 September 1778 in an applica- 
tionfor the reneval of the povers of the Western group 
of the Tetbury roads, refers to the road "from Bovldovn 
Sleight to the end of a lane adjoining the road from 
Horsley to Tetbury, near Tiltups Inn" - presumably the 
point vhere High/Hay lane meets the present A46.
11 It has not proved possible to identify William Frost's
farm and lands. The Horsley Tithe documents name only 
a fev fields, including a Frost's Hill, which is not 
located on the Tithe map. j.c  seems likely that his lands 
vere at Lover Barton End, or divided by the nev road just 
belov Barton Grange, but this has not yet been verified.
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FIG V.ii. Uphill section of the nev 
road, contours and roads only.
Lower Nailsworth - Tiltups Inn.
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NAILSWORTH TU^^PIKE - uphill section. ' Notes to Fig V.ii.
KEY
E Egypt mill N Nailsworth mill
D Day’s mill G The George Inn
Other mills omitted.
Based on I Taylor, OS Preliminary drawings,
OS 6” ST 89 NW & NE (1955).
Preliminary drawings have: Hazle Wood for Fazel Vood
Yarley Wood for Barley Wood 
High Lane for Hay Lane 
Wind’s Ass for Windsorash 
(which in the Petition for the Bill is given as 
ITie Wind ’ s Arse )
Taylor puts Mr Castleman at Barton End House.
and has Tipputs Inn for Tiltups Inn. This inn later became
the Black Horse, but has been re-named Tipputs Inn.
Taylor has two misprints: Bartning for Barton End,
and Mortley for Hartley (bridge).
The Nailsworth Turnpike ended at Tiltups End, meeting there 
the "Tetbury" road leading south towards Bath (now the A46).
31 G.II C.65 takes this latter road to "the end of a lane 
adjoining to the road from Horsley to Tetbury, near 
Tiltups Inn" - this lane is probably the lane leading 
from Barton End to Tiltups End.
Payey-Smith op cit gives the route from Minchinhampton to 
Bristol as down Well Hill road and Iron Mills Hill road to 
cross the stream above Nailsworth at the Weighbridge Inn, 
then up through Hazel Wood, along Shipton’s Grave Lane to 
Barton End and Tiltups End.
It is not clear whether traffic continued along the present 
A45 south towards Bath, turning off at some point for Bristol, 
or whether at Calcut Farm (just south of Tiltups End) it 
took the right-hand road past Kingscote for Wotton-under-Edge. 
The 1831 edition of Cary's map of 1787 shows a "main" road 
through Horsley to Wotton (in Nailsworth itself this road 
is named The Old Bristol Road), but in the 1780s much of this 
road had not been turnpiked, or even in parts constructed.
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Chapter VI. REPAIRS & MAINTENANCE; TOLL-REVENU E .
The Surveyor
The work of the Surveyor during the year of construct­
ion had been carried out mainly by the Clerk. But in 
May 1781, when the road was declared finished and open, 
the Trust advertised in the Gloucester Journal for -
a Person in the Quality of working Surveyor 
of a Turnpike Road. Any Person whose Judg­
ment in forming Roads can be properly ascert­
ained, may hear of Employ, by applying to the 
Surveyor or acting Trustees of the Road lead­
ing from Tiltups Inn to Dudbridge, in this
County. Glocester, May 12, 1781.
The term "working surveyor" in the end appears to have 
meant someone who would be responsible for doing the 
manual work, or at least acting as a kind of foreman. 
The "Head Surveyor" would be the official responsible 
to the Trust for the work done by the labouring force, 
as with the surveyors of parish highways, and it was 
not comimon at this date for either parish or trust to 
employ a full-time professional 'engineer'. This may 
account for the discrepancy between the salary of the 
working surveyor, and the sum paid to the head sur­
veyor; the former was paid on a weekly basis, the 
latter by the year, perhaps rather in the nature of 
an honorarium. In the Minute for 17 July 1781 the 
Clerk wrote that John Gunn had been chosen as "working 
Surveyor" at 9s. 6d. a week. The decision on 11 May 
previously had been to advertise for a "good intell­
igent surveyor", but in fact Gunn could not write, 
signing his name with a mark - X. On 10 September
194
1782 Samuel Heaven was appointed Head Surveyor, so it 
would seem that at this stage the Trust was not certain 
quite what was required. From the early advertisement, 
it would appear that the Trust expected a rather higher 
standard of surveyor than they actually got in Gunn, 
and thus the more usual type of surveyor had to be put 
in overall charge.
Mr Heaven's Agreement, entered in the Minute Book on 10 
September 1782, was for one year at a salary of £20, pro­
vided he acted for the whole year; "if his Health or 
other Accident should oblidge him to retire", the time 
lost would be deducted from his salary. He was to get 
expenses for attendance at Sessions, and did not have to 
pay for attendance (presumably the meal taken) at ordin­
ary meetings of the Trust. The rest was to be left to 
the discretion of Sir George Paul, and no money was to 
be paid out by the Surveyor unless specifically so ordered 
and entered in the Book. Though his salary was to be paid 
at the end of the year, in fact he got half a year's pay­
ment (£10) on 25 March 1782, which does not seem a very 
generous amount in view of his many duties. The expect­
ations of the Trust for the post seem to have been divid­
ed between the tasks of a parish surveyor and the need 
for professional expertise on the repair of a turnpike 
road, where maintenance was more imperative than for a 
country road and its omission inexcusable.
The duties Heaven was expected to attend to included the 
necessary arrangements with parish surveyors about their
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statutory duty or the payment of a 'composition* in lieu, 
the cleaning and scouring of road-side ditches on the 
valley floor stretch "so that the Current may be free 
and uninterrupted" and above all, the collection of mon­
eys received for tolls at the various gates and bars.
The Minute for 20 January 1783 recorded that his accounts 
were examined; but this was written in anticipation and 
in fact the meeting was adjourned until after Lady Day.^ 
At that financial meeting on 7 April 1783, when turnpike- 
gate receipts were scrutinised, it was recorded - 
"Error in the Receipts by Mr Heaven to be deducted £1. 7s. 
2d. as per his Book"; he had received his half-year's 
salary in March. At this April meeting the Trustees had 
at least agreed to make good to him the sum of 30s. for 
the loss due to bad half-pence handed in at the toll-gates 
It is possible that the Trust, after what seems to have 
been a financially traumatic first year's operation (for 
the ensuing crisis, see later), was being especially care­
ful over money, which would not bode good for the main­
tenance of the road itself.
On 26 May 1783 Mr Heaven was told to fill in and make 
good the ground where quarries for road-stone had been 
opened in Barton End Lane next to the turnpike road; he 
had also to hold the note of hand of Harry Smart until 
the latter*s fine for assault on the gate-keeper, John 
Hyde, had been paid. But on 2 April 1784, as perhaps 
some sort of concession, it was agreed that when the 
quorum of five Trustees was not reached, the cost of the
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Surveyor's dinner should be met out of Trust funds. This 
might just be the official recording of the suggestion 
previously given about the Surveyor not having to pay 
for attendance at Trust meetings.
William Frost was present at that May meeting, and it 
might be that this Minute was a tart reminder about ex­
penses. On 24 July 1783 it had been resolved, and en­
tered after the notice of adjournment, that any Trustees 
coming into the room at a meeting before the Book was 
signed should pay the same charge as "those who have 
attended the whole Business of the Day".
To return to the matter of the "working Surveyor". Gunn's 
Agreement was dated 7 April 1783, which seems a long time 
after the original decision to employ him: it may be
that this was entered in the Book well after the actual 
Agreement itself had been signed - the Agreement with Ed­
son, it will be remembered, was entered at the end of Vol­
ume I, but must have been made out, with contracts ex­
changed, at the time of the actual appointment. In Gunn's 
case it should also be recalled that he could not write, 
and the original arrangement might well have been a verbal 
one, and it was later realised that it had to be recorded 
formally. At all events, Gunn got the repair contract 
for one year for the road from Dudbridge to Nailsworth 
at 6d. per square yard, to include stone-breaking, and 
he had to satisfy the (Head) Surveyor, and to deposit 
the broken stone where required.
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He was allowed:
2 barrows
2 pickaxes
1 iron "Barr"
1 sledge hammer
1 scraper
3 small hammers 
and 1 Iron "Raicke"
and these implements were to be handed back at the end 
of the year "in as good repair ... as they are at pres­
ent", a condition which might well make it impossible
2
to do any work at all. Gunn also had to scrape and 
clean the road before laying stones, and was to get Id. 
extra for every 8 yards in length where it was only 
necessary to fill in the ruts, not to cover the whole 
surface. It would be the task of the Head Surveyor to 
see that all this was properly carried out, and it looks 
as if the "working surveyor" was little more than a head 
labourer or foreman.
The draft of an Agreement with a new surveyor was recor­
ded on 27 September 1784, so perhaps Mr Heaven either 
was not as satisfactory a surveyor as required, or per­
haps he himself relinquished the post. The new Surveyor 
was William Howard, who was to work for the Trust on and 
off for a number of years, and seems to have been more in 
the nature of a professional; at any rate, he spent a 
good deal of time and trouble on the roads of the Trust.^
The Minute for that date has a number of corrections in 
pencil. For example, the original reading was for a sal­
ary of 100 guineas on or before 1 September 1785 by equal 
payments from 1 October, and 100 guineas every year for 
the succeeding five years. At the very next meeting.
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the salary is given as 1 guinea, and the contract as for 
1 year. There would seem to have been some confusion:
100 guineas at this date would seem to be excessive 
unless the salary included the cost of materials, while 
the sum of 1 guinea is derisory.
His duties were to include keeping the road "so as no 
water may lodge therefore and stone fit for Travelling 
Fifteen Foot wide", to keep ruts filled with stone al­
ready broken, not over 4 inches in depth, to scour and 
cleanse ditches and open culverts if necessary, to clear 
up slips and encroachments, to see that statute duty was 
done (or money contributed in lieu, which it always was), 
The duty to repair bridges and fencing was not included, 
but he could use any of the tools provided by the Trust.
He had to repair any part of the road on the receipt of 
written notice from a Trustee, and two Trustees might 
inspect such work on giving six days' written notice.
If any such repair had not been done, the expenses would 
come out of his salary (which makes the 1 guinea quite 
obviously wrong!). When his appointment as surveyor for 
seven years was renewed on a later occasion (April 1801), 
he was given £25 a year for each of the seven years, which 
looks more like an honorarium than a salary. But the 
greater care taken to set out in detail the duties of 
a surveyor show that the Trust was learning by experience.
In that later year applications for road repair were re­
ceived from a Mr John Pixton in response to the usual 
advertisement in the Gloucester Journal. He offered -
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to keep all the said Roads in repair for 
Seven Years for the Sum of Two Thousand 
Two Hundred and Seventy five Pounds per 
Quarter for the first Two Years and Twenty 
Seven Pounds Ten Shillings per Quarter for 
the remaining Five Years.
Thiâ offer was rejected as being too costly; Howard was 
called in and said it could be done "even under the pre­
sent high price of wages" for not more than "200 a year, 
with an extra £100 in the first year". This Minute for 
22 April 1801 was twenty years after the actual construct­
ion of the road, and no doubt a good deal of repair and 
maintenance was by then very necessary. It would also 
seem to indicate that the business of road repair was 
being put on a more professional basis instead of the 
sometimes amateurish, and certainly part-time, work of 
the parish highway surveyor. But it is not clear whether 
the Surveyor would be allowed to retain any surplus should 
the costs be less than the estimated total sum.
Howard was re-appointed, but had to find wheel-barrows
and tools. He was also enjoined -
to keep th^ccounts in a correct state and 
that as much of the work as can be done by 
contract shall be so performed and vouchers 
of Bills shall be delivered with the Accounts.
That his Salary shall take place from Michaelmas 
day last past as a satisfaction for his trouble 
since that time.
This might provide a hint of what had not been properly 
done in the past, and also of a more business-like attit­
ude to management.
Side-roads of the Trust.
The 'main' line from Dudbridge to Tiltups Inn was not the
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only route planned. Right from the start what had been 
in mind was, not a single road, but a road system. On 
Fig IV.i. Roads of the Nailsworth Trust, these are shown 
in orange and numbered (though not in the order given in 
the Act), and toll-sites are also indicated.
At the meeting held on 30 March 1780 at The Lodge on 
Minchinhampton (named Old Lodge on the Preliminary Draw­
ing) it was resolved to make roads in the following order
1 The main road from Dudbridge to 
Tiltups Inn, about five miles in length.
(No. 1 on Fig V I .i ).
2 A new road from Nailsworth bridge to 
the Fives Court (close to The Box on the 
map) on Minchinhampton common. This was 
to be called "The W " . (No. 2.)
3 A road from Nurlsgate on Selsley common 
down past Obadiah Paul’s Woodchester mill 
to the valley bottom (No. 5) - hence the 
building of a bridge at Grigshutj^ then 
up the opposite side of the valley past
G 0 Paul’s Hill House to the Bear Inn on
Rodborough common. (No. 4.)
4 A road from Dudbridge up Selsley hill 
past Stanley End (now Selsley) along the 
edge of Selsley common and past Buckholt 
Wood (Long Wood on the map) to meet the 
old road up Frocester hill. (No. 6.)
There was a proposal to improve the existing hill­
side road from Dudbridge to Nailsworth, to join the 
new alignment at Frogmarsh. However, this was not 
implemented, and that highway remains, apart from
modern road-surfacing, in its pristine state of width
and gradient.5 
(Continued on p 203.)
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Notes to Fig. VI.i . Roads of the Nailsworth Trust 1800.
EÊ1
1 - 1  Main road from Dudbridge to Tiltups Inn.
2 The *'W - Hampton Hill.
3 The Pensile Road - = Howcombe Road.
3a "New” Road from Forwood to Minchinhampton.
4 From The Spout to the Bear Inn.
5 Grigshut - Nurlsgate,
6 Dudbridge - Buckholt Wood (= Long Wood) - top of 
Frocester Hill (old road).
7 Little Britain - Culver Hill - Amberley Common.
0 Turnpike gate.
On 1: Dudbridge, Lightpill, The Spout,
Inchbrook, Tiltups I'nn.
On 2; Nailsworth = Hampton Hill.
On 3 ; Nailsworth, Will Hill (give here as 
just before M'ton, later moved down hill 
nearer Forwood.
On 4: The Spout.
On 5; Park Stile (originally on or near the 
bridge at Grigshut.
On 6: Stanley Lane, Buckholt Wood far end -
where the earlier Frocester Hill gate had been.
Note: on the map bars are shown in most cases by a line
across the road itself.
Tinkling gate on road between Horsley and Nympsfield is a 
field gate, not a toll bar.
Latterwood Turnpike: site (1) predates building of new
road from Horsley; changed to site (2) later.
G 0 Paul’s house is shown half-way up the road to the 
Bear Inn, just at the second bend of the hairpin bend.
The Fleece was built where this road joins the main road 
at The Spout.
< old milestones, 3 of which still survive : they
latter were given plates of the Cirencester-Hampton-Stroud 
series, which antedates the original line, one stone of 
which survives at Old Common near Minchinhampton: the
4 stones shown here must have been earlier, as the one 
west of Minchinhampton (now missing) is not on the same 
line of road as the one survival mentioned above (which 
has now had its 100th mile from London plate replaced.)
(See BGAS Transactions vol 34 of 1964, Milestones of 
the Stroud District by Christopher Cox)
At the left-hand edge of the map are depicted both the old road up 
Frocester Hill, its zig-zags being clearly marked, and also the new 
road of the 1780s rather to the south, cutting across the word Fro­
cester. Note also that no straight connection then existed between 
the toll-siteat the top of the old road, and the Uley road - one had 
^i^st to turn right towards Nympsfield, later right towards the Neo­
lithic tumulus of Hetty Pegler's Tump. The new connection may be 
due to the existence of the new hill-road, but close to the group of 
houses called Cockadily is a Bath milestone, possibly done when this 
road was improved as a counter to the Nailsworth route.
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5 Nailsworth bridge via Howcomb (Holcombe, 
where the hair-pin bend is) and Well Hill to 
Minchinnampton. rnis route nas two steep 
stretches but is an easier route than the 
"W". Pavey-Smith refers to it as the Pen­
sile Road, as it passed Pensile House, and 
as such it will be referred to in this paper. 
The hair-pin bend is just before it meets 
the existing road from Minchinhampton down 
to the Iron Mills, whence a track led up 
through Hazle Wood for Tetbury^ (Playne 
says this was the old Bristol road)y but 
the hair-pin bend is on the level, unlike 
the formidable double bend on the "W” .
One other hill-side road was later to be built, or 
"improved” (No. 7 on Fig VI.i.) and an easier align­
ment made on the road from Iron Mills to Minchinhamp­
ton near Forwood (not named on Fig Vl.i.), which is 
marked 3a. It is still called the New Road. Toll- 
sites are indicated by 0, including the later site 
at Lightpill which came when the short direct cut to 
Stroud was made across the base of Rodborough hill.
The site on 3 on the Well Hill stretch was later moved 
down hill to Balls Green to take traffic on 3a; there 
was also a site (not shown) for a time on route 7, 
the Culver Hill road. But the main toll-gates were 
those on the Dudbridge-Tiltups Inn main road, taking 
travellers and traffic from, for example, Cheltenham 
to Bath.
Roads to Minchinhampton.
Earlier it was said that one of the original proposals 
of the Tetbury Roads group had been to facilitate comm­
unications with Minchinhampton and that, previous to 
1780, the coach- or carriers'- road from Minchinhamp-
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ton descended Well Hill, past the Iron Mills, then up 
Hazelwood to Barton End for Tetbury and Bristol, by­
passing Nailsworth itself. The route to Nailsworth was 
straight down the slope to the bridge via The Ladder - 
this is now only a precipitous hollow-way; its replace­
ment by "The W" has been referred to above.
The Minute Book gives details about the purchase of land 
for this new Hampton Hill road, and compensation for 
damages particularly mentioning fruit trees. A specific­
ation is given in the Minute for 1 June 1781. The gradient 
was to be 4 inches in 1 yard from the Crown Inn to Bar­
ley Hill (note here the doubt as to whether the Barley 
Hill belonging to Mr Sheppard is this one, or Yarley = 
Harley Hill on the other side of the valley); thence 3 
inches in 1 yard to the top of the hill at a "place called 
Cobs stone".^ The width was to be 30 feet. Edson got 
the task. The centre was to be 12 inches higher than the 
edges, stones 12 inches deep but 6 inches at the sides; 
with an extra 6 feet and 3 inches over "the space near 
the top of the Hill which is on swampy ground". The est­
imates for this work, which included six culverts of 12 
inch sguare section, was £220, and the time allowed was 
six months. But by the end of December there were com­
plaints of ruts and of other defects. Edson does not 
seem to have been so successful in the hill-sections as 
along the valley bottom.
The order for the Pensile road came ten years later, and 
by August 1792 the "W" was referred to as "the old turn­
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pike road to Minchinhampton Common” . While the Pensile 
road was a considerable improvement for communications 
with Minchinhampton, it too received alteration, as 
mentioned above. This New Road took an easier align­
ment from Frowood to join the top road from the Halfway 
House at Trapend Gate by the almshouses on what was till 
recently the western edge of the town. The older route 
past the spring (hence Well Hill) to the cross-roads in 
Minchinhampton is very steep and difficult to negotiate.
The Spout to the Bear I n n .
This is a steep, serpentine road passing the entrance 
to Hill House. It was presumably the track used bv 
local carters and carriers conveying goods to and from 
the middle part of the valley. The Minute for 24 July 
1783 gives a cost for this road of £210. 19s. 3s., which 
as mentioned above was borne by Paul himsc-lf. As a 
mark of his public generosity he offered on 12 June 1786 
to widen and alter the road from his gate to the common 
at his own expense. A cynic might remark that this was 
for his convenience, and the convenience of his guestsj 
but at least he did not lay the burden on the Trust as 
conceivably he might have done.
Nurlsgate-Grigshut; Dudbridge-Frocester hill.
On 25 September 1786 a sub-committee was appointed to 
superintend the survey for the new road from Woodchester 
mill up to Nurlsgate, and from Dudbridge to the top of 
Frocester hill. Howard handed in an "estimateion” of 
£408 including damages likely to be caused by quarrying.
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and repair for seven years at £25 a year. In this case 
the plan was thought "too limited and confined", and an 
enlarged plan and estimate had to be offered. The road 
up to Nurlsgate (where there is now a cattle-grid) was _ 
to be 25 feet wide, stoned for the central 15 feet; the 
cost was £95. The other road over Selsley common was 
estimated to cost £345, and the total for the two roads 
thus came to £440. This price was accepted and the job 
was to be done before 24 June 1787. Howard was given 
2 guineas for his estimate, and half the cost of the 
Agreement. It was further resolved that interest on 
money borrowed would be at 4%, and that the tolls would 
be kept in an account separate from those of the main 
road in order to pay this interest.^ The respective 
parish surveyors were told to report to the Fleece Inn 
(for which see below and Appendix 14) on 4 December. 
Obadiah and John Paul were given thirty years’ purchase 
for land taken, and the sub-committee to oversee the 
work consisted of G 0 Paul, John Hawker, 0 Paul, T Cooper 
and T Pavey. They were to report back at each meeting 
of the full Committee.
For surveying the Selsley road Howard got 2 guineas, and 
he also surveyed the road up to Nurlsgate for which he 
and Samuel Keene got 12s. for expenses incurred in meas­
uring it. Samuel Keene was paid an extra 10s. 6d. by John 
Hawker for the survey.
The reasons for this pair of roads are not clear. Now 
that the bridge at Grigshut had been built, Paul’s mills
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on the Woodchester side of the Nailsworth stream had 
easy access to Dudbridge, or in the other direction to 
Tetbury. From Stanley End to the Nympsfield turning 
there were (and are) few dwellings, but it is just poss­
ible that the advantage of road improvement was for the 
back entrance to Spring (= Woodchester) Park opposite 
the Buckholt Wood toll-gate, and certainly the new Lord 
Ducie lent £200 for the new road. Bonds issued to him 
were 101-104, and Richard Aldridge received bonds 105 
and 106 (for £50 each) at 4% interest. Mile-stones and 
direction posts were ordered: one or two stones, though
now defaced, remain. There were to be two toll-sites: 
Stanley Lane, about half-way up the hill from Dudbridge 
where the gradient levels out for a space, and Park Stile 
in North Woodchester on the Nurlsgate road. A further 
gate was ordered on 28 September 1789 for the far end 
of the top road, presumably at the cottage which pre­
viously had been a toll-site on the old Frocester hill 
road.
Other side-roads.
One road not on the original list was the steep twisting 
track up from Little Britain through the grounds of St 
Chloe and past Culver House to the plateau top at Amberley 
Bank. This was authorised on 4 August 1800
There was one more road proposal. This is a very curious 
and puzzling one. On 16 July 1793 it was resolved to 
appoint a committee to meet trustees of what they called 
the Haywards Field District of Roads, at Cainscross on
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3 October, to discuss the making of a turnpike road 
from Cainscross to join the Gloucester Turnpike Road 
at the Four Mile Elm, Howard as Surveyor was instructed 
to give notices to the parish surveyors of Stonehouse, 
Moreton Valence, Standish, Haresfield and Hardwicke, to 
put into and keep in repair the line of road leading 
from Haywards Field (qv above) to near the Four Mile Elm, 
and if they did not they would be indicted immediately 
and this would continue as often as any part of that road 
should not be kept in repair,^
This is most peculiar. It is not obvious how an official 
of one turnpike trust which in fact terminated its auth­
ority well before even Cainscross was reached, could make 
this sort of imperious demand belonging strictly to a JP, 
and on parishes at some considerable distance from the 
group of parishes through which the road of the Nailsworth 
Trust ran. The road from Cainscross to, and beyond, Hay­
wards Field had been part of the original Stroud Turn­
pike, As noted in an earlier chapter, 19 G iii c,75, that 
is before 1780, referred to the road "from Hardwicke where 
the Elm was (writer's italics), to Stonehouse, Cainscross 
and Stroud", It is tantalising that nothing further ap­
pears in the Minute Book about this odd and improper pro­
posal, It seems only too likely that it got a somewhat 
dusty answer,
^9/40 G iii c,75 authorised the improvement of the road 
from Nailsworth through Horsley to Latterwood: part of
this road was "new", and the toll-house site at the top
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replaced the earlier one that had lain further south along 
the Old Bath Road, (On Fig VI.i the first site is called 
Latterwood Turnpike; the second site is where the road 
from Horsley through Horsley Wood debouches onto the main 
road.) It was not till 3 G iv c.6l in the 1820s that a 
new, valley, road was built linking Nailsworth directly 
with Avening. Neither of these two last roads formed in­
tegral parts of the original Nailsworth road scheme; and 
the Horsley-Latterwood road in fact was counted as part of 
the Coldharbour group. They will be given mention in a
9
later chapter.
Toll-sites, Toll-houses, Gate-keepers.
The first mention of toll-sites in the Minute Book is on 
16 October 1780 when two gates were ordered for the bottom 
of Spout Lane, to "take travelling both ways". This stretch 
of road on the valley bottom already existed, to link mills 
with one another. On 8 January 1781 notices were ordered 
to be put on "all the turnpike gates", and on 19 March 1781 
a bar or gate was to be put near the new bridge at Grigshut, 
to catch travelling between Rooksmoor and Woodchester. Pre­
sumably the bridge was by then in use; Obadiah Paul retain­
ed ownership of this gate. All these dates were well be­
fore the whole stretch of road had been completed, or the 
road declared officially open.
When the official opening was nearly due, orders were given 
for three gates to be set up: one at Tiltups Inn (e on Fig
Vl.i), one near Dudbridge (a), and one at Inchbrook (d); 
thus both ends and the middle of the road were covered.
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Estimates were asked for building the toll-houses, though 
it was some time before they were in fact put up. The Min­
ute for 7 April 1783 ordered the building of pike-houses 
at Dudbridge, Inchbrook and near The Fleece (that is. The 
Spout site - c ) . The pike-house at Tiltups Inn was built 
by then, as on 4 November 1782 it was decided to have a 
window put in, presumably a hatch or ticket-window, which 
was still to be seen in the early 1960s before the house 
was demolished for road widening. This house was built 
by John Wilkins of Woodchester, carpenter, and Isaac Har- 
risson, of Woodchester, Mason. The cost was not written 
down, but the pike-house at Dudbridge was not to cost 
more than 30 guineas. This house was ordered on 11 May 
1781, an order repeated on 17 July, when the Surveyor was 
told to treat with the owner of the land - John Hawker - 
for not more than £40, an increase on the previous figure. 
But on 7 April 1783 there was another order to build a 
"good substantial house", and on 22 December 1783 Nathan­
iel Dyer was paid £20 as part of his bill, the balance of 
£20 12s. being paid on 27 August 1784.^^
The Inchbrook pike-house was built alongside, perhaps over, 
a small tributary brook, and thereby gave considerable 
trouble. Authority for construction was given on that 
same 7 April 1783, the architect again being Nathaniel 
Dyer. On 23 June 1783 came an order to repair the window, 
put in a wooden shutter, and make a casement in the bed­
chamber. (Had that room been built without ventilation?)
At the same time the gate was to be moved to the quoin of
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the house, and a small gate for horses etc. put in. Who­
ever had been the first keeper was dismissed on 26 May 
previously, and a Richard Adey installed as keeper at 3s. 
6d. a week. Almost immediately, in June, he was allowed 
an extra 4s. 3d. a week, which "he has used in drying out 
the Walls etc.". After this it is no surprise to learn 
that by July he had gone, and John Barrett had moved from 
Dudbridge to Inchbrook.
A few more examples may be given. On 7 April 1783 author- 
was also given to build the pike-house by The Fleece, and 
on 9 July 1782 Mr Pavey and Mr Biggs were told to get a 
small turnpike house built by the new road up Hampton Hill. 
This is usually referred to as the Nailsworth Gate (f), but 
the original house, and the exact site, have long since 
vanished, not only by the building of a new pike-house on 
the corner of the Pensile Road, but also because consider­
able road changes have taken place at this spot.^^ In­
structions for the Pensile road pike-house were given on 
26 September 1791 to Mr Howard, who was appointed the "In­
spector or Super Intendant" for that new road along the 
hill-side. The Nailsworth Gate had hitherto been kept by 
John Hyde, who had on more than one occasion been the
victim of assault, which probably means that he had tried 
conscientiously to do his duty. On losing his abode as 
a result of the new road being built, Hyde was given in 
1791 3 guineas compensation.
Hyde may have been an honest gate-keeper. But such em­
ployees (with poor wages and awkward 'unsocial* hours)
212
naturally took advantage of the many opportunities for 
small fraud. On 27 March 1782 they were instructed to 
attend to their duties, including Sundays. Gate receipts 
had been too low. They did attend the meeting in the fol­
lowing month and "attested their accounts". There is also 
a note on 3 January 1791 asserting that gate-keepers were 
practising frauds, and reward was offered for information
leading to conviction. It was difficult to get "proper"
12persons for such a job.
The first keeper of the gate at The Spout before the pike- 
house was built, was Martha Wellstead, and she got 2s. a 
week for 4 weeks, and Is. a week for each subsequent week, 
according to the Minute of 27 March 1781. (It does not 
say if the Is. was extra, or by itself.) The wage for 
Inchbrook has already been given. On 28 May 1781 payments 
were made to Kezia Temple, and to the wife of James Dud­
bridge (who took over The Spout gate), and to William 
Window. The first two got 3s. a week, the last 4s. a 
week - they were women, he a man. On 4 November 1782,
John Barrett, by then at Tiltups Inn pike, was allowed 5d. 
a week for coal: as has been seen, he was moved to Inch­
brook from Dudbridge, and the Dudbridge post was filled 
on 31 December 1784 by John Teakle at 4s. a week, he taking 
over from a man named Mountain.
As the various side-roads were built, so pike-houses and 
gates were put up either where they entered the main road, 
or at some convenient, that is level, spot up the road *** 
stopping the earths, as it were. None of these early pike-
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houses were of the ‘traditional* three-faced type: only
one now survives, that at Park Stile (h on Fig V I .i .), 
though the house at Tiltups Inn survived long enough to 
be recorded. Both of these were ordinary small cottages, 
and both had hatches closed by shutters. The later Pensile 
toll-house does survive, and thi^ is of the ’traditional' 
three-faced style. The Dudbridge house was presumably 
demolished when the branch of the Midland Railway to 
Stroud from Dudbridge Junction was built, just about over 
the site: now even the railway viaduct has gone, though
the defaced milestone remains.
Revenue of the Trust: Tolls.
Revenues from tolls were much of a gamble. Turnpike roads 
were not envisaged as making a "profit": the phrase "pub­
lic utilities" occurs in the Advice to Surveyors of High­
ways of 1790.^^ But it was expected that revenues would 
accrue both to pay for the necessary maintenance, and to 
repay the various loans, or at least the interest on bonds. 
This expectation, as has been seen, was likely to be sadly 
disappointed: and some detail of this short-fall will be
given in a later chapter. Also in a later section an at­
tempt will be made to chart the toll-revenue of the Nails­
worth Trust up to the 1820s. Here it is sufficient to 
give one example from the early years, together with 
some additions as further toll-sites were added.
One example only of revenue from tolls in the early years 
need be given. The example here. Table Vl.i, is for the 
year ending 25 March 1783.
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TABLE Vl.i. Toll Receipts at various gates, for 
year ending 25 March 1783.
Gate per Mr Biggs 
Treasurer
per Mr Heaven 
surveyor
Totals
Tiltups Inn 
Nailsworth 
Inchbrook 
The Spout 
Grigshut * 
Dudbridge
29.4.11
22.17.10
13.16.2
10.15.6
6.7.0
16.0.11%
41.11.9
24.16.4
12.6.3
11.12.7
7.9.10
17.9.0%
Total
Less error in Mr. Heaven's 
receipts to be deducted
Net total
70.16.8
47.14.2
26.2.5
22 . 8.1
13.16.10
33.10.0
214.8.2
1.7.2 
£213.1.0
The figure in the Minute for 31 March was £213.0.11% ^4 
It is also noted that the Surveyor was to be allowed 
30s for loss of bad halfpence, and John Hyde of Nails­
worth gate was to get 6s.
* Grigshut was only a temporary bar; when the Nurlsgate Road 
was built, the pike site was the one just up the hill, which 
appears under different names.
Notices of meetings for Trustees were usually put up on or 
near the pike-houses, as well as lists of toll charges - 
an example of which is given later «
The first account of toll receipts did not appear in the 
annual audit till March 1783.
RECEIPTS
Nett Receipts at Toll Gates 
from 27 March 1782 to 10 
September 1782, received 
by the Treasurer
Ditto, from 10 Sept 1782 to 
20 March 1783, received by 
Mr Heaven the Surveyor
99. 2. 4
113.18. 7%
£ 213. 0.11%
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Even allowing for the newness of the road, this was not a 
very promising start in view of the heavy commitments even 
before tolls were collected, nor does the divided finan­
cial responsibility between Treasurer and Surveyor inspire 
confidence. The next year's report was hardly more en­
couraging. Receipts for the year ending 25 March were given 
as £269 l3s. The brief entry is given below.
TABLE V I . i i . Income from Lady Day 1783 to 1784.
since Lady Day 1783 to date £ 269.13. 0
Statute Duty 19, 5.11^
Sale of land 10. 6
Forfeitures 1.10. 6
Taken upon Security 215. 0. O
Sale of Hurdles 2.13. 6
598.12. Ih.
By disbursements as per accounts 587. 8. 8 
By balance with Mr Biggs (Treasurer) 4.17.10 
By Dt. with Mr Heaven (Surveyor) 6. 6. \h
598.12. IH
Thus receipts from tolls covered less than half the expen­
diture of the year, and a sum nearly equal in amount had 
to be b o r r o w e d . A l r e a d y  the Capital borrowed stood at 
£4542. 10s., without counting Interest due and owing. It 
would proably not much affect the accounts when it was ag­
reed that the Surveyor's dinner at meetings could be paid
out of Trust money if a quorum had not been reached.
Unfortunately, the next annual meeting does not give de­
tails of toll receipts, merely stating that the Treasurer's
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Accounts had been examined and passed, with a balance in 
hand of £26. 17s. 6^d,, and that there was "due on the 
credit of the Tolls the principal sum of £4542. 10s., and 
for interest for the same to 25 March, £891. 5s. 7d." This 
looks a little wry, as on 31 December 1784 they had man­
aged to let tolls for only £290, though by the following 
September this was increased to £315.
Toll Farming.
It is well established that the usual practice was to 
auction the collection of tolls to the highest bidder on 
the basis of what they had fetched in the previous year. 
This at least gave the trust a known income (though it was 
not unknown for the farmer to default when he could not 
cover his costs). On 7 April 1783 the Clerk was to give' 
notice of intention to auction the tolls in two distinct 
divisions, at Michaelmas following. And on 29 September 
1783 it was confirmed that tolls would be let to Peter 
Smith of Nailsworth for £200, and he joined the ranks of 
the Trustees that same day.
The Minute of 27 August 1784 repeated the notice for auct­
ioning tolls for a twelvemonth, but no one appeared on 
the due date of 4 October to take up the offer. The tolls 
had been offered for £290, but the highest bid was only 
£280. Peter Smith then agreed to take them for £290, pay­
ing by monthly instalments. But on 29 September 1785, he 
and William Howard agreed to take them for £315. So it 
would appear that income was at last on the increase, 
perhaps enough to cover payment of some interest, but
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with little margin for remuneration of officials or for 
repair and maintenance.
If tolls were allowed to rise too much, traffic might well 
use rival turnpike roads, such as that from Cirencester to 
Rodborough and Stroud. The receipts for tolls on that road 
for 1783-74, from the Gloucester Journal for 23 August and 
27 September 1784, provide some comparison.
Cirencester-Stroud, Rodborough Hill-Dudbridge, and Gulph 
Hill; the auction taking place at Richard Smith's, the 
Crown Inn, Minchinhampton, on 5 October
the gates at Park Corner and Round Tower £140
Rodborough and Bowl Hill 187
Burnt Ash 71
(Total) £398
The tolls for the Tetbury Roads western group were as 
follows (this is from the Gloucester Journal for 18 Oct­
ober 1784):
H i
Latter-Wood *
(Total 256.19.114)
(The Bear at Coldharbour is now Hunters Hall Inn; Long 
Ash pike lay on the Old Bath Road close to Boxwell at 
a cross-roads. The Latterwood site is the one marked 
on Fig Vl.i.)
The Tetbury Roads group was hot in competition with the 
Nailsworth Trust; in fact each might help the other, ex­
cept for the section of the Old Bath Road from the top of 
Frocester Hill to near Coldharbour.
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Receipts for these three trusts are very similar, but it 
must be remembered that the Nailsworth road was a new one, 
and that the expenses of construction had to be covered, 
though existing turnpike trusts often had to borrow not- 
inconsiderable sums to pay for necessary repair. An at­
tempt will be made later to show the fluctuations in rev­
enue of the Nailsworth Trust. Not every year was recorded, 
and differences occurred when new, or alternative, gates 
were added, for example that up Hampton Hill or the new 
Pensile Road. The Selsley common, and Nurlsgate, road was 
kept as a separate district, and its accounts did not aff­
ect those of the main road.
Toll Farmers.
It is of interest to obtain glimpses of those who actually 
bid for, or acquired, the farm of the tolls. In the early 
days when public auction failed (probably because those pre­
pared to bid did not consider the risk a good one), the 
Trustees themselves had to step in. Thus on 25 September 
1786 J Cooper offered £303 (excluding Grigshut) for all 
the gates, his security being Nathaniel Peach, both being 
of Rooksmoor. It seems that Park Stile replaced Grigshut 
about this time: Kezia Temple handed in money from "Wood­
chester Gate" on the road from Frocester Hill to Mr Paul’s 
Mill, amounting to £8. 3s. 4d. as from 4 December 1786, 
and she was allowed £3. 12s. 9d. for her time and trouble. 
In September 1787 Miss Ann Pierce, spinster, of Rodborough 
parish, offered £310, her security being John Cooper. 
(Ebenezer Earle was now keeper of the Pafk Stile gate
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at 2s. 6d. a week, which on 2 October 1788 was increased 
to 3s.). At the 1788 toll auction Robert Evans bid £99 
for Tiltups Inn Gate, with Peter Smith for security, John 
Hyde bid £o8 for Nailsworth Hill Gate ("his” gate), again 
on the security of Peter Smith, and John Barrett bid £53 
for the gate at Inchbrook - presumably he was still keeper 
there, naming Richard Cockle as his security or backer. 
Betty Didbridge (? Dudbridge) put in £55 for The Spout, 
being backed by Thomas Cooper, and William Browning off­
ered £65 for the Light Pill Gate, naming Isaac Browning
as his security. Payment was to be made by monthly in­
instalments, the notes of hand of the sponsors being 
handed over to, and held by, the Treasurer.
Parish Composition .
Tolls provided the main source of revenue for turnpike 
trusts to repair their roads, pay interest on bonds, and 
perhaps repay capital loans. It seems unlikely that all 
these were frequently achieved. But there was another, 
minor, source of income. This was from parish contribut­
ions, based on the legal obligation to perform statutory 
labour on the repair of roads in the parish.
It seems unfair that parish rate-payers should have had 
to pay not only for their parish roads but also for such 
roads "improved" by trusts: even more on new roads such
as those of the Nailsworth Trusts, which had not previously 
existed. Nevertheless, statutory labour (or a cash equi­
valent) remained a legal obligation until 1835.
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Of course, the burden of wear and tear on parish roads 
might be eased by the concentration of traffic on the 
toll roads; and there does not seem always to have been 
resentment or a lack of co-operation between the two road 
bodies - especially perhaps when it is realised that both 
were run by the same class of people, sometimes by the 
same people.
Here it may be noted that when Nailsworth bridge was to 
be widened as a by-product of the Trust (Minute of 20 Feb­
ruary 1781), the Nailsworth division of Avening parish 
roads proposed that the covered archway in front of the 
George Inn should be extended, and offered to pay half 
the costs of enlargement.
The Nailsworth Trust was certainly not prepared to forego 
its entitlement to parish assistance. On 13 November 1781 
instructions were issued that notices should be served on 
the various surveyors of the parish roads to give in lists 
at a meeting on 7 December of all those who were liable 
for road statute duty. These lists duly arrived (two 
parishes somewhat later than the others) and the parish 
surveyors were then given the option whether to have their 
share done by statute labour, or whether the rate-payers 
would prefer to pay a composition instead. The latter 
course was invariably followed.
The system worked like this. In the later summer or early 
autumn, the Clerk sent notices to the parish surveyors for 
their lists. During December, these surveyors agreed with 
the Clerk of the Trust on the proportion and amounts to be
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paid. The money thus received was sometimes recorded in 
the annual financial statement on Lady Day, or perhaps 
given in a Minute, or at the back of the Minute Book. Occ­
asionally no specific detail was entered. The Minute for 
22 December 1783 stated that, after agreeing on the pro­
portion of the parish rate to come to the Trust, the sur­
veyors were given fourteen days to pay, though it seems 
possible that this took rather more time.^^
The situation seems as formal and clumsy as that by which 
in the earlier part of the century the JPs had enforced 
road repair on reluctant parishes. The revenue from this 
source seems small, but the arrangement illuminates the 
way local affairs were run in the absence of an elected 
council and a general rate.
Table VI.iii shows the income (or part of it) that the 
Trust got from the various parishes and tithings through 
which the main road passed. Note that Nailsworth was not 
a separate authority until late in the nineteenth century, 
and also that while part of Nailsworth itself extended 
into Minchinhampton parish, as Lower Nailsworth, the main 
road did not.
At Lady Day 1783, the parish surveyor for Nailsworth 
(Avening) Tithing was Mr Day; for Rodborough (Minchin­
hampton) Tithing, Mr Webb; for Rodborough parish Mr 
John Cooper; and for Woodchester Parish Mr W Hill and 
Mr W Merrett. Usually the names of the parish survey­
ors were entered, but this proves the point that both 
organisations might be run by the same people. Mr Day
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is presumably of Day’s mill, and Mr Webb of Egypt;
Mr Cooper was a trustee, Mr Hill is recorded by Tann at 
Inchbrook mill in the 1750s, and Mr Merrett is likely to 
be of the family of Merrett*s mill - he was also recorded 
as surveyor for Barton End (Horsley) Tithing in 1782. 
Nailsworth Tithing (Horsley) had a Mr Thomas Finch as 
surveyor, but his name does not occur elsewhere in the 
Minutes.
TABLE V I .iii. Parish Composition - payments to the 
Nailsworth Trust.
Tithing Agreed rate Amount , by years ending 25 March.
or parish in 1781.* 1782 1783 1784 1785 1786
Barton End
(Horsley) Is 9d 4,9,Oh 4.8.4
Nailsworth
(Horsley) Is 6d 1.0.10% 1.2.6. 1.2.6
Nailsworth
3.12.0*^(Avening) Is 6d 3.0.2 3.14.6 3.14.6
Rodborough
(M* t o n ) Is 6d 3.14.7 5.1.0 5.1.0
Woodchester
Parish Is 8d 4.0.3 3.17.1% 3.8.6
Rodborough
Parish Is 3d 5.10.10 5.10.8 6.6.2
On 2 -April 1784 the total Statute Duty 19.5.11^ was recorded 
in toto.
Note the rate agreed would vary somewhat from year to year.
Meeting Places of the Committ e e .
The" Committee of the new Trust first met at The Lodge on 
Minchinhampton common. For the first few months this was 
their most frequent meeting place. At other times they 
might meet at the residence of a trustee, as for example 
at Mr Nathaniel Peach’s on 23 June 1780, at Mr Wade’s on 
11 December, and at Obadiah Paul’s house (presumably Grig-
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shot House) on 20 February 1781. Several meetings were 
recorded at "Walter Smith's house at Woodchester" which is 
likely to have been the Ram Inn still there in South Wood­
chester. When the trustees walked on 30 May 1781 the whole 
length of the road from Tiltups Inn to Dudbridge, they met 
(for dinner and congratulatory drinks?) at the Golden Gross 
at Cainscross. It is to be expected that their carriages 
would be waiting to take them back afterwards to their homes,
On Friday 1 June 1781 their meeting was at the house of 
Mr Biggs in Nailsworth. Thus they seem actually to have 
inspected places where there Was a problem^or a dispute 
to be settled.
It was obviously inconvenient to meet in this semi-nomadic 
fashion at different places, and on 29 January 1782 there 
is the first mention of the "new building for an Inn".
This was to be built on a plot of land (No. 95 on Rice's 
Plan) at The Spout, where the road down-hill from Rodbor­
ough common joined the newer road near Grigshut. This land 
had been donated by G 0 Paul.
The Committee continued to meet at Walter Smith's up to 
16 December 1782, but the next meeting was held at James 
Elderton's "house" in Rodborough, that is Rodborough par­
ish. This was the Fleece Inn, of which Elderton was the 
first inn-keeper (see Appendix 14). The building is still 
there, though now called Highgrove. The name of Fleece 
occurs on 31 March 1783 when the Minute recorded that the 
next meeting would take place "by the sign of the Fleece
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Inn situated in Rodborough” . Thereafter the Fleece be­
came the recognised meeting-place of the Trust, and was 
where the parish surveyors would bring their accounts of 
parish composition. It was not till 1858 that meetings 
transferred to the George Inn in Nailsworth, and this 
may well be due to the construction of the branch line 
of the Midland Railway from Dudbridge to Nailsworth, as 
well as the fact that then the chief Trustees lived there 
or just up the valley towards Avening. G 0 Paul, Obadiah 
Paul, Peach, Cooper and Wade by contrast had their resi­
dences much nearer to the Fleece itself.
Commen t .
The genesis and development of a completely new road has 
now been followed, from its inception as an ”improvement” 
of existing roads and tracks to the construction of an en­
tirely new alignment where previously no road had existed, 
except for short stretches. From the membership of the 
Committee, and from the record of attendance at meetings, 
it appears that the impulse and driving force came from 
the mill-owners or managers of the middle portion of the 
valley - between Inchbrook and Rooksmoor. Some miIlmen 
or clothiers appear to have sho^tm little interest, but 
these were mostly at either end of the road, and reasons 
for this have been tentatively suggested.
It is worthy of emphasising again that this road seems to 
have had little to do with the other valleys of the Stroud- 
water area, and these valleys did not receive new roads 
for at least another twenty years. The Nailsworth road
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seems to have arisen from debates within the Tetbury group, 
and it was certainly linked at its southern end with the 
road west from Tetbury, and also with the Gloucester-Bath 
road a little further to the south. And it is also worth 
remembering that one of the declared intentions was to 
"facilitate the Communications between Bath and Gloucester" 
and other places to north and west. In the other, later, 
new valley roads of the Stroudwater area, the connection 
with mills is not obvious: the need to open communications
is the main motive, doubtless with the transit of manu­
factured goods and raw materials in mind, ,but only in the 
case of the Stroud-Chalford valley is the convenience of 
manufactories obviously of major importance.
After the first flush of enthusiasm, the management of the 
Nailsworth Trust appears to have been similar to that of 
other trusts, such as are noted by Booker, where attendance 
was sparse and the affairs often run almost single-handedly 
by clerk or treasurer. But in the case of the Nailsworth 
Trust in its formative years, the central core of the Com­
mittee was very much in control, for which see Table VI.iv. 
It may also be noted that those who took the most active 
part were also those who sought change in the clothing in­
dustry. This association will receive only brief mention 
in this study, but enterprise and innovation went hand 
in hand from, say, the 1770s to the 1820s, when the cloth­
ing industry in the Stroudwater (Xi€C\ was undergoing fun­
damental change.
F I G  V I . i i .  A t t e n d a n c e  a t  C o m m i t t e e  m e e t i n g s , 
M a r c h  1780 -  O c t o b e r  I78I.
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TABLE VI.iv. Attendance at the first 100 Committee 
meetings. (taken to 29 October 1787)
financial year 
ending 25 March 1781 1782 1783 1784 1785 1786-87* Total
GO Paul 7 5 6 4 5 7 34
J Wade 22 11 4 2 2 3 44
N Peach Snr. 7 7
N Peach Jnr. 3 4 6 13
H Cooke 1 1 2
H Jeffreys 1 1 2 4
T Pavey 20 10 7 4 5 10 56
J Hawker 3 9 12
0 Paul 22 20 7 8 9 13 79
T Cooper 6 9 4 6 5 11 41
WR Tyndale 8 14 7 4 2 5 40
T Baylis 23 15 5 8 7 14 72
W Biggs (Treasurer) 15 11 5 4 6 10 51
’ W Knignt 7 ■ 2 6 1 1 17
WG Peach 5 8 3 5 21
R Cockle 8 3 2 3 1 5 22
W Harris 8 3 2 13
S Wathen 8 13 5 7 6 8 47
P Hawker 5 5 2 1 13
W Halliday 1 1 1 3
W Frost 4 2 2 8
J Gidley 1 1
R Webb 3 2 5 2 1 13
R Aldridge 1 1 2 4
S Remmington 3 1 4
J Day 1 1
W Smith 5 3 1 3 12
R Farmer 1 1
T Shurmur 1 1 !
R Saunders 1 1 !
R Capel 1 1 1 3 1
E Wilbraham 3 3 i
J Cooper 2 2 !
T Wathen 1 1
No. of meetings
(including no quorum)38 24 10 11 10 17 100
to 29 Oct 1787
* The figures for this last column are distorted by the 
inclusion of meeting past the annual Lady Day meeting: this
is for the convenience of obtaining a % in the Table.
(Note: the figures are subject to human error, both then
and now: for example, on 28 May 1781 no one seems to have
signed the book.)
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Notes to Table VI.iv.
The extra number of meetings in the first year is to be 
expected, when numerous matters concerning construction, 
purchase of land, etc. needed speedy resolution. There­
after the number of meetings diminished to rather less 
than one a month. (The last column comprises eighteen 
months* duration.)
The Table clearly shows the solid core of active members: 
and again the weight of persons from the middle part of 
the valley. Those above the ruled line were at the first 
meeting on 30 March 1780 - clearly they were among the 
most concerned.
The names are of those who signed the Book. Not all were members 
of the Trust. For example, W Halliday attended when matters 
arose concerning the purchase of his land; J Day came to lodge
his objection to the siting of a toll-gate by his mill; Thomas
Shurmur to claim compensation for loss of water (i.e. power) 
owing to road works, and so on. The reason for the attendance 
of R Farmer is not known, but J Gidley*s one appearance must be 
because no other member of the firm of Peach & Gidley could come 
on that day.
The absence of some was due to death (for example Nathaniel Peach 
Junior took the oath on 20 October 1983 after the demise of his 
father) or disqualification from refusal to act - the two cate­
gories are not separated in the Minutes.
The illiteracy of William Frost has been referred to, but on 
26 May 1783 his name appears neatly written: at the next meeting
the Committee took steps to bring him "to justice, so that he might 
be convicted" for evading tolls. Perhaps he had walked out in a 
rage, and another entered his name. It is perhaps a little sur­
prising to find in the minute of 23 September 1793 that the list 
of Trustees recorded as dead includes not only such strong sup­
porters as Thomas Pavey, John Wade and Richard Cockle but also
William Frost - all said to be "gentlemen".
On some occasions only 2 or 3 members turned up, so there was no
quorum, but on two occasions at least business was done: on one
occasion for the exchange of bonds between Biggs and Bailey, who 
were both there, and on another to hear the accounts of parish 
surveyors.
Trustees came, and went - either through death or refusal to 
act. The Minute for 28 September 1795 refers to the "annual 
Trustee election"; that for 13 August 1792 reminded the meeting 
that notice for the election of new Trustees had to be given.
But the Minute Book can be used to throw more light on the affair 
of the dismissal of William Wilkins, the first Clerk/Surveyor.
(See Appendix 4.)
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Chapter V I . REFERENCES.
1 It was on 3l March that the Surveyor was told to 
get a "proper wall" made against Mr Sheppard * s 
wood in Barley Hill Grove "with the untmost Ex­
pedition" .
2 Meikle W P, Highway Repairs in the eighteenth century, 
Newcomen Soc. Trans., 1940-41, 123, has details of 
road maintenance and parish accounts, including the 
mention of a road plough in 1769.
Chibnall J, The Roads of Buckinghamshire ... op ci t ., 
has a list of typical road repair tools in the 
early nineteenth century.
3 Howard did the report on the New Road from Forwood 
to Trapend Gate in 1801. In 1813 he was surveyor 
for Woodchester parish, succeeding Thomas Dauncey. 
Dauncey had become surveyor for the Trust on How­
ard's resignation in 1803, but though his contract 
was renewed in 1811, he too resigned in 1818, and 
Howard again took the repair contract. Howard 
finally resigned on 6 September 1826, having been 
surveyor for the Trust for a considerable length 
of time.
4 Grigshut in the Minute Book: elsewhere it appears
as Grigshot.
5 A few measurements of former turnpike roads in the 
Stroud area gave road widths from 33 to 36 feet, 
of which the centre 12 feet had been "stoned".
Parish roads, usually to be distinguished from 
turnpike roads by their lack of verges, were 
usually 12 to 14 feet in width; and tracks up­
hill were 6 to 9 feet wide. The turnpike east­
wards from Minchinhampton had wider verges (since 
found useful for widening) than others, perhaps 
because it was the main route for cattle driving 
from the Severn to the east.
6 Cob's stone has not been located on a map. It 
may possibly have been a mounting block when the 
level top of the common was reached: this is a
suggestion only.
7 Though the Selsley road was regarded as a separate 
district, Stanley Gate was included for auctions 
with those of the main Nailsworth roads. No ref­
erence however has been found to an auction for 
the Buckholt Wood gate, nor for the very temporary 
early bar at Grigshut - this of course was the 
private property of the Paul firm.
8 The site of the Hayward's Field toll-bar is now 
a roundabout, the site having long since been 
moved eastwards to the turning to Ryeford and 
Stanley (King's) mill.
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9 These two roads are not marked on Fig VI.i.
10 Nathaniel Dyer, architect of Nailsworth, and
land surveyor, designed St George's chapel, at 
Nailsworth in 1794: he charged no fee. VCH xi,
209, 215, 218.
11 Information supplied by the late Mr Mortimer of 
Nailsworth.
12 It is not understood how gate-keepers managed 
to subsist on such low wages. Perhaps they had 
other jobs as well, or a family in work, or 
perhaps they defrauded travellers, and the Trust?
13 GRO Signal pamphlet. Turnpikes, H 17. This teaching 
booklet has many very telling reproductions of 
turnpike, and other, material.
14 There is a difference unaccounted for of:' ^ d .
15 Toll receipts for the year ending 25 March 1784
were given as £213. Is., and for the following 
year as £269. 13s. At least this was a rise in 
income: it is likely that it took time for the
advantages of the new road, as well as its exist­
ence, to become well-known, or for coach routes 
to be adjusted.
16 The Crown Inn, a handsome building, still stands
as a hostelry in the market square of Minchinhampton.
17 On 2 July 1810, William Neall of Minchinhampton^ 
parish surveyor, refused to pay his £6. 10s. com­
position money. Still refusing by 25 February 1811, 
he was to be summoned to a petty sessional court 
at The Fleece; by this date he was no longer the 
parish surveyor.
18 The sum of £3. 12s. for Nailsworth (Avening) in 
1782 excluded 2s. 4^d., deducted by reason of 
the property of Mr Yeates being void. The Yeates 
family had held Freames mill in the earlier 18th 
century. VCH x i .
19 Neither Mr Day nor Mr Webb seem to have supported 
the Trust in any positive way. However, Richard 
Webb later took part, and became a trustee.
20 For a fuller account of the vicissitudes of an 
18th century innkeeper, see Cox C, Bankruptcy at 
the Bull (Fairford) in Gloucestershire Community 
Council Local History Bulletin, No. 40, Autumn 1979. 
This deals with the bankruptcy proceedings against 
George Phillips of The Bull in 1790s.
21 It is ironic that when James Dalby, second Clerk 
to the Trust, died in 1794, his place as Clerk was 
filled by Peter Leversage who had earlier been such 
a strong opponent of the Trust.
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Chapter V I I . DEVELOPMENT OF A NEW. SYSTEM OF TURNPIKE 
ROADS IN THE STROUDWATER AREA.
Introduction
The Nailsworth Trust built its new road in 1780-81, but 
it was to be another twenty years before the other 
valleys of the Stroudwater system got their *new' 
alignments. In chronological order, these were:
1 . Lightpi11-Stroud; Stroud up the Slad valley to
Poston's Ash inn, where it met the existing road 
from Bisley to Birdlip.
39/40 G iii c.43, 1800/01.
2 A road partly 'new* from Nailsworth through the
village of Horsley, thence through Latterwood
to meet the Old Bath Road at a spot to the north 
of the existing pike.
39/40 G iii c.75.^
3 From Stroud up the main valley of the Frome to
Chalford, then up the hill-side by the now cust­
omary sweeping curves to join the existing turn-
2pike to Cirencester "at or near the 7th milestone".
ir So
5% G 111 c.%, 18 1 # ^ ,
4 From Stroud to Pitchcombe, on the opposite side
of the valley from the existing Wick Street, 
turning up-hill to cross the scarp edge at the 
col of the Horsepools, then down to Brookthorpe, 
where it met the existing track to Gloucester.
'58 G iii c.l, 1818.
5 From Pitchcombe the road was continued up the
valley through Painswick to meet the existing
scarp-rim road to Cheltenham at Prinknash Park
3
Wall (Cranham Corner).
59 G iii C.42, 1819. and continuing on from Cranham 
Corner a new alignment was constructed down the scarp 
face to the Vale and on in a straight line through Shur- 
dington (where the only previously existing stretch of 
road pre-dated the new road) to Cheltenham.
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The complete road from Cheltenham through Pains­
wick and past Pitchcombe to Stroud now forms the 
A46, linking beyond Stroud with the A46 along 
the Nailsworth valley.
1 G iv C.16, 1820.
7 A road close to the valley bottom from Nailsworth
to Avening.
3 G iv c.16, 1822/23.
8 A road from Cainscross across the level river
terrace to the lower end of Stroud; and from 
Stroud up the steep side of Rodborough common to 
meet the existing Cirencester turnpike near the 
Bear Inn.
6 G iv C.64, 1825.
All these roads were new wholly or in part; and all 
exhibit the serpentine curves athwart the contours in 
the way first employed in this area by the Nailsworth 
Trust. In addition the ancient route up Stroud Hill 
to Bisley was improved under turnpike authority, by 
4 G iv C . 2 3  of 1 8 2 3 ,  and various additions or alter­
ations were made to existing turnpikes; for example, 
the New Road to Minchinhampton mentioned previously, 
while a direct link was made in 1 8 2 2  from the Buckholt 
Wood toll-house of the Selsley road to the road to Uley 
near Hetty Pegler's Tump - a Neolithic long-barrow.
An alteration of considerably more importance was that 
incorporated into the 1814 Chalford Road Act, 54 G iii 
C.80. An exchange of land was made with Earl Bathurst 
of Cirencester Park whereby he gave up some land at 
Hermitage Bottom (south of the Park) to shorten the 
way from the Tetbury road toll-site towards Minchin­
hampton, in return for getting the former public road
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through the Park grounds closed. This was confirmed by 
58 G iii c.23 of 1818, and virtually ended the use of 
the ancient track from Cirencester to Bisley (and Pains­
wick) called, in this study, the Bisley Path.
A number of other turnpike proposals were made in the 
1820s which did not reach the statute book. For example, 
a proposal was made to put under toll the parish highway 
from Poston's Ash through Miserden, Edgeworth and Sap- 
perton parishes to the Cirencester tunrpike road; and 
an extension of the Nailsworth-Avening road onward to 
join the Fosse Way at Trull Farm. Another proposal was 
for a road from Avening church along the edge of Gat- 
combe Park to Minchinhampton, or alternatively a road 
from Minchinhampton common cross-roads (Tom Long's Post) 
to Griffins mill in the Frome valley. None w-OuS under­
taken. The authors of the scheme were not named - 
Petitions usually were from "inhabitants, gentlemen and 
land-owners" etc., but these schemes seem likely to 
have been in the almost exclusive interest, and for the 
convenience, of those gentlemen who lived in mansions on 
the proposed route. The map outlining the first proposal 
would have taken the new road right past Miserden House
- the only 'new' section that side of the valley of the 
4
Frome.
Another proposal of greater public importance was that 
to build a new road from Dudbridge through or past 
King's Stanley, Leonard Stanley and Frocester, to join 
the main Gloucester-Bristol road (the A 38) at a place
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called Broadlam Pitch. Nothing apparently was done 
about this, but it is of interest that the existing 
road, which passed through these villages a little 
higher up the gentle slopes than the proposed new road, 
was shown by David Ricardo junior on his map of local 
turnpike roads in 1847,^ and the route appears as in 
use by stage-coaches on various contemporary maps; 
but no enabling Act has been traced, nor any sign of 
toll-house or milestone found by the present writer. 
Strictly speaking, this route should not be counted 
as one of the Stroudwater system, though it was cer­
tainly 'local'. Another peripheral road received a 
late Act, in 16/17 V c.xi of 1853. This was the remain­
ing part of the former road from Painswick to Chelt­
enham via Birdlip, also rather outside the scope of 
this study. The section of this scarp-rim route from 
near Painswick Castles to Prinknash Park Wall had been 
discontinued when the new road to Cheltenham has been 
built, but the remainder was given theoretical renewed 
li£.e as a turnpike from Upton St Leonards to Birdlip. 
However, it does not appear that the Act was actually 
put into effect.^
It may also be noted that the road north from Tet­
bury through Avening to Tayloe's mill pond in Chal­
ford Bottom had its authority extended, by 41 G iii 
C . 8 5  of 1 8 0 1 ,  to Poston's Ash there to link with the 
new Slad valley road.
Thus by 1825 all the main, and some tributary, valleys
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of the Stroudwater system had received new align­
ments. These may now be considered in individual 
detail, valley by valley.
Stroud-Pitchcombe-Gloucester; the Horsepools road.
(No. 4) The Petition for a new road between Stroud 
and Gloucester was presented to the House of Commons 
on 31 January 1818, but few details appear in that 
House's Journal. However, a preliminary leaflet put 
forward the case for this road, claiming that it would 
open a safe and easy communication between Gloucester 
and Stroud "not more than Eight Miles and a Half in 
length", and that very great accommodation would be 
afforded to all the line of country through which the 
road would pass, "which is at present almost inaccess­
ible, on account of the badness of the Roads". It also 
claimed that "In the whole Course of the proposed Road, 
hardly one Land-owner dissents, and the Trustees of 
the Old Line of Road through Painswick are perfectly 
satisfied". (That is, Wick Street.) A somewhat 
crude plan of the proposed road, and a comparison with 
the existing roads along Wick Street, and through Stan- 
dish and Stonehouse, were attached to the leaflet.
There are no signs in the House of Commons Journal of 
counter-petitions, though the leaflet said "some Gen­
tlemen, who have an Interest in the line through Cains­
cross, have determined to offer every opposition to the 
measure, with a view to compel the Inhabitants of 
Stroud and of the populous District between that place
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and Cirencester to. submit to the inconvenience o f .travell­
ing upwards of Four Miles out of their Course, merely 
to increase the Tolls of the Cainscross district of 
Roads” .
The more sophisticated Plan deposited with the Clerk of 
Peace of the County was produced by Charles Baker, who 
was also responsible for many excellent maps of local 
parishes about this time.^ This Plan of 1816 shows the 
whole route, completely new as far as the village of 
Brookthorpe at the base of the scarp. Its character­
istics may be briefly noted here:
From Stroud to Pitchcombe the road follows the course 
of the Painswick stream, but on the right flank of the 
valley where the slope provides much visual evidence 
of hill-slip and slumping. (A cutting where the road 
from Pitchcombe itself was slightly diverted where it 
joined the main road showed exposures of layers of 
down-wash, blue clay, gravel and sands and fragments 
- some of a good size - of rock. Lack both of time 
and a camera prevented.a fuller record than a sketch.) 
Wick Street lies on the other side of the valley, 
mostly on a broad shelf above the heads of small tri­
butary brooks. In the section as far as Pitchcombe, 
there is virtually no valley floor and the road as­
cends at a gentle gradient. The original intention 
seems to have been to take the road up to and round 
Pitchcombe village, but in the event it was instead 
taken across the side combe on on embankment, and
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then up the slope of the hi11-side by a not-unreason- 
able gradient (with two steeper portions) to the col 
at the Horsepools, from where it descended by the now 
normal sinuous curves to Brookthorpe. Here it joined 
the 'existing' turnpike road to Gloucester. This is 
the present easiest - and shortest - route between 
Stroud and Gloucester.
The Petitioners' leaflet referred to the "Populous
Manufacturing District in that neighbourhood", but
Baker's map clearly shows that only a handful of mills
could receive any advantage from the new road: those
named as Drews, Paper, Rock, and Messrs. Beard & Co.,
known to-day as Salmon Springs, Grove, Rock and Lower
Pitchcombe mills, though most of the mill buildings
have been demolished. In fact, mills up the valley
as far as Painswick were adequately served by short
links with Wick Street, and only the three lowest
named here would derive better advantage from the new 
g
road. Quite clearly the real intention was to achieve 
a better communication between Stroud and Gloucester, 
and in this the Petitioners were successful.
Pi tchcombe-Painswi ck-Cheltenham.
The trustees of the existing Gloucester Eastgate 
Turnpike (the road through Painswick and along Wick 
Street to Stroud) were said in the Petition to sup­
port the new route, though it could deprive the old 
road of much of its revenue. Presumably the reason 
for such support is to be found in the succeeding year
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when, by 59 G iii c.42 the new alignment was continued
beyond Pitchcombe up to and beyond Painswick. The Plan
• ■ 10
for this new road was drawn up by Charles Baker. The 
projected route had to keep to the lower slopes of the 
hill-side until the deep and steep cleft of the tribut­
ary Washbrook had been passed, and then it could ascend 
rather sharply over the break of slope into Painswick 
itself, after which it climbed gradually to the col at 
Cranham Corner (Prinknash Park Wall), where it crossed 
not only the Portway but also the existing rim road to 
Birdlip and Cheltenham. As with the Nailsworth Trust 
road, this new route cut across many existing "vertical" 
tracks, one result being that the (former) Adam & Eve 
Inn at Paradise was left facing away from the road, as 
it had been built on an existing hill-side road.
The Preliminary Drawings for the OS 1 inch 1st edition 
depict milestones on the old rim road from The Castles 
to beyond Cranham.Corner, and there are various ref­
erences to its former status as a turnpike road, in­
cluding one on Baker's Plan at the approach to Chelten­
ham.
The next, and immediate step was to continue this new 
road down the scarp from Cranham Corner to Cheltenham 
itself. This was done by 1 G iv c.16, and the Plan shows 
that apart from the village of Shurdington, the road was 
an entirely new construction, running dead-straight 
across the Vale - and so at times being mistaken for a 
Roman road. The gradient is not impossible down the
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scarp face (though with one or two rather steep ascents, 
and one great hair-pin bend called Fiddler's Elbow). 
Clearly here was no direct connection with valley indus­
try, nor can it really be termed a 'valley* road, as 
most of the route within the Stroudwater system is in 
fact well up the hill-side. But it certainly did pro­
vide a much improved line of communication between Chelt­
enham and Bath, and no doubt this easier route was of 
great benefit to the carriage-trade owners of property, 
as well as to travellers from more distant parts. The 
finished cloth of the district, however, was destined 
not for Bath or Cheltenham, but mainly for London.
Lightpill-Stroud; Stroud-Slad valley-Birdlip.
The neighbouring Slad valley has even less of a flood- ■
plain of. floor than the Painswick valley, being sharply
cut into a V except where two head combes meet above
Steanbridge - which was the valley crossing-point of
the Bisley Path. The sides of the valley are steep,
the right flank showing much land-slip and slumping,
while the left flank has a fairly wide shelf, but one
much more deeply incised by side brooks than that of
11the Painswick valley. The high.ground between the 
Slad and Painswick valleys seems to have had a track­
way along the top, though inferior to the more con­
venient Wick Street, and apparently little used in 
later historical times. The Slad valley was, and re­
mains to-day, curiously isolated and with far less
settlement than any of the other valleys of the Frome 
12
system.
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There were some cloth mills, mostly near Stroud, one
13of which - the Vatch - was of considerable size; but 
their access tracks were mostly up the left flank to 
Stroud and its working p o p u l a t i o n s ^ T h e  proposals in 
the Petition and the Bill were for a road from the turn­
pike gate at Lightpill (on the Nailsworth Trust road) 
across the foot of Rodborough hill to join the Ciren­
cester turnpike close to Wallbridge, thus for the first 
time providing direct public access for vehicles between 
the Nailsworth and the Stroud valleys. Hitherto wheeled 
traffic had to make the circuitous journey to Cainscross 
and through Paganhill to reach the lower end of Stroud.
The new road left this lower end of Stroud at Badbrook 
on the Slad stream, then gradually snaked up the steep 
hill-side of the Slad valley on the western, or right- 
hand, flank, as with the new Pitchcombe and Painswick 
roads. It crossed the Bisley Path at Builds Cross, 
from where it had a short, rather steep, ascent to the 
level ridge-top; from here it headed for Poston's Ash 
to join the existing route north from Chalford for Bird­
lip. There was a pronounced hair-pin bend on this road 
too, on the Stroud side of the village of Slad, and 
the inn in that village, like that at Paradise above 
Painswick, now faces the 'wrong* way.
The Bill claimed that it would "be a great Benefit ... 
Petitioners ... owners of Estates ... or Inhabitants, 
within or near the said Parishes and Places, which are 
very populous, and in which many very considerable
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Clothing Manufactories are carried out ..." This how­
ever applied only to the relatively short stretch from 
Lightpill to Stroud and to the stretch from Badbrook to 
The Vatch, and it was still a very steep pull up from 
most of these mills to the new road. The succeeding 
sentences of the Bill probably gave the more compelling 
reason, where it was stated that it would "open a shorter 
and better Communication than at present between Bath 
and Cheltenham, and will also be of Public Utility".
So it looks as if the remarks about populous places and 
considerable manufactories were really conventional 
phrasing, and it is noticeable that when the Painswick 
valley roads were proposed, some fifteen or more years 
later» little that was positive was said about the ad­
vantage to industry. It would seem that here too the 
paramount concern was that of communication between Bath 
and Cheltenham, perhaps an indication of increased traffic 
between these two towns.
The scheme quickly gained approval and received the 
royal assent on 30 May 1800, only three months after 
presentation of the, Petition. There is no hint of opp­
osition, nor were there visible signs of opposition in 
the later Acts for the roads up Painswick valley. The 
proceedings seem to have been virtually a formality, 
few interests being affected other than those of the 
owners of land through which the road was to pass. Some 
roads or tracks up to the top of Wickridge were to be 
stopped, but the new road in these places gave better 
access to offset the cost of tolls. In the Painswick
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valley, for the most part the mills had better access 
to Stroud by ascending to the existing Wick Street.
It is to be noticed that the route from Cheltenham to 
Bath across the Stroudwater hills was moved twice. At 
first there was the road north from Tetbury through Av­
ening, Chalford Bottom and Bisley to Birdlip. Then came 
a better route down the Slad valley, though few settle­
ments were passed on this road. Finally came the present 
A46 from Cheltenham up the scarp to Cranham Corner and
then down the Painswick valley. One important consequ­
ence of these latter two roads was that for the first 
time there was a direct route from Stroud itself towards 
Bath; the earlier route along Wick Street had turned 
right just before Stroud, and had reached the Nailsworth 
road through Cainscross. Now the link through Lightpill 
enabled travellers to take a more direct route.
Stroud-Chalford-7th Milestone; the Chalford roa d .
It was not.till 1813 that a Petition for a new road up 
the Frome valley was presented to Parliament, on 18 Nov­
ember. This proposed a route very similar in character 
to that of the much earlier Nailsworth valley road. The 
new road ran alongside and close to the valley bottom 
which here, as in the Nailsworth valley, had greater 
width than in the other valleys of the river system. 
Having reached the virtual limit of industry at Chalford 
(there were one or two mills higher up), it then climbed 
the steep hill-side in typical serpentine fashion to 
join the existing Cirencester turnpike on top, in much
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the same way as the Nailsworth road south of Tiltups Inn
met the turnpike road for Bath; but the Stroud-Chalford
road headed eastwards for Cirencester and London, the
Nailsworth road for Bath, with close access to Tetbury.
The Chalford road too was to have side-roads, though
fewer than those of the Nailsworth Trust. One was from
The Bourne (where, as noted earlier, a side-road came
down from the Tetbury-Bisley-Birdlip turnpike) up the
Toadsmoor valley and the mills there as far as Burcomb
Bottom, from where it could join the Tetbury-Bisley
road. Another side-road was to go up through Brims-
17
combe to the "Cross Ways" on Hampton common; While 
the exchange of land nearer Cirencester with Earl Bath­
urst has already received notice.
This proposed road did encounter opposition, though 
from the humbler inhabitants of the valley, and this 
will be mentioned below. Other points of interest are 
that the original scheme was to take a route between 
Stroud and Bowbridge (one mile above the town) rather 
different from the one finally built. Secondly, the 
Plan contained a direct route from Cainscross to Stroud, 
but which in fact was not taken in hand for another ten 
years. The odd thing is that another Petition, also 
on 18 November 1813, is recorded in the Journal of the 
House of Commons: of the "Cainscross & Cirencester
Roads" petitioners. Whether this was a rival group, 
or whether there was a confusion of titles, cannot be 
ascertained. Traffic however had to continue to use the 
road through Paganhill from Cainscross to Stroud for 
several more years.
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Four counter-petitions were recorded, from Inhabitants 
of (the parishes of) Tarleton & Rodmarton; Rendcombe. 
North Cerney & Bagendon; Dagliijj^rth & Stratton: Coates.
& Sapperton. At the second reading of the Bill for "cer­
tain roads from the Town of Stroud", these Petitions 
were referred to committee with the remark that people 
concerned could appear and "are to have Voices", but
in the end only Dag1inworth and Stratton parishes were
^ , 18 represented.
It is far from clear how some of these parishes were 
concerned with this new road. Daglinj^orth might poss­
ibly have suffered from the suppression of the Bisley 
Path (Stratton too), while owners of property in Coates 
might hope to gain compensation for land compulsorily 
acquired. But nothing further is heard from the other 
petitioners, though one person did apparently appear, 
in person or through counsel. This was Elizabeth Greg­
ory, widow, with her infant daughter Elizabeth. What 
her grounds of complaint were is not stated: presumably
it was settled as nothing further was recorded, and the 
Bill gained the Royal Assent on 27 May 1814.
So it seems that this new road resembled, though in 
lesser degree, that of the Nailsworth Trust in having 
some opposition to surmount. It also resembled the Nails­
worth road in being of direct and positive advantage 
to the numerous mills, and a great improvement on the 
existing hill-side settlement tracks. But no opposit­
ion from the Cirencester Trust was recorded. This may be
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because the Nailsworth road had already pre-empted traff­
ic and tolls in the stretch between Minchinhampton and 
Rodborough, but that the new Chalford valley road might
increase toll revenue between the 7th milestone and Cir- 
19encester. This road became, and remains, the chief 
way from Stroud to Cirencester and places east, and the 
old Bisley Path decayed, much of it no longer existing 
as a road.
Another similarity to the early years of the Nailsworth 
Trust is in the opposition from the less articulate mem­
bers of the"public. The Nailsworth Trust had had to 
offer rewards (providing conviction resulted from the 
laying of information) against those who had removed 
the stakes outlining the proposed alignment. The oppos­
ition in the Frome valley was more vigorous. It is re­
corded that the workmen initiating the construction had 
to start before daylight to circumvent those who would
physically have objected, and there is a tradition of 
20stone-throwing. But built it was, and the only wonder
is why it had taken so long to get such a useful road 
constructed - over thirty years after the building of 
the Nailsworth Trust's road.
Cainscross-Stroud; Bowbridge-the Bear Inn.
The direct straight link between Cainscross and Stroud 
was not made until 1825, as the Lower Division of the 
Stroud, Cainscross and Minchinhampton road. The Upper 
Division was to be the up-hill stretch from Bowbridge
21through Butterrow to Rodborough common near the Bear Inn.
F I G  V I I . i l l
Plan of the intended road from 
Cainscross to Stroud, and from 
Bowbridge to the Bear Inn on 
Rodborough Common; with 
branches to Bagpath and 
Mount Vernon.
GRO 0/RUM 93 of 1824.
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Notes to Fig. VII.iii. Cainscross-Stroud;
Bowbridge- Bear Inn,
(GRO Q/RUM 93, 1824.)
The proposals shown here differ from the actual 
execution. This plan envisaged turnpik»ythe road 
from near the (then) top end of Stroud, along 
Lower Street and Bowbridge Lane, there to link 
with a short stretch of new road cutting across 
the canal from the Chalford turnpike of 1815. In 
the event, the section through the town was not 
turnpiked, but authority for the Upper Division 
began at Bowbridge, and the road then snaked 
up-hill as shown, to the Bear Inn. Two small 
branches led off, one to Bagpath, the other to 
Mount Vernon; probably for the convenience of 
local residents - hardly for use of the public 
at large.
The Lower Division cut a straight link over the 
river terrace from Cainscross to the lower end 
of Stroud, at last bring a considerable improve­
ment on the existing Cainscross-Paganhill route.
The Chalford turnpike is shown in orange, and the 
canal in blue. The original red lines here show 
up as black. The usual hair-pin bend is shown, to 
the right of the words Rodborough Common: there is
another now where the road was diverted to cross the 
railway bridge, right-hand of plot 30: the former
'vertical* hill-track lies between plots 30 and 32.
In the early 1980s a new road was cut through exist­
ing properties from the junction of the Old Bisley 
Rd. and Nelson St. (marked by arrow) to the london 
(Chalford) road: there is currently a plan to
drive a by-pass from south of Stroud to cross the 
canal - in the opposite direction from this Plan.
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The Petition of owners of estates in early 1825 included 
branches to Bagpath, and to Mount Vernon; both were 
short stretches of road from Butterrow; the turnpiking 
of Bowbridge Lane from Bowbridge to the further end of 
Lower Street in what was then the upper part of Stroud; 
while the Plan shows the intention to cut the road ac- 
cross the existing Chalford turnpike, to take it over the 
Thames & Severn canal and so up the slope of Rodborough 
hill. In the event, Bowbridge Lane was omitted, and 
the turnpike road itself began at Bowbridge. The Royal 
Assent was given on 3l March 1825.
One old road to be stopped was the ’vertical* track from
Bowbridge to Rodborough common past the dwellings known
as The Bannets, part of which remains as a footpath
over the railway, while the rest is a hoi low-way on the
22upper side of the new road.
The pike house at Cainscross, replacing a much earlier
one, on the site of the 1734 riot, still survives, though
23now empty and in danger of dereliction. The pike 
house at the Butterrow cross-roads bears the toll-charges 
board, restored in 1931, with charges agreeing with the 
ones set out in the Act. There are some steep stretches 
on this road and the usual sharp hair-pin bends, and it 
is now the main road from Stroud to Minchinhampton. Its 
construction brought to completion the new alignment of 
turnpike roads built in the Stroudwater valleys.
Nailsworth to Avening.
The earlier route between these two settlements had
M F I G  V I I . I V .  ' N e w '
r o a d s  N a i l s w o r t h -
A v e n i n g ;  & t h r o u g h  
H o r s l e y  t o  L a t t e r -  
w o o d .  ( B r y a n t  
1824.
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climbed the southern slope out of Avening, then circled 
round to the upland above Nailsworth. It is not clear 
why it took so long to build a valley route here, except 
that there were few important mills at Avening, and the 
left-hand side of the valley is very steep indeed, with 
little in the way of a valley floor. It was one of the 
last valleys to have its 'new' road, one perhaps with 
less justification than the others as the only really 
important mill, that of the Playnes at Longford, already 
had a link both with Nailsworth, and to Minchinhampton 
by the Iron Mills road. It was never in any way a fin­
ancial success.
Stroud-Bisley.
This was mainly a refurbishment of the ancient track 
to the mother village of Bisley. It was the one road 
which included no valley section, the 'new' stretch 
being a gentler gradient to the plateau top, avoiding 
the steep route on the long ridge of Stroud hill, that 
is the Old Bisley Road.
There had been a short-lived proposal in 1819 for a
"Stroud-Cheltenham" road up the side of Stroud hill to
join the existing Old Bisley road and continue past
25Stancombe Cross to Birdlip, meeting the Tetbury- 
Birdlip road near Bisley, but it looks as if the rival 
route to Cheltenham up the Painswick valley prevented 
further action. The scheme was revived on a far more 
modest scale four years later, as the turnpiking im­
provement of the road to Bisley.
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The Petition of several owners of Estates, and Inhabit­
ants, claimed that the existing road was very narrow, 
steep and incommodious, which was certainly troe^for the \  
section up from The Cross to the 'top of the town*, but 
it looks very much as though these owners of property 
wished the improvements to be paid for from tolls rather 
than through an increased parish highways rate, a con­
venient way of 'spreading the load'.^^ But with this last 
Act, counting the Avening road as an extension of the 
Nailsworth system rather than as an independent, new, 
conception, the turnpiking of roads in the area of the 
Stroudwater hills and valleys seems to have been completed. 
An overall view of the new network may now briefly be 
considered.
Recapitulation, & some Questions.
It will be convenient at this point briefly to recap­
itulate the development of the Stroudwater turnpike 
road system.
Phase I .
In the first quarter of the eighteenth century a net­
work of radial turnpike roads was developed centred 
on Gloucester as the major market town of the lower 
Severn vale - and the county town as well; while sim­
ilar networks were growing for other major towns, as
27Pawson effectively shows. Of special interest to 
the subject of this study was the Great Road from 
Gloucester to Stone (and so on to Bristol), which was
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put under turnpike authority in 1^:26. Several cross­
roads were also put under that same authority, from the 
Severn to certain named towns, and to the Hills, in a 
rather ill-phrased Act which later had to receive more 
precise definition.
Two of these cross-roads are of significance in this 
study. One was that from Newnham Passage to the top of 
Frocester hill (which also took traffic from Gloucester 
to Bath on to the plateau route). The other was that 
from Framilode Passage to Stroud itself, but no further. 
These cross-roads would seem to underline the importance 
in the eighteenth century of the Severn as a major 
traffic artery, and the second provided an improved 
road from the Severn, and also from the road south from 
Gloucester, to the point where several manufacturing 
valleys and their associated hill-side areas of cottage 
industry converged. But later turnpike development did 
not build on this opportunity to extend a road network 
from Stroud - not, that is, until the start of the nine­
teenth century.
Phase I I .
About the middle of the eighteenth century the market 
towns on the Cotswolds also acquired their networks, both 
as market centres and also for the long-distance through- 
routes from London and Oxford to Birmingham, Worcester, 
Gloucester and South Wales, and also to Bristol. The two 
such centres which concern this study were those of Ciren­
cester and Tetbury. These plateau roads then linked up 
with the earlier roads across the Vale to the top of the
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s c a r p ,  a s  a t  C r i c k i e y  h i l l ,  B i r d l i p  a n d  F r o c e s t e r  h i l l .
T h e  S t r o u d w a t e r  v a l l e y s  w e r e  c o n s p i c u o u s l y  a v o i d e d ,  a n d  t h e  
t o w n  o f  S t r o u d  d i d  n o t  g a i n  t h e  b e n e f i t  o f  b e c o m i n g  a  c e n ­
t r e  f o r  l o c a l  r o a d s ,  r e m a i n i n g  i n  f a c t  o f f - c e n t r e .  I f  
t h e r e  w e r e  a  m e e t i n g  p l a c e  f o r  t h r o u g h  r o a d s ,  i t  w a s  a t  
C a i n s c r o s s ,  a  m i l e  t o  t h e  w e s t  o f  S t r o u d ,  a n d  a s  h a s  b e e n  
s e e n  a  d i r e c t  l i n k  w i t h  C a i n s c r o s s ,  a s  w i t h  t h e  N a i l s w o r t h  
v a l l e y ,  w a s  l a t e  i n  a r r i v i n g .
M i n c h i n h a m p t o n  l a y  o n  t h e  G r e a t  R o a d  f r o m  t h e  e a s t e r n  
p a r t s  o f  t h e  c o u n t y ;  b e f o r e  1 8 0 0  t h e  b r a n c h  f r o m  R o d -  
b o r o u g h  d o w n  t o  S t r o u d  l e d  t o  t h a t  t o w n ,  a n d  o n l y  t o  t h a t  
t o w n .  P a i n s w i c k  a l s o  w a s  o n  a  l o c a l  r o a d  f r o m  C 2 c ) % T e s t e r  
t o  t h e  g e n e r a l  a r e a  o f  s i  v n u d .  t J i o u a h  t h e  r o a d  m e t  o n l y  
t h e  e x i s t i n g  r o a d  f r o m  S t r o u d  t h r o u g h  P a g a n h i l l  t o  C a i n s ­
c r o s s .  B i s l e y  w a s  o n  a  r e c o g n i s e d  t h r o u g h - r o u t e  -  t h e  
o l d  r o a d  f r o m  C i r e n c e s t e r  t o  P a i n s w i c k  a n d  G l o u c e s t e r ,  w h i c h  
e v e n  t o o k  t r a f f i c  b e t w e e n  S t r o u d  a n d  C i r e n c e s t e r ,  t h o u g h
b y  t h e  e i g h t e e n t h  c e n t u r y  t h i s  r o u t e  w a s  l i t t l e  u s e d  a n d
m o s t  i n c o n v e n i e n t .  B i s l e y  l a y  a l s o  o n  t h e  n o r t h w a r d  
r o a d  f r o m  T e t b u r y  t o  B i r d l i p ,  t h o u g h  i t  w a s  n o t  t i l l  1 8 0 1
t h a t  t u r n p i k e  a u t h o r i t y  w a s  e x t e n d e d  b e y o n d  C h a l f o r d  B o t ­
t o m ,  a n d  t h e n  o n l y  t o  P o s t o n ' s  A s h ,  w h e r e  i t  m e t  t h e  n e w  
t u r n p i k e  r o a d  t o  B i r d l i p .  I t  d o e s  n o t  s e e m  l i k e l y  t h a t  
t h i s  r o u t e  w a s  h e a v i l y  u s e d .
I t  m a y  w e l l  b e  t h a t  u n t i l  l a t e  i n . t h e  e i g h t e e n t h  c e n t u r y  
t h i s  l a c k  o f  d i r e c t ,  t u r n p i k e  c o m m u n i c a t i o n  w i t h  t h e  t o w n  
o f  S t r o u d  w a s  n o  g r e a t  m a t t e r .  I n d u s t r y  w a s  s t i l l  v e r y  
m u c h  a  c o t t a g e  i n d u s t r y ,  a n d  t h e  m i l l s  w e r e  t h r o n g e d  o n
( O w i n g  t o  i n c o r r e c t  p a g i n a t i o n ,  t h e r e  i s  n o  p a g e  2 5 4 . )  A '
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the river both above and below the town, and up the trib­
utary valleys, not concentrated in Stroud itself. As one 
(rather late) writer put it:
The proper view to be taken of the district 
in question is to consider it as a large 
town, the several habitations belonging to 
which are not, for the most part, placed 
side by side in rows, and front to front 
in streets, as is usual in cities, but are 
scattered throughout an extensive tract 
of ground, in single houses, groups of 
houses, hamlets, villages and small towns, 
of which towns Stroud is the most consid­
erable, and in reference to the other parts 
of the district, the most centrical.
This, however, was written in 1817 and as far as commun­
ications went Stroud was not ’’centrical" until the new 
road network had been developed.
Phase III.
The change began, somewhat prematurely, with the build­
ing of the Nailsworth Trust road. This was an entirely 
new alignment, not (as with all the previous turnpikes) 
an improved parish highway. It utilised the bottom of 
the valley, in itself an innovation, and when it headed 
south for the plateau to Tetbury and Bath it ascended 
the hi11-side in broad sweeping curves to make the gradi­
ent usable for horse-drawn vehicles, no doubt with special 
concern for the increasing volume of coach and private 
carriage traffic between Cheltenham and Bath, as indeed 
was stated in the Act.^^ It did not look to Stroud, but 
rather south to Tetbury: no direct link with Stroud town 
existed till 1801 and this intense ’localised’ outlook 
was to persist as a feature of the system right up to 
the middle of the nineteenth century. But it was a
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completely new venture, the first of its kind in the area 
What does seem rather puzzling is that it took so long 
for similar roads to be constructed in the other valleys 
of the Stroudwater area.
One possible answer has been suggested earlier, namely 
that until the new machinery was installed in the mills 
on the watercourses in significant numbers, there was no 
great advantage to be gained by going to the expense of 
building new roads, especially when the nature of cottage 
industry meant that transport costs were to a large ex­
tent borne by the out-workers themselves, while the 
carriage of finished cloth, mainly to London, was along 
the plateau-top roads, which had been turnpiked in the 
middle of the eighteenth century. At least there is some 
coincidence in date between the introduction of machinery 
and the completion of the new road network in the area.
In this case perhaps another question might posed: why
did the Nailsworth valley get its new road twenty years 
earlier than the other valleys?
At the moment this cannot be answered with any certainty. 
That valley might have had a greater need for better com­
munications than the others, which does not seem partic­
ularly likely. It might of course come down to a matter 
of personalities, the initiative and drive of a small 
handful of men, who were almost entirely engaged in the 
manufacture of cloth, and perhaps to the influence of G 0 
Paul himself. The question must remain open.
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It is not the purpose of this paper to give yet another
account of the West of England cloth industry, especially
in the Stroudwater area. This has been thoroughly been
dealt with in numerous articles and books, most fully
in the work of J de L Mann which can be regarded as the
definitive s t u d y . W h a t  emerges from her commendably
cautious account is that there was no one simple, general
view which could comprise the whole of the West of England
cloth trade and its vicissitudes; it was far too varied.
Not only were there differences in location; there were
differences in the type of product, the application of
machinery, the relations between masters and workers,
32
and between clothiers and land-owners. There were 
differences in places (in one area mills would be in the 
towns, elsewhere well away from towns), in individual 
firms and in the size of undertakings, in supply, product, 
methods. There were differences, not only in area but in 
time, in the effects of government, such as taxes or 
duties; differences in the way different areas were af­
fected by foreign tariffs, by the effects of wars, by 
the change in markets with some lost, others gained. Es­
pecially important were the effects of competition, not 
only between areas in the West of England but also from 
overseas manufacturers, and especially from Yorkshire.
There is no one, simple answer that conveniently fits all 
places and all firms - or all times.
According to Mann the eighteenth century was for the West 
of England cloth industry rather a period of stagnation.
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perhaps of some decline, though certain families remained
in business for more than one generation. Instances in
the Stroud area were Peach, Wathen, Paul, Capel, Packer,
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Baylis, Loveday - and many more. There were of course 
many considerable fluctuations in trade, due not only to 
the dislocation of war, but also to what were then called 
the "annual vibrations" of trade. The growth in population, 
or bad harvests, could cause distress among the working 
population, and it should also be remembered that the 
masters themselves could encounter disaster. ‘The inter­
ests of the clothiers did not always march with those of 
the gentry - the JPs who had to administer the law and 
incidentally prevent over-exploitation of the work-force 
by the capitalists. An oft-quoted example appears in the 
"State of the Case", the author of which has some astrin­
gent remarks to make about those in authority who sided 
with the workers: the date was 1757.
After Adam Smith, and more so after the French Revolution, 
gentry and clothiers tended to find themselves on the same 
side, and indeed clothiers had for long moved upwards 
into the ranks of land-owners, their places as manufact­
urers being taken by new men.^^
Despite difficulties caused by the long French wars, and 
also and especially in the Chalford area by the ending of 
the monopoly of the East India Company, and despite the 
pressure of increasing population and the lack of avail­
able work, it would appear that in the Stroudwater area 
the industry held its own against fluctuating demand and
259
competition until at least the 1840s. There was contrac­
tion - in the number of mills, and those mills in part­
icular which had been built in almost inaccessible corners 
of valleys to take advantage of the opportunities provided
by q. war-time demand went out of business or were con-
35verted to other trades. But in the years from the 1790s 
onward, other mills, larger in size, were built and ex­
isting mills often extended upward, and despite the dis­
claimers in the 1802-3 Enquiry into the Woollen Industry 
made by various mill-owners, machinery was generally in­
stalled, though power looms did not come into general use 
till the 1840s; the use of steam engines was also later 
here than, say, in the North of England.
The indications are that business on the whole prospered,
and that capital was available: Mann has some interesting
things to say on this aspect of the trade. But undeniably
too there was a faster, and more wide-spread, turn-over in
ownership. Among the newer names must be mentioned that
37of the Marling family, which had originated as farmer- 
weavers near Frocester, but from the mid-nineteenth cen­
tury onward bought up many mills including the cast-iron 
and brick fire-proof Stanley mills (new in 1813) near 
Stonehouse. It is hard to be certain, and injudicious 
to guess, but it may at least be said that the period of 
new road construction coincided with the changes in in^  ^
dustry - and with the prosperity? - of the first quarter 
of the nineteenth century, but whether this was coincidental, 
casual or consequential, it would be safer not to spec­
260
ulate. But without doubt the improvement in communications 
must have been a factor in this economic quickening.
Roads of course were not the sole factor in the improve­
ment of communications. There had been several attempts 
during the eighteenth century to develop better water- 
navigation between the Severn and the Stroud valleys, 
culminating in the construction of the Stroudwater canal 
from Framilode to the lower end of Stroud, and which was 
followed by the less-successful Thames & Severn canal from 
Stroud to near Lechlade on the T h a m e s . I t  is also worthy 
of attention that an attempt was made to interest people 
in the building of a "rail-way'* from Framilode to Stroud 
and beyond as far as Brimscombe Port (on the canal), with 
a possible branch up the Nailsworth valley as far as the
Iron Mills. But as William Marshall said (in his Re­
view of Agricultural Reports): "Railways may in numerous
situations be formed in preference to canals. But let 
not a rage for railways succeed that for canals". When 
the steam railway was eventually built down the main valley 
of the Frome, it effectually removed from the toll-roads 
the revenue previously derived from long-distance and 
through traffic.
The growth of Stroud in the early nineteenth century.
But in one respect the influence - should it be counted 
as a cause? - of roads was important. By 1825 Stroud 
had become a centre for routes. By about 1800 the single, 
narrow (and dirty) hill street was being supplemented by 
new streets on the lower, and gentler, slopes south of
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the town. A good account of this growth is given in the
early chapters in Fishers "Notes & Recollections of Stroud” .
In the eighteenth century the major inn of the town was
The George, about two-thirds of the way up the High Street,
and nearly opposite the church. Fisher recalls having
seen the local coach with its rear end still in one lane,
the leading horses making a complicated sharp turn to the
left to reach the inn. But The George ceased to be an inn
in 1819, and a new inn - the Royal George - took its place,
situated on the level stretch of road which connected the
old routes to Rodborough (and the new shortening of the
way through Lightpill to the Nailsworth valley route to
Bath))with the new Chalford road to Cirencester and London^
with the new roads up the Painswick valley to Gloucester
and Cheltenham, and soon afterwards also with the new
42
direct way to Cainscross and the Severn Vale.
cell & Bradshaw's Gloucestershire Directory of 1820 
lists names and occupations in several settlements in 
the area.^^ Painswick, Minchinhampton and Nailsworth 
had many diverse occupations, but it looks as if Stroud 
was fast becoming the servicing centre, over-taking the 
older settlements. For example, in Stroud there were 
several watch- and clock-makers, boot & shoe makers, 
tailors & drapers, milliners, hair-dressers, cabinet­
makers. a china & glass warehouse, a chemist & druggist, 
several surgeons, and more significantly several acad­
emies for young ladies (and others), several attorneys, 
and more than one banker. While some though not all, of 
these occupations appeared in the other small towns, it 
would seem that Stroud was becoming the main professional 
centre for the valleys. 44
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FIG VII.vi. Stroud in 1825; Map to accompany 
The Stroud Improvement Act of 
1825 (in GRO).
(Compare with air photo Appendix 11.)
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Notes to Figs» VII v & v i : Growth of Stroud in the
early nineteenth century.
Fig VII.V. from a Plan for an intended new road from 
Stroud to Gloucester (the Horsepools Road) GRO Q/RUM 58, 1816.
Just after 1800 Stroud consisted of the High Street, which 
branched at the road.fork called The Cross, to the left for 
Bisley, to the right for Bowbridge and Chalford. Much of 
the land on either side of this one street consisted of 
orchards, pasture and some arable. Development was already 
taking place along the level King Street from the lower 
end of High Street towards Wallbridge (Walbridge). For 
older turnpikes see Fig Vll.viii & ix. For 'new* roads 
see Figs VII.ii & iii. This urban development is described 
by Fisher P H in Notes & Recollections of Stroud, op ci t .
The map is of course incidental to the road plan.
Fig VII.vi. Stroud 1825, from a map for the Stroud 
Improvement A c t . 6 G iv c.6, (Local &
Personal).
This is printed here with north to the right to facilitate 
comparison with Fig VII.v. It is not a complete record, 
as various properties between the Church and the Slad brook 
are omitted from the right-hand side of the High Street.
The 'top of the town* is now at the upper end of (the later) 
Hollow Lane, called by Fisher Nounsell's Cross. Sporadic 
development can be seen between the old road to Bisley and 
the hill-side road to Bowbridge and Chalford; new streets 
are being laid out (see Macintosh I, The Metropolitan Town 
of.the Clothing Trade, GSIAJ for 1986; much valuable in­
formation on the growth of Stroud is to be found in VCH xi . 
op cit, especially pp 104-107) 'New' turnpikes are shown, 
but not the new road to Bisley up the south side of Stroud 
Hill. Note the canal and mill ponds.
(Turnpikes are in orange, and named, the Thames & Severn 
Canal in green, the Frome river in blue.)
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The Nailsworth area, which had pioneered the new roads, 
was now at a disadvantage, for while Stroud was a parish, 
and in 1825 had obtained a private Improvement Act, Nails­
worth was not only in two separated halves - Upper and 
Lower Nailsworth - but lay in three separate parishes, 
and lacked a distinct urban identity until 1894. Rudder 
had suggested that "the present undertakers of the Stroud 
navigation purpose to join their canal with the Thames at 
Cricklade" by way of the Cherington stream (the head­
waters of the Nailsworth stream), but this must .surely
45be an error on his part. The railway came down the 
main valley of the Frome in the 1840s: Nailsworth did
not get a railway until much later, and then it was only 
a branch from Stonehouse, with a junction for Stroud at 
Dudbridge, and not a through route in any case; Nails- 
was also end of track as the Great Western company had 
pre-empted the route to Tetbury by a branch from Kemble. 
In addition, the Nailsworth valley seems to have had to 
undergo some sort of re-orientation. Instead of looking 
to Tetbury and the way to the south, with its back as it 
were turned on Stroud, now it looked north by the 1801 
Lightpill link with Stroud to which it had direct and 
short access instead of the earlier circuitious round­
about road through Cainscross and Paganhill. Thus the 
Nailsworth valley had become not a rival, but a sort of 
inferior relation of the larger Stroud-Chalford valley, 
which in any case had communication with ^Cirencester and 
London rather than with Tetbury and which, with its new 
road network, had good communications with Gloucester and
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Cheltenham nearer than had the Nailsworth valley. Another 
blow was that the railway would have taken the Bath traffic 
which previously had used the route along the Nailsworth 
turnpike.
The sustained growth of Stroud, and the lessening import­
ance of'older settlements, can be seen from the Census Ab­
stracts of the first fifty or seventy years of the nine­
teenth century. Stroud became the growth centre of the 
area, attracting businesses and «commercial undertakings 
more strongly than did the other settlements. One power­
ful factor in this change was obviously the new road sys­
tem which favoured Stroud at the expense of the other
. ^ 46parishes.
But the guestion still remained: what could happen once
the new road system had been completed? From the 1820s 
on the local problems were also those of the county as a 
whole, and the problems of the county were also those of 
the whole national road system. These problems will be 
examined in later chapters; but first the later history 
of the Nailsworth Trust 'in maturity* may be looked at.
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Figures to Chapter V I I .
The following pages are intended to illustrate the contrast 
between 'old' and 'new' turnpike roads in the Stroud area. 
The maps range from Taylor 1777 to Bryant 1824: certain
Plans by Charles Baker are too bulky for insertion here, 
and accordingly have been put as Appendices.
Fig VII>vii From Hardwicke Four Mile Elm towards Stone­
house, and from Gloucester through Whaddon and Brook- 
thorpe to the top of the scarp at Huddingknoll hill.
(Source: I Taylor 1777 (2nd edition, which depicts the
Gloucester & Berkeley canal, not completed till 1827.))
The Gloucester-Stone road (red); the earlier presumed
road from the Elm to Standish and Stonehouse (for Stroud)
is in green: it is thought to have skirted the lower
slopes of the scarp, but much of it has ceased even to
be a track. In. red, , is the present road to Standish
and Stonehouse. Also shown, in green, the road from
Gloucester Southgate through Whaddon and Brockthorpe to
the top of the scarp at Huddingknoll hill, where it met
the scarp rim-road which followed the ridge past the
'Beacon' (just discernible on Taylor, shown by red arrow)
to Prinknash Corner for Birdlip and Cheltenham.
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FIG Vll.vii, 'Old' turnpike roads south from 
Gloucester; and to Painswick.
Note Hardwicke Four Mile Elm, Painswick Beacon, 
(Source: Taylor 2nd edn, which shows the Glou
cester & Berkeley canal, completed 1827.)
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Fig VII.ix. Former Stroud-Chalford road (not turnpiked.)
(Source: OS Preliminary Drawings).
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Roads turnpiked before 1800 are in 
green in Figs VII.viii & ix. After 
1800, in red - see e.g. Slad road 
in Fig VII.iv. The existing hill­
side track from Stroud to IChalford 
is given here in yellow, as also 
the western end of the Bisley Path 
which did not come under turnpike 
authority.
Milestones along Wick Street and from Painswick to Glou­
cester were located in the 1960s (though only one then 
still retained its cut iron plate). Milestones shown on 
the Preliminary Drawings along the ridge road from the 
Beacon to beyond Prinknash Park Wall (Cranham Corner) 
could not be found on search in the I960s.
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Notes to Figs V I I . x & x i .
(Sources: OS PDrawings;
insets from Taylor.)
Fig VII.X. Road changes on the Cirencester-Stroud road, 
through Cirencester Park.
Turnpiked roads in orange; Ermine Street from Cirencester 
north-west to Birdlip and Gloucester, the Fosse Way south­
west for Tetbury (and Bath), the Bisley Path, and the Min- 
chinhampton-Stroud road. The Bisley Path was turnpiked 
only as far as Gulph Bottom. it left Cirencester by the 
main gate to the Park (Cecily Hill), edged between that 
Park and Stratton Field, turning west for Park Corner and 
Gulph Bottom - marked G .
The road to Minchinhampton turned off the Bisley Path 
l5y the Round Tower pike gate, towards Coates, and right 
for Minchinhampton. This section was exchanged with Lord 
Bathurst by a straightening of the way south of the Park. 
ToII-sites are outlined in green, milestones in red: none
could be found on search before the other side of The Gulph. 
Milestones along the Minchinhampton road today are almost 
certainly replacements of the original markers, though one 
possible earlier stone (with a replacement plate) can be 
seen on the north side of Minchinhampton common.
Fig VIII.xi. Road changes on the Cirencester-Stroud road, 
east of Minchinhampton.
Taylor (inset) shows loops and meanderings of the road
east of Minchinhampton, the probable explanation of which
is that in the 1770s most traffic still went from farm to
farm and settlement to settlement. Increased traffic in
the later eighteenth century would require a shorter and
straighter route. A section of road turnpiked before
then (i.e. in the I750s) can be seen near Upper Hyde,
emerging from Old Common near the Blue Boys inn. The
lOOth milestone from London is circled in red. Also
shown is the 7th milestone from Stroud - this section
of road was truncated by the enlargement of Aston Down
airfield in the I930s. According to the Rev S Shaw,
"From hence the road is flat and unpleasant and instead 
of the verdant blook of hedge-rows, the eye is continu­
ally disgusted with the unsightly objects of loose stones 
heaped in strait lines and angles".
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Chapter VIII. THE NAILSWORTH TRUST IN MATURITY. 
Introduction.
The possibility remains that once a turnpike road had
been established, interest might slacken off and the
affairs fall into the hands of one or two trustees, with
the consequence that the trust might come to be regarded
as a private concern, as indeed did happen with the small
branch of the Cirencester & Wo/tton Bassett trust referred
to earlier.^ Albert suggests that by the early years of
the nineteenth century "to more than one local attorney
a turnpike trust virtually presented a personal vested 
2
interest". Clerks were usually attorneys, but else­
where Albert says that the surveyor was probably the most 
important official. He also says that few trusts main­
tained a consistent control over repairs. In many, if 
not most, cases a bank acted as treasurer, but while 
this was general in the Stroudwater area, it is to be 
noted that for very many years the treasurer of the Nails­
worth Trust was a local shop-keeper - William Biggs - 
who in his turn was succeeded by an assistant. Albert 
also says that there was "indifferent participation at 
most meetingsW, and that the inactivity of smaller pro­
vincial trusts was very pronounced. On the other hand, 
Pawson asserts that there was no general decline with time 
in attendance at meetings and Booker points out, with re­
gard to the office of clerk, that it did not provide much 
profit to the holder.
Some of these remarks may be tested against the middle 
years of the Nailsworth Trust.
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Administration; Committee, Clerk, Treasurer.
Fig. VIII.i, a record of the number of committee meet­
ings of the Nailsworth Trust, does indeed show that there 
was a falling-off in attendance once the road was built 
and in use. But the number of meetings called thereafter 
remained fairly steady until the final years when the Trust 
was slowly being wound down; and it would be quite natural 
for fewer meetings to be called once the business of putt­
ing the road into operation had been done. What does 
manifest itself is the number of meetingj^convened , but 
insufficient members attended to form a quorum: some­
times no one attended, and suggestions for these uneven 
attendances will be advanced later. However, the fact 
that attendances were small in numbers does not necess­
arily mean that there was mal-administration. The three 
officials were Clerk, Treasurer and Surveyor and, pro­
vided their work was supervised, and at appropriate inter­
vals, the trustees might well feel that routine attendance 
did not call for large numbers - with the exception of the 
Annual General Meeting.
In a local trust like that of Nailsworth, Clerk and Trea­
surer were not salaried officials who could be dismissed 
(though the case of William Wilkins, first Clerk, shows 
that this was not impossible). In fact it was not until 
1862 that the Clerk was paid a ’’salary" instead of pre­
senting an annual bill for his services. These two 
officials were also trustees and, with the exception of
George Wathen (who lived just outside Stroud, and off-
3
iciated for several trusts) very much ’local*. The
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Surveyor was perhaps in a different position. Neverthe­
less, a perusal of the Minute Book after 1800, when the 
system of roads was well-established and furnished with 
side-roads, shows that there was definitely less activ­
ity at monthly meetings.
Committee Meetings. (and see Fig. VIII.i.)
TABLE VIII.i.
Decade Meetings convened "No Quorum"
1801-1811 62 10
1812-1821 63 5
1822-1831 64 18
1832-1841 59 18
1842-1851 51 23
Total 304 74
Fig. VIII.i,- Committee meetings during the ninety 
years and more of the existence of the Trust is sub­
ject to slight error and deserves some comment.
Sometimes "No Quorum" was entered, on occasions with 
the words "no business". At other times only one name 
appeared, possibly that of the current Chairman, as at 
the AGM of March 1841 when only E Dalton signed, while 
in July 1858 only the word "Chairman" was written down. 
This does not mean that no one else was there, though in 
May 1850 and July 1850 no names at all were entered, 
and in June 1801 and again in 1841, the record has "in­
sufficient trustees". The first two Clerks, Wilkins and 
Dalby, both "attested" signatures of trustees, but the
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custom seems later to have been discontinued. Occas­
ionally the Clerk's clerk signed the Minutes.
Minutes in the 1840s tended to be recorded in a casual 
fashion, at times neither the date nor names being en­
tered. In the 1860s the Committee seems to have consis­
ted mainly of Messrs Playne, Kimber and Smith (which 
supports Albert's remarks), who all had a special con­
cern for the road to Avening, particularly with the re­
duction of the debt on that branch. A tightly-knit 
'local' group, they did not neglect their duties as 
trustees; it must be remembered they held office at a 
time when the life of the Trust was seen to be limited.
On occasions, a reason for the absence of a quorum was 
given, one instance being when the Committee was attend­
ing the meeting in London on the proposed Nailsworth 
valley railway. At other times weather may have hindered 
attendance, and on one occasion it looks as if the Clerk 
had failed to notify members in time. It also became 
customary for trustees not to attend the meeting foll­
owing the Annual General Meeting.
The peak of 1800-1801 was partly due to meetings held to 
discuss renewing the original Act, with the addition of 
one or two extra roads, including the proposed discon­
tinuance of the "W” road. It was also reported that by 
then, after twenty years, the roads had become dilapid­
ated, and the Committee had to meet to discuss applic­
ations from would-be repairers of the roads. In 1801 
one John Picton offered to repair all the roads for 
seven years for £2750, but this was not accepted. Howard,
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who was Surveyor at the time, said it could be done for 
£200 a year, with an extra £100 in the first year. The 
work of the Surveyor will be considered later.
It is not clear why meetings should have been better 
attended from 1810 to 1821. It might have been due 
to there being a *new' Clerk, George Wathen, but as he 
had taken office in 1803 on the death of Peter Lever- 
sage, this is unlikely; moreover, Wathen remained Clerk 
until 1847, and attendance was particularly poor in many 
of those years. Tentatively it might be suggested that 
the improved attendance at Committee meetings was due to 
this being the period when most of the Stroud area vall­
eys received their 'new* turnpike roads, and it would be 
in the interests of the Trustees to keep well abreast of 
events, and to safeguard the affairs of the Trust. It 
may also be noticed that George Wathen held the office 
of Clerk for several of these trusts; it is also poss­
ible that during his long tenure of office he tended to 
regard the concern as rather a 'private* matter, as Albert 
suggests. There is certainly an impression of a brisker 
approach in the Minute Book after Wathen ceased to be 
Clerk, but ths cause is a matter of conjecture.
The following list is a random sample of attendance 
records at Annual General Meetings.
early 1820s 7 members or less
early I830s usually 3
early 1840s usually 3
early 1850s 5-6
early 1860s 4-6
and until final dispiking a small group of about five
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trustees attended regularly, which gave some continuity 
to this small board of management.
It must be remembered that the written record may not 
be completely reliable; and also that much business 
might well go unrecorded, members perhaps meeting in­
formally, or writing to one another.
At the December meeting with the parish surveyors to 
settle the an^ount of parish composition for the year, 
often only one signature appeared, and this also hap­
pened, though not invariably, at the annual auction of 
the tolls. Both these occasions were matters concerned 
with finance, and it does not seem likely that these 
matters were left solely to the discretion of the official, 
whether Clerk, Treasurer or Surveyor. The possibility 
exists that the Clerk, or other trustees, was carrying 
out instructions previously agreed, and the annual 
meeting for the accounts was the occasion when formal 
approval in writing was recorded. Moreover, from the 
1824 annual accounts had to be forwarded to the Clerk of 
the Peace, who then had them printed and distributed to 
the "active members".^
The accounts at the Annual General Meeting on 29 March 
1802 can serve to introduce some other aspects of the 
business of the Trust. Under the heading of "Accounts 
of the 1st District" (that is the main line of road from 
Dudbridge to Tiltups End, with branches) are:
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£5142. 10s. (capital borrowed)
£771. 7s. 6d, interest due at 25 March 1802.
The Balance was crossed out, and a table written under­
neath, given in the Table below.
TABLE VIII. ii. Accounts for year 9/4/1801 to 29/3/1802
£.9 April 1801 - 29 March 1802
Received from Gate Keepers 588. 3s. Id
Treasurer of Nurls Gate
Division - 1/10 of cost of
the Act. 28
Sale of land 15
Parish duty 10.19s. 3d
642. 2s. 4 d .
Paid out for road repairs 219. 2s. 2d
Surveyor's salary 20
Debt to Treasurer on 45. 8s. 7l$d
balance of last year's account
Balance of expense in getting
the Act 79 (i.e. renewal)
"Clerks Bills and other
Contingent expences" 16. 13s. 9d
Interest to Mr. Hort,. 3. 5s.
Transfer to Treasurer to
discharge year's interest 357. 2s. 6d.
640. 12s. O^d
Balance in Treasurer's
hands 1. 10s. 3-^ d
£ 642. 2s. 4d
In addition the Treasurer had to pay Peter Leversage a 
bill for £15. 10s. 9d. (included in the accounts above), 
and it was recorded that Robert Evans, gatekeeper at 
Tiltups Inn, and William Wathen were in arrears, the for­
mer for £14. 15s., the latter for £3. 13s. The Clerk was 
told to write to them saying they would be prosecuted un­
less they paid before the next meeting, and included with 
Robert Evans was his security, Isaac Harvey.
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Thus over 90% of revenue came from receipt of tolls; 
and of the total income for the given year about 35% 
went on road repairs, and 55% on paying interest to 
bond holders. This underlines the dilemma of all such 
trusts: how to maintain the roads on which tolls were
collected, and how to pay interest on the sums borrowed 
(as well as repayment of capital). On the whole the 
Nailsworth Trust does not seem to have done too badly 
at this stage. The Annual General Meeting on 15 March 
1864 records that all interest on the main road had been 
paid to 31 December 1863. The great burden was the pro­
blem of liquidation on the Avening road branch, and the 
resolution of this debt was a yearly and major item of 
the last twenty years or so of the life of the Trust.
But road repairs were certainly not neglected, and later 
some items will be given to substantiate this.
The Surveyor; repair and maintenance.
At the start the offices of Clerk and Surveyor had been 
held by the same person - William Wilkins. On his dep­
arture, the two posts were separated (though when George 
Wathen became Clerk one condition was that he should re­
sign if the two posts were amalgamated). The matter is 
complicated by the occasional appointment of a ’’working" 
surveyor under the "superintending" Surveyor. While after 
Wilkins' departure there are references to the "Surveyor", 
it was not till September 1782 that Samuel Heaven was 
made Head Surveyor, as noted earlier. On 27 September 
1784 William Howard was engaged to keep the roads in
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complete repair - reference has been made above to his 
appointment. On and off he did much of the necessary 
practical work of the Trust for a number of years. In 
1803 he resigned, being replaced by Thomas Dauncey 
under the same terms. Dauncey got £20 bonus in 1804, 
and a seven-year contract for £258. p.a. His working 
surveyor was one Thomas Cox. The Agreement was renewed
in 1811 with an increase of £35 p.a., for another seven 
years, and he was also to get an increase in 1813 if 
the road repairs were found to be satisfactory. But 
in December 1813 Dauncey was questioned on the roads - 
the Trustees thought he had done his best ("exerted him­
self"), but in September 1815 the contract for building 
the extension to the road up from Little Britain was 
taken by William Howard, who appears to have resumed the 
post of Head Surveyor until his second, and final, re­
signation in 1826. Dauncey did not give up his Agree­
ment until 1818, and it was decided that no action should 
be taken against him "in case he do hereafter pay", but 
why he should be owing money is not recorded - perhaps 
there had been a penalty clause for some failure or other 
It could not have been a very,severe lapse as he had held
the post for some time, though not perhaps with the high-
5est degree of satisfaction. But at least this shows 
that the Trustees were keeping an eye on road repair.
In 1826 Howard was succeeded by one Thomas Smart. He 
was the son of Moses Smart of Beverston, and had been 
at one time inn-keeper at Tiltups Inn. The Smart family 
were engaged in road repair and also in the renting of
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tolls, as will appear later. So here may be seen the 
emergence of a 'professional* class of contractors in 
the business of toll-roads, perhaps a late example in 
a small provincial area of the practice that had already 
developed in London. The 1834 Abstract with the Clerk 
of the Peace gave Moses Smart as "General and superin­
tending Surveyor for the Minchinhampton, Tetbury and 
Bisley Trust" and named him as General Surveyor for the 
Nailsworth Trust in that year also, with Thomas Smart 
as Superintending Surveyor. He had charge also of the
Avening branch, under the name of Messrs Moses & Thomas 
Smart. It may be noted from the 1834 Abstracts of Income 
& Expenditure of Turnpike Trusts that one or two of the 
local trusts did not have a surveyor, the work instead 
being done by a trustee.
In 1846 Richard Barnfield became Surveyor and retained 
the post until his death in 1868. By this time there 
were only nine years left to the Trust, and it would have 
been difficult to find another full-time or professional 
surveyor. Though the Trust agreed to advertise for a 
surveyor, in fact repairs from now on were done by two 
men - Gardner and Fletcher, the one for the main and side- 
roads, Fletcher for the Avening road, and both worked 
under John Potton who was named in 1870 as Surveyor. Some 
of their work for the repair of the roads may now be look­
ed a t .
Samuel Rudder's tart remarks about the remissness of com­
missioners and the unavailability of proper road mater­
ials back in the 1770s may be recalled. The first re­
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ference in the Minutes to better road material than the 
local limestone came in 1818 on 11 April with the mention 
of ’’Bristol" stone. Bristol, blue or Clifton, stone 
was ordered at regular intervals from then on, pre­
sumably from the quarry of St Vincent's Rocks on the 
Avon below Bristol, though on one occasion Chepstow 
stone is named. For example, on 12 April 1855 the 
Trustees agreed to buy 500 tons of Bristol stone for 
the repair of the main road; in 1858 the Surveyor was 
told that he could repair roads with Bristol stone and 
could apply to the parishes for £65 or so. In 1857, on 
a complaint from W Marling, blue stone was ordered to 
be put on the lower stretch of the Dudbridge-Selsley 
road;^ and 130 tons of blue stone were bought in 1862 
for general repair, which included the Avening road to 
beyond Playne*s Longfords mill. As late as 1872, the 
Committee was informed that Messrs Eaglestaff could sup­
ply broken stone from Clifton rocks for 4s. 6d. a ton at 
Dudbridge wharf. So it would appear that up to the final 
dispiking, the Trust was using good road metal as it 
became available^ but the side-roads continued to be 
repaired with the local stone.
The Annual General Meetings reports contain a good deal 
of information about maintenance and repair, neither of
which was neglected whatever critics might claim in the
7
Stroud Roads Bill controversy. In 1818 Richard Jones 
of Bussage (on the Bisley plateau) offered to take over 
repair of the whole system for seven years: he was de­
scribed as a "roadmaker", another example of the growing
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businesses or professions connected with roads. He 
offered to do the work for £60 a mile for the main road, 
£30 for the up-hill stretch to Tiltups End, and £20 a 
mile for the other roads. He was later granted £150 
compensation for putting the roads in complete repair, 
but the sum was not to be paid till the Committee had 
been satisfied the work had been done. This was the 
year -when Dauncey gave up his Agreement.
In 1829, when Thomas Smart was Surveyor, his father,
Moses Smart, offered to take repairs of both districts 
- Nailsworth, and the Avening road. In March 1848 Daniel 
Neale took over repair of the road to Avening and the 
Iron Mill hill road (for £85, in monthly payments),
John Walkley was to do the main and side-roads for £227. 
Other small stretches were to be done at Trust expense 
under the direction of the Surveyor, Barnfield.
In 1856 road repair contracts were bid for by: Daniel
Neale, John Walkley, Benjamin Jones, Simon Cox and 
Jasper Gardiner. The first named must have got the main 
task as in March 1857 he complained of the Balls Green 
road (the middle stretch of the road from the Iron Mills 
to Minchinhampton) having been damaged by heavy weights 
of stone being carted from the quarry and stone-mine 
there, and as a result his contract was increased to 
£33 from £28, and the Surveyor was told to pay, for the 
past and the future, the damages caused by Mr Chambers' 
quarry.^ Jasper Gardiner had the Selsley hill road re­
pairs for three years at £60 a year.^ Jones got the 
road from Nailsworth to Longford mills at £20, while
290
the rest of this road to Avening Cross was taken up 
by Samuel Humphries at £40 for one year.
In 1872 Gardner had the job of repairing the end stretch 
of the road near the railway bridge at Dudbridge, and 
the Avening road to Longfords mill also, for £245.
S Fletcher was to continue the latter road to Avening 
Cross for £36, but on 18 March 1873 it was reported that 
he had refused to take up this contract. Mr Kimber, one 
of the Trustees, and Mr Potton the Purveyor, had to 
arrange for its repair, but Fletcher later agreed to 
do the work and to keep also the footpaths in repair.
As late as March 1876 W Gardner was allowed about 960 
tons of stone but, at this late stage in the life of the 
Trust, payment was not per annum but per month, Gardner 
getting £17. 10s. a month for the work.
The Trust saw to the maintenance of footpaths not in­
frequently, and a certain amount of alteration was done, 
for example to the bridge at Dudbridge, while toll-houses 
still required repairing.. In other words, the Trust was 
active in maintenance right to the end.
It may of course be said that the interest shown, par­
ticularly in the upper end of the road and in the road 
to Avening, was because it was convenient to the active 
trustees. The Playnes had Longfords mill, Edmund Kimber 
was at Avening, where the Smiths also had interests, and 
P P Smith himself was a partner of W P l a y n e . N e v e r ­
theless, the work was done, which at least was to the 
general benefit as well as to the particular. Better, 
perhaps, a personal local interest than no interest at all
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Changes on the way.
The possibility that the Trust vas somewhat somnolent 
in the first half of the century has been mentioned, 
but signs of change were becoming clear by the 1850s.
One event that made the Committee seriously consider 
the present and future status of the Trust was the pro­
posed Stroud Roads Bill, which will be the main topic 
of the succeeding chapter. Briefly, the Trustees and 
Mortgagees were unanimously opposed to the provisions 
of that Bill, and at the meeting of 14 February 1854 it 
was stated that the Bill '"would reduce by Arbitration 
the amount of the Bonded Debt". Ironically, in Decem­
ber of that same year it was resolved to simplify the 
accoiints so as to pay 1% interest only on the debt of 
the Avening road - and that too was reduced!
Another sign of changing times was the abandonment of 
the Fleece Inn as the meeting place for the Committee.
For a while the Crown Inn in Minchinhampton was used but 
from 1851 the Committee met at the George Inn by Nails­
worth bridge. This was probably for the convenience of 
Playne, Kimber and Smith; but the Fleece had been con­
venient for G 0 Paul and for several other early mem­
bers of the Trust, such as Obadiah Paul and other miIl­
men of the middle stretch of the valley.
The decision to install a weighing-machine at Light- 
pill toll-gate was behind the times, in 1852. In 1857 
the Stroud Gas Company sought permission to dig up the 
road in order to lay gas mains, and in 1862 William Powell,
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engineer to the United Kingdom Electric Telegraph Com­
pany, applied for leave to erect a poled telegraph line, 
which was agreed provided no damage or obstruction to 
traffic resulted, and for a payment of Id. per pole 
per annum.
The Annual General Meeting scheduled for 17 March 1863 
had to be postponed a week owing to the "unavoidable 
absences of nearly the whole of the Commissioners in 
London attending the 'Select Committee of the House of 
Commons* respecting the proposed 'Stonehouse and Nails­
worth Railway’". The Committee had received notice of 
this proposal in June of the previous year. The line 
was only a branch from the Birmingham-Bristol main-line 
at Stonehouse (with a later junction at Dudbridge for 
Stroud, when it was the Midland Railway). Its sugges­
tion of a continuation to Tetbury was frustrated by the 
building by the GW A  of a branch from Kemble: the GWR
likewise built a branch line from Kemble to Cirencester.
The GWR had been active well before this. The proposals 
for the Cheltenham & Great Western Union Railway had been 
made in 1836:^^ and by the mid-1840s that line had been 
opened down the main Frome valley through Chalford and 
Stroud to Stonehouse for Gloucester and Cheltenham.
This is a little ironic when it is remembered that the 
Nailsworth Turnpike Trust had been an early innovator 
in 1780 - now that valley was becoming a sort of back­
water. The opinion of the Committee was divided on the 
railway, which would certainly seem likely to drain off 
much of its revenue.
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Certainly enterprise had not been lacking in the valley.
The Playne firm had been the first to install steam-
power - not to drive machines but to pump water back to 
12the mill-pond. The family also had been instrumental 
in helping the bank at Tetbury to survive in the finan­
cial crisis of 1825, and was also among the first to 
search out new areas of wool-production. The minute 
for 13 March 1849 recorded that William Playne attended 
but did not sign; he had had to leave immediately for 
Germany, presumably the wool area of Saxony. The activity 
of the last few years mey be self-interest on the part 
of those who lived, or had works, near the town of Nails­
worth and up the Avening road, but at least there was 
activity. The problem now was how to liquidate the debt 
owed to the bond-holders without causing them too much 
loss, while at least the repair of the roads was not to 
be wholly neglected. It is now the moment to examine the 
toll-system on the roads of the Nailsworth Trust, which 
provided the greater part of the revenue.
Revenue from Tolls.
The Trust at first sought to rent out the tolls in the
way then usual: the last entry in Volume I of the Minute
Book recorded that Peter Smith, ’’timber merchant of Wood-
chester”, and William Howard offered £315 in the autumn
of 1785. Jackman goes into some detail on the way rings
of toll-farmers kept the bidding down at the annual auctions
He also says that trusts very often set the rent of the
past year as the base for the bids for the succeeding
year, remarking "it is evident that, by these means, the
(continued on p 297)
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Notes to Fig.VIII.iii. ■ The Nailsworth Turnpike.
(Source: OS Preliminary Drawing sheet 171, n.d.,
probably c.1810-12.)
Roads of the Nailsworth Trust are depicted in 
The new short link from the Buckholt Wood gate (no.
13 on Fig. VIII.iv) with the new road up Frocester q _. .
hill and the road to Uley, is defected in. ywlluw.
There is no evidence that it was ever included with 
the Nailsworth group. Nor is the Horsley-Bath Road 
turnpike road shown: this too did not belong to
the Nailsworth Trust but was part of the Coldharbour 
District of the Berkeley-Dursley (etc.) group of roads.
Diagram of the roads of the Nailsworth Trust, to 
show toll-sites.. Fig. VIII.iv.
Based on the OS Preliminary Drawing sheet 171: see
Fig. VIII.iii.
The "W" road was regarded as redundant when the Pensile- 
Well Hill road to Minchinhampton was built; and an 
improvement was later made to the Minchinhampton end 
of that road to east the gradient (and still called 
New Road), hence the change from site 10 to site 11.
Site 9, the Culver hill gate, was probably not in use 
for very long. Site 13 too was regarded as redundant, 
though it was revived when Mr Leigh of Woodchester Park 
was carting stone from a nearby quarry. It ia probeble 
that site 1, Dudbridge, was redundant when site 2, 
Lightpi11, was put into use. The Nailsworth railway 
Dudbridge-Stroud viaduct passed over, or very close to, 
the Dudbridge toll-house. There is now no trace of it. 
(The viaduct has also been demolished...)
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tolls would tend to progressively increase from year
to year" - assuming, of course, that the renters actu- 
■ 13 .ally made bids. But in fact often the Nailsworth Trust 
Minutes recorded "no bidders", and a second auction had 
to be held. Sometimes only some of the gates were let, 
and the Trustees then had to make other arrangements, 
either letting them by private tender, or themselves 
seeing to the appointment of gate-keepers.
Originally gates were put under the charge of whom­
soever seems to have been the nearest available person, 
such as Martha Wellstead at The Spout; others mentioned 
are Kezia Temple and William Window. Tolls were let out 
to a local person, often to a trustee. This was the nor­
mal practice for the first few years of the Trust, as can 
be seen when in 1786 John Cooper, with Nathaniel Peach 
as his surety, bid £3o3, and in 1787 when Miss Ann Pierce, 
spinster of Rodborough, offered £310, being backed by 
John Cooper, whose residence was also in the parish of 
Rodborough.
From 1788 to 1800 the gates were let individually for 
a year at a time, though for two-year periods from 1801 
to 1807. In 1808 the Trust reverted to annual letting 
and in 1811 the bid of William Nicholls, gate-keeper of 
Gloucester, was recorded. This seems to be the first bid 
made by someone other than a local inhabitant, but it 
was not long before both bidders and sureties came from 
a much wider field. In September 1814 Richard Hooper, 
baker of Tetbury, stood as a surety, and in 1815 James 
Bliss of Bisley, gate-keeper, and T Norris of Barnsley,
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gate-keeper, were n a m e d . A  bid for the three gates of 
The Spout, Woodchester and Tiltups Inn was made by Robert 
Meek, yeoman of Sapperton, backed by David Meek, lab­
ourer, also of that parish. Robert Meek, who had made 
a bid for The Spout in 1814, could not sign his name, 
which makes one wonder how an illiterate person could 
keep accounts. There may have been a local connection in 
his case as the successful bid in 1814 for the Woodchester 
gate was made by Sarah Bailey for her husband James Bailey 
of Minchinhampton, and her surety was - David Meek. Min­
chinhampton and Sapperton parishes are close neighbours.
Thus people outside the immediate area of the Trust were 
now making bids, and both gate-keeping and toll-farming 
were becoming recognised occupations. This is borne out 
by Appendix VIII.i, which shows not only the social spread 
of bidders and sureties but also their places of residence 
and their occupations. It can also be seen that to a con­
siderable extent certain families were in the business, 
and it can be noticed that while in the early years (when 
both bidders and sureties were locally known) only one 
surety was required, later on two sureties were asked for, 
and one month's rent had to be paid in advance. It is 
perhaps a little surprising that victuallers and inn­
keepers were allowed, not only to act as sureties, but 
even to bid for the tolls since turnpike acts expressly 
forbade inn-holders for holding any position of trust.
But it seems natural that inn-keepers on the line of a 
stage coach route, or where waggons and private vehicles 
frequently passed, should have a personal interest in 
the business of tolls and traffic.
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One family frequently mentioned was that of Lediard. 
Charles Lediard was named as of Rodborough in 1818.
Both Charles and Benjamin were in arrears in 1819; Ed­
ward was at Cheltenham in 1835, and John was then a far­
mer of tolls in Gloucester. In 1823 John was at Chelt­
enham (he made a bid during that year for Tiltups Inn 
gate), while in 1839 Philip Lediard was at Cheltenham.
Another family in that line of business was that of Davis
In 1845 Richard Davis of Whitminster made a bid, John
then being at Gloucester Southgate turnpike gate. In
1846 Richard was at Inchbrook gate, and John at Light-
pill, and no doubt they would keep in close touch with
each other in the matter of the collection of tolls. Yet
another family in the toll-renting business was that of
Evans, several of which, besides being cordwainers or
shoe-menders in various parishes, also took over gates,
such as Tiltups Inn and Inchbrook. The Atkins family
also appears as one of the professional gate-keepers.
James Webb Atkins made a bid in 1852 for the whole of the
tolls of the Trust, naming as his sureties Joseph Atkins
of the Spa gate (Gloucester, on the Stroud road) and
15David.Atkins of Salmons gate near Stroud. In 1854 
Joseph Atkins was at Dowdeswell gate east of Cheltenham, 
and in 1856 he was at Black Bourton gate. This somewhat 
rapid transit from gate to gate and from trust to trust 
contrasts with the career of John Hyde, the original 
keeper of the Nailsworth gate, who made bids for that 
gate at various times from 1794 to 1812, and probably 
on other unrecorded occasions. Robert EVans too bid for
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Tiltups Inn gate throughout the 1790s, though at one 
time he was in arrears and threatened, as has been seen, 
with prosecution.
By the 1820s the early practice had been altered. Famil­
ies of professional gate-keepers and toll-farmers had 
come to the fore. The work of a 'ring' seems apparent in 
Appendix 4, when so often the tolls needed to be put 
up for auction a second time, and it also seems to show 
when in 1850 J Barnett and P Berry of Cirencester backed 
J Snowswell of Cirencester to take the tolls, while in 
1851 J Snowswell and P Berry were the backers for J Bar­
nett. Another interesting family was that of Rickards 
(or Richards or Ricketts). In 1819 Thomas was gate­
keeper at Cirencester, and John a yeôman at Wbtton-under- 
Edge. In 1824 John was at Charville (probably Charfield 
near Wotton), and Thomas at Nubbis Ash not far away. In 
1872 Thomas Rickards, watch-maker and toll-farmer of 
Wotton-under-Edge, Charles Rickards, farmer of the same 
place, and John Rickards, watch-maker of Dursley were all 
mentioned. The Evans family similarly seem to have com­
bined shoe-making with toll-farming, though the combin­
ation of tolls and watches is a little more exotic.
Special mention must be made of the Smart family. The 
father Moses Smart of Beverston was named as surveyor and 
road contractor, and worked for more than one local trust, 
as will later appear. Richard-Smart was named as road 
contractor at Stratton (north of Cirencester), and in 
1835 Thomas Smart was inn-keeper at Tiltups Inn. In 1841
301
Moses Smart the younger was at Dunkirk, the junction 
of the present A46 with the road from Tetbury to Bath.
In the same year Thomas Smart produced not only his 
brother Moses, but also Ezekiel Evans, toll-renter of 
Cirencester, as his sureties. So it is possible that 
the families were connected by business, if not by 
marriage; the same sort of relationship prevailed of 
course among the clothiers’ families. There might 
also have been a relationship between Richard Ebsworth 
and Henry Hodges, both turnpike-renters, who provided 
sureties in 1834 for Berkeley Hicks of Maidenhead.
This marks a significant new development. The Trust 
had had some difficulty in the late 1820s in letting 
tolls, and Hicks came from a very considerable distance 
away: his sureties too were from Gloucester and Bris­
tol respectively. This points to a network of informat­
ion among these business men, more extensive and cer­
tainly more professional than the way in which gate­
keepers and toll-farmers had originally been selected. 
Finally, the combination of the last renter of the tolls 
of the Trust, Benjamin Lawrence of Stroud (his business 
was that of hay and corn dealer) with both an earlier 
bidder - his father Benjamin Lawrence senior, then of 
Weston-super-Mare but ten years earlier a bidder for 
the tolls, and with David Jones, farmer of Minchinhamp­
ton, implies not only a family link but a ‘chain of all­
ied interests in the business of the roads. Under such 
circumstances it is not surprising that the Trustees 
did not always find it easy to let the tolls at the 
price first asked.
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Gates were still being let individually up to 1824, 
but in 1825 Thomas Ricketts/Rickards of Wotton-under- 
Edge (who at the time could not sign his name) made a 
bid for all combined gates. One surety was a cooper, 
but the other was Edward Bloxsome of Dursley, gentle­
man, and sometime Clerk of the Peace for the county.
The sum of £1720 was the highest to be recorded (allow­
ing for defective or missing returns) and seems to have 
been rather an anomaly. The point, however, was that 
it was made in the year of financial crisis, 1825.^^
By October of 1826 Rickards had backed out, not even 
having been able to carry out some promised repairs.
The Committee recorded an indignant Minute.
For the next few years tolls were not let at the annual 
auction, and often the Clerk was told to find a private 
bidder. This may explain why, perhaps in desperation, a 
renter had to be found, in 1834, from as far away as 
Berkshire; that is, Berkeley Hicks, turnpike-renter by 
profession. The later 1820s were poor years, not only 
for the Nailsworth Trust in particular, but also generally 
for the clothing industry; it is not possible to estimate 
how closely one reflected the fortunes of the other.
The Minutes for 1844 and for 1847 provide evidence of 
further difficulties: the tolls were rented to George
william Saunders of Stroud - accountant. A lot of repair 
work was necessary; this was near the end of the long 
tenure of office of George Wathen as Clerk. Gates were 
also out of repair and there were complaints of "drift" 
accumulating on the road or against various properties.
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It is possible - it can be no more than supposition - 
that Saunders came in as a sort of efficiency expert
in accountancy, and it may be no coincidence that about 
this time the local newspaper carried complaints about 
the state of the road up the Nailsworth valley.
Barnfield the Surveyor had reported in 1848 that many 
toll houses were in great need of repair, and Saunders 
took the tolls again in that year. Tenders for the re­
pairs were received from Percy Taylor of Littleworth 
(Gloucester) for £12, and from John Burford for £8; 
but the Surveyor said he himself could get the work 
done for £12 and he got the contract. However, in March 
1853 it was said that the toll-house on Culver hill was 
"untenable, and ... no one could live in it".
From the late 1840s income slowly increased. In 183 9 
the tolls had been let at £1201, but dropped each year 
afterwards to a low level of £750 in 1848. After this 
they rose despite the fact that in most years the first 
auctions, and sometimes even the second auctions, attract­
ed no bids. In 1855 the total stood at £920, after which 
it fluctuated, but generally about £900. It may be re­
marked that while the Frome valley had its railway by 
1845, the Nailsworth Trust was not "devastated", but may 
actually have benefited by increased trade created by 
the railway in a neighbouring valley. (See Fig. Vlll.ii.)
This Figure shows, with possible errors and some gaps, 
the yearly rental of tolls between 1785 and 1875.
Though incomplete and subject to error, the graph shows
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trends of significance. There was a good recovery from 
the disappointing start, and the increase was most 
marked in the years immediately after the end of the 
long French wars, despite the distress of the immediate 
post-war years. The period from 1790 to the second decade 
of the nineteenth century saw the great re-building - or
'7
building - of cloth mills in the valleys, and as it is 
assumed that the yearly rentals were based either on 
the total for the previous year, plus £1 as a rule, or 
on the expectation of what the next year might fetch 
(as in the abortive bid of 1825), the period from about 
1812 to 1825 seems to reflect a feeling of optimism, of 
increased trade and of rising income, and perhaps of 
spare capital seeking an opening. The drop in 1816 
and 1817 must represent the agricultural depression 
caused (presumably) by the explosion of the volcano 
Tambora in the East Indies in 1815. But the fall from 
the peak year of 1825 is most marked, as also the dec­
line in the 1840s üntil aboüt 1850. The recovery from 
about 1850 to 1864 has been mentioned above. Short-haul 
traffic might well have increased, though long-distance 
traffic and the coaching services were heavily hit. But 
the drop after 1864 was probably due to the construction 
of the branch railway from Stonehouse to Nailsworth, 
though it might have given an increase in short-haul 
traffic, the effects for the general public possibly 
outweighing the bad effects on the Trust. In 1875 
the rents brought in only £821, and the last rental, 
for 1^ years, was for £1250.
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These matters have been dealt with in some detail in 
order to show the actual working of such a trust. There 
were considerable fluctuations both in income received 
from tolls as well as from the difficulties of collection 
through the failure, obduracy or inadeguacy of gate­
keepers. In the early years of this Trust, both keep­
ers and sureties had been local people, but as time went 
on both came from a much wider area, and from very varied 
social groups and occupations.
It was obviously a considerable advantage to a trust to 
have an assured income for the year, and one coming in 
every month, hence the acceptance of the system of toll- 
farming, even though had control been retained by the 
Trust a higher income might - at times - have accrued.
But turnpike trusts were not profit-making concerns, 
though toll-renting was, which may be a main cause of the 
Stroud Roads Bill controversy in the early 1850s, when 
toll income had for many of the local trusts, and partic­
ularly the Chalford road trust, been drastically curtailed 
by the advent of the railway down the Frome valley to 
Stroud and beyond.
This controversy raised other important points apart from 
a certain resentment at excessive tolls being charged by 
a distant entrepreneur. Matters financial and admin­
istrative were called into question by David Ricardo the 
younger, and the episode neatly encapsulated the problems 
of who was to control local roads, and how were they to 
be paid for?
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Such matters will be examined in the succeeding chapter, 
for while all trusts shared the common problem of de­
clining revenue and a heavy burden of debt (once again 
raising the dilemma of the early years of the turnpike 
system), they differed one from another in several re­
spects: in management, purpose, financial satisfaction
or embarrassment, efficiency. Also to be considered is 
whether the Nailsworth Trust was typical of the local 
system. The turnpike roads had been developed as a 
corrective to the system of the repair of parish roads 
instituted in the great reforming years of the sixteenth 
century. Both parish and turnpike road systems were to 
change in the great administrative reforms of the middle 
nineteenth century, but perhaps more unevenly and with 
greater hesitation. But the crux of the problem remained 
the same - finance. It is this particular aspect which 
must now be examined.
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Notes to Figure VIII.ii:' Revenue from tolls....
The figures are taken from the record of annual 
toll auctions (and so are subject to error - the 
sums were-not always forthcoming. There may 
also be slight errors in transcription from the 
pages of the Minute Books.). Where tolls were 
not let by public auction, they had to be net- 
otiated privately, or taken by a trustee, and 
such details were not always entered.
In the early years/tolls increased as (a) the 
road became known, and (b) new gates were added. 
The large increases between 1813 and 1825 may 
reflect increased prosperity in the area, though 
the economic depression of 1815-17 does not show. 
Expectations also might have helped to raise the 
figures above the previous year's returns.
The highest total bid was in 1825, but the bidder 
had later to withdraw. The Webbs give 1837 as 
the year of highest tolls generally, but it is 
noticeable that the revenue of the Nailsworth 
Trust dropped sharply and steadily from 1830 
to 1849.
Thereafter there was a fairly steady increase 
to 1854. This period coincides with the open­
ing of the GWR down the main Frome valley.
Though income from long-distance travel and 
stage coaches would have a l ^ u t  vanished, it 
seems likely that the railway stimulated traf­
fic locally to the stations at Stroud and Stone­
house. The drop in the middle 1860s seems to 
coincide with the building of the branch line 
up the Nailsworth valley.
The final drop is obviously due to the forth­
coming demise of the Trust.
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Chapter I X . THE TROUBLE WITH TURNPIKES; THE STROUD 
ROADS BILL.
PART I . Turnpikes in Trouble.
One basic innovation of the turnpike system was, as 
Pawson writes, "the transfer of the cost of repairing 
main roads from parishioners to road user through the 
levy of a toll".  ^ This expedient certainly made funds 
available from private sources when the system was under 
development, but with maturity - that is, when the great 
roads and the major cross-roads had been put under toll - 
it was to preclude the finding of any way out of the fin­
ancial morass in which turnpike trustees found them­
selves well before the construction of railways with­
drew a major source of revenue from the roads.
The flaw in the system was clear from the start, as has
been seen in the affair of the Over Turnpike riots in
1734. Where revenue was insufficient both to repair a
road and also to pay the interest on loans made for that
repair, what could trustees do? Too often a trust, unable
to satisfy both needs, added the unpaid interest to the
capital sum, which on paper might avert the immediate
difficulty, but only by postponing a greater problem to 
2a later time. Numerous parliamentary commissions in 
the first half of the nineteenth century wrestled with 
this problem, but to no avail.
Discussions and opinion concentrated on four main diff­
iculties .
1 The number, and size, of trusts.
2 The lack of public control over adminis­
tration .
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3 The relationship of turnpike trusts with 
the parish roads system.
4 The problem of indebtedness.
It was this last difficulty that was to prevent any 
real revision of the system other than a complete 
change imposed from above.
In the early years of the nineteenth century Richard
Lovell Edgeworth, civil engineer, had written that ...
"nothing but a general system for all the roads of the
3
kingdom can be effectual". He asserted that some trusts 
had failed, that many were deep in debt and were insol­
vent, and that when interest had been paid little was 
left for the repair of roads. He suggested in addition 
that tolls should be used only for repair and improve­
ment, and that the accounts of trusts should, after ex­
amination by the county authority, be passed to a Comm­
issioner in London for scrutiny. Part of this suggestion 
was eventually to reach the statute book - 3 G iv c.l26 
of 1822 laid down that the accounts of trusts should be 
sent to the Clerk of the Peace of the county, and various 
commissions of enquiry in the 1820s and 1830s were able 
to use consolidated abstracts to compare one county with 
another over England and Wales.
Problem 1 ; was consolidation the answer?
Reports to Parliament on turnpike roads from the 1820s 
to the 1850s show a very wide agreement among the wit­
nesses called that there were far too many trusts, espec.- 
ially small trusts, and that consolidation would increase
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efficiency and reduce costs.^ In the 1833 Report for 
example, Michael Irish, who stated that he had arranged 
the Turnpike Road Returns, was strongly of the opinion 
that there were too many trusts; James M^Adam and others 
agreed, both at this and at later enquiries. Mr Irish, 
referring to the returns of 1821, said "hardly a column 
is stated correctly", and added that the accounts varied 
in period and in content, and he made a point of deprecat­
ing the action of some treasurers who had used large bal­
ances to make up for their lack of salary. Most witness­
es in the 1836 Report agreed that consolidation would be 
of great advantage, the opposition coming from small 
trusts mostly in the country districts.^ George Dacre, 
clerk to Middlesex and Essex turnpike roads, pointed out 
that plans to consolidate turnpikes had come before Parl­
iament on many occasions, even as early as 1775.
The 1840 Report said ... "it is absolutely necessary to 
resort to some system of consolidation" and drew attent­
ion to the advantages that it had brought in the Metro­
polis, as also in Scotland and the Isle of Wight.^ It 
was also thought highly expedient to put highways and
turnpike roads under the same control - the Act of 1835
7had dealt only with the parish highways.
Problem 2: the need for firmer control.
Several witnesses at enquiries put forward schemes not 
only for consolidation but also for some form of central­
ised control, on lines similar to the contemporary reform 
of the poor law system. Mr Irish had suggested in 1833 
a separate Board of Management for all turnpike roads
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in England and Wales, with the kingdom being divided into 
34 districts, each of 600 miles of road, with a clerk 
and assistant, 5 surveyors, and 2 foremen for each dist­
rict, all to come under the control of a Board in Lon-
g
don. In 1836 Robert Fuge proposed a plan to divide the 
kingdom into 5 districts, also with a Central Board in
C W
London. James M'Adam, also in 1836, strongly advocated 
a Central Board but thought the running of local affairs 
best left in the hands of local gentlemen, the London 
Board acting as a sort of referee in matters requiring 
an outside opinion. He mentioned "The Turnpike Consol­
idation Bill" then before the House of Commons but, in 
the event, little was done. Trusts were continued on a 
somewhat temporary basis with annual renewal Acts, and
the only mandatory consolidation was th&Cof parish high-
9
ways,, and that not till the 1860s. All this effort was 
nugatory.
Problem 3 : Pikes and Parishes.
Turnpike roads should not be considered in isolation.
While they had been instituted mainly in the interests 
of the- main or °great* roads, it should not be forgotten 
that the upkeep of all the many other roads remained the 
responsibility of the local parishes, which were usually 
small territorial units within the county; and this dual­
ism was never really resolved until near the end of the 
nineteenth century.
Many proposals for a closer link of turnpikes with the 
parish roads were put forward over the years. In the 1833
(Continued on p 316.)
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TABLE IX.i. To show the increase of liabilities
of turnpike trusts between 1821 and 1829.
ON TURNPIKE ROAD TRUSTS. 175
P a p e r  (A .)  —  continued.
1821 and 1829.
C o m p a r a t i v e  S t a t e m e n t s  o f  i l i o  . -ihovc V( ' :us .
1821 . 1829 .
T ru sts  •  -  ' - 1,025 T rusts - 1,119 Increase, 94.
M iles •  -  ' , -  20,875 Miles - - ! 9.798 Decrease. 1.077.
Acts o f Parliam ent • -  - 2,485 Acts of Parliam ent - 3,783 Increase, 1,298.
D ebts T . -  ' JÊ5,330,493. Debts £ 7 ,785 ,171 Increase, €2 ,454 ,678 .
- ' '
Incom e , ' j€1,088,767 Incom e .€1,455,293 Increase, € 3 6 6 ,526 .
.  /  ■
E x p en d itu re  ’ -  •» A. jCI,034,124 E xpenditure - 1,678,054 Increase, €643 ,930 .
Incom e above E xpenditure -  jC54,643 E xpenditure above Incom e - j€ 4 4 ,2 /6 --
D ebts per Mile £ 2 5 5 Debts per Mile £ 3 9 2 Increase, € 1 3 7  per Mile.
Incom e per Mile £ 5 2 Income per M ile £ 7 3 Increase, €21 per Mile.
Expenditure per M ile £ 5 0 Expenditure per Mile - .£85 Increase, € 3 4  per Mile.
•  Miles. —  From the Manner in which the Account of 1821 wns made up, it is not improbaI)le 
that the Distance was computed, instead o f being taken by Admeasurement.
316
Report J L Bicknell suggested that the branch roads of 
the trusts should revert to the care of parishes, with 
turnpikes being retained only for the "main lines of 
communication". J A Stokes thought it desirable that 
turnpike and parish roads should offer each other mutual 
aid.^^ In fact in many cases trust roads were repaired 
in part, sometimes in whole, by parish authority, with 
tolls being reserved for the payment of interest on 
debt. This was not quite what the witnesses had advised. 
As the Report of 1840 pointed out, parish inhabitants 
were not exempt from the common law liability to main­
tain a roadway in repair, and it referred to a judgement 
of the Court of King's Bench that Turnpike Acts were not 
for the relief of parishes from the burden of highway re­
pairs, but had been intended to improve the roads for 
the general benefit of the public, by imposing a pecun­
iary tax in addition to the existing legal obligation.
(It is not clear what parish obligation should be for a 
'new' road where none had previously e x i s t e d . I f  a 
highway converted into a turnpike road were out of re­
pair, the parishes "are the only parties who are liable 
to be indicted" while all that a parish could do in such
a case was to seek remedy in law against the turnpike 
trustees.
Problem 4; the Burden of Debt.
Of all problems the one, greatest and most intractable, 
was that of indebtedness. The following Table taken )(/ 
from BPP 1833 xv. Appendix, shows in brief form something 
of that problem.
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The Abstracts, such as those prepared by Mr Irish, show 
that this problem was insuperable by ordinary methods well 
before the arrival of railway competition. The 1840 Re­
port remarked on the "enormous amount of the existing 
debt, and the rapidity with which, of late years, it has 
increased - the precarious condition of a large portion 
of the property invested on road securities - the great 
and unnecessary expense of management under the present 
system", and went on to add "unless some remedy be applied 
to arrest the growth of the existing evil, it will become 
one of overwhelming magnitude". In an attempt tOvanalyse 
this problem, trusts had been asked to return answers to 
a questionnaire which included questions as to whether 
railways had as yet affected the revenue of trusts. A 
previous Report, that of 1835, though unanimous "to a 
certain extent" on the benefits of consolidation, agreed
that the main obstacle to consolidation was the state of
12
the funds, especially those of small trusts. Some of 
these were in debt beyond their capacity to pay, while 
others were affluent but were reluctant to see their 
funds taken to equalize the difference between solvent 
and insolvent trusts. One witness was "strongly of 
opinion, that until the mode of securing the debt upon 
an equitable apportionment be made, no effective course 
of consolidating the Trusts can be accomplished". It 
is to be noted that this was before railways had made 
more than a local, and initial, impact on some turnpike 
roads; and indeed even in the 1840 Report the Committee, 
after considering the answers to their questionnaire.
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could offer no opinion as to the effects of railways and
steam communication on trust finances - as such effect
could not be ascertained. In other words, the parlous
condition of the finances of the trusts was not due to
the railways vhich, by diverting revenue and potential
investment away from roads, merely made it impossible to
13rescue the system as it then was.
The question remained: how to reduce or liquidate
these debts without depriving those who held bonds of 
their just returns? It is perhaps relevant to note that 
while those who had purchased bonds in the original turn- 
piking of a road may well have done so for the benefits 
that an improved road would bring (as in the case of the 
Nailsworth Trust), the original subscribers were now for 
the most part long since dead, and the bonds and securit­
ies were probably held for the sake of such interest as 
could be obtained, and in the hope of a repayment of cap­
ital in the future: a vested interest it might be said.
Among suggestions as to how this problem might be dealt 
with was that of Viscount Lowther in 1833 - the institut­
ion of transferable bonds, "while Mr Irish suggested an 
issue by the government of bonds or debentures of £100 
or less, with guaranteed interest. John Allen Stokes, 
surveyor to several trusts in the west Midlands, recomm­
ended an uniform system of taxation, while keeping turn­
pike and parish roads under separate legal authorities.
In the 1840 Report it was suggested that the cost of road 
maintenance "must be defrayed by the parishioners (out)
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of the Parochial Highway Rate” . If parish highways and 
turnpike roads were put under a consolidated control, 
and the counties divided into districts and sub-divisions 
with a general board of management for each district (as 
was indeed attempted for parish roads in the 1850s), there 
could then be a common fund for tolls, though separate 
accounts for each district and parish would still be 
maintained. This was intended to put the accounting sys­
tem on a more efficient basis but did nothing to resolve 
the problem of turnpike debt.
The over-riding obstacle to bringing turnpike and parish
roads within the same system was thought to be the system
of tolls, ’’which forms the necessity for keeping up the
separate establishments ... without which all highways
might be made subject to the same regulations” . Sir Henry
Parnell clearly recognised this difficulty in 1843.
If rates on the land had been resorted to, the 
measure would inevitably have failed, because 
the landowners would, beyond all doubt, have 
preferred bad roads and low rates to good ones 
and high rates ... If the roads had been ves­
ted in the hands of government, it may safely 
be said that this plan would also have failed, 
for government would never have been able to 
obtain the consent of Parliament to vote up­
wards of a million and a half a year for those^^ 
roads only which now are turnpike roads ...”
The 1840 Report brought together the evils of the ex­
isting state of affairs, which may be summed up as 
follows :
too many trusts - the expense of renewing Acts - 
law charges - the number of officers and aggre­
gate of salaries - the number and often unjust
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position of toll-gates - the high rates of toll - 
the vast amount of bonded debt - the high rate of 
interest - the need to pay interest from toll re­
venue, while the burden of repairs was borne by 
parishes - the "total absence of all control 
over the power of trustees to borrow and to 
expend money" - the lack of sufficient check and 
authority to compel the keeping of regular, cor­
rect and just accounts of funds - the employment 
of "incompetent, unskilful, and inefficient 
persons as surveyors ..." 
and added "it is absolutely necessary to resort to some
system of consolidation".
This advice was not followed, and trusts continued for 
another thirty years or more, their extended life being 
maintained by the need to liquidate somehow the burden 
of debt.^^
Table IX.ii following, taken from BPP 1854-55 xlix, 
summarises the situation from 1837 to 1852. Brief dis­
cussion follows this Table, showing the parlous state 
of turnpike administration and finances. It may be noted 
in passing that the equally disastrous condition of the 
old poor law was reformed (at a stroke), but that the 
resolution of the turnpike difficulties was slow and 
difficult. But of course the burden of the new poor law 
was to be carried by the poor themselves, while the debts 
of the turnpike trusts were due to those who made the law 
and administered it locally.
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T A B L E  I X . i i . E x t r a c t  f r o m  B P P  1 8 5 4 - 5 5  x l i x  
G e n e r a l  R e p o r t  o n  T u r n p i k e  T r u s t s
TUllNPJKE TRUSTS.
E N G L A N D  A N D  W A L E S .
lo both JOouorfl of 5}rr jRaifglp $ (Tommanb.
G EN E R A L REPORT made hy direction o f the S e c r e t a r t  o f  S tate , under 
Act 3 & -1 Wm. IV. cnp. 80.
U f o x  presenting to Parliament the General Abstract o f Returns from 
Turnpike Trusts for the year 1852, transmitted to the Secretary o f State by 
virtue of the Act of the 3rd and 4th of Wm. IV, cap. 80., it is satisfactory to 
observe, from the annual Returns, that a progressive improvement is taking 
place in the financial condition o f the Turnpike Trusts generally, under the 
regulations and arrangements which have, during the last few years, received 
the sanction o f Parliament. The following account shows the comparative 
state o f the Trusts in England and North Wales in 183/ (when the highest 
amount o f  revenue from tolls was received), 1847, 1849, 1850, 1851, and 1852 
respectively :—
b o u K D  Ncntra W-il m 1837. 1 1847. 1849. lS 5 a 1851. 1R.52L
R i c x i r r t . Jt £ - £ £ £ £
Toll* • i • 1,309,985 1,214,709 1,097,482 1,082,616 1.079,122 1,074,826
Paruh aid - 24,952 30,882 27,714 2.5,486 24,822 24, .562
Mooey oorro««d 134,044. - 6,026 11,662 11,939 4,451 16,702
O ther Receipt* • ' 30,4+7 32,261 41.123 39,808 50,359 26,502
ToTAi Rcccipts - I,699.*?3 1,283,878 1,177,98! 1,159,849 1,138,754 1,142,592
E .V P lK D IT trB * .
Bepsire 938,940 692,894 609,200 580,591 578.891 574,656
lirproTetnenl« - - 202,799 31,317 41,900 41,503 31,994 56,140
S«.lariej - 93,684 S7,416 87,432 85,516 84,276 63,447
L » w  charge» * - 32,133 21,250 26,323 23,2l4 25,184 29,757
IntffM l of debt - 291,726 2(«,.530 254,4/10 24.5,712 23.5,982 225,961
Bonded debt paid off - 121,261 149,424 120,297 133,9.3.3 113,288 131,070
Other payments - 61,694 52,630 49,.381 46,040 45,509 45,.3.53
T o t a l  E i r r w D i T C B i 1,7 42.217 1,297,461 1,188,993 1,1.56„539 1,115,124 1,126,334
R o n d ï d  D e b t - 7,011,989 6,483,081 6,382,647 6,236,496 5,993,621 5,81.3,728
U w rx iD  I k i e b e b t * 1.019..5C8 1,49.3,734 1,587,010 1,57K%# 1,412,842 1,126,507
By the foregoing account the several item 'o f 18-52 may be compared with 
the returns for the previous years. The toll receipts in 1852 were reduced 
compared with 1851, in which year they were 3,491/. less than in 1850, 
showing but a very trifling reduction during the two years o f 7,790/., an average 
diminution of about 1/. per annum out of 277/. The aid obtained from the 
parishes iu 1852 was 21,5G2/., being 2Go/, less than in 1851 ; but in addition 
[1.] A
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Mr Irish had handed in to the 1833 Enquiry some statis­
tics taken from the general summaries of returns pre­
sented to the House of Commons in 1821; his revised 
figures differed somewhat from those given in Table IX.i, 
but he pointed out that the returns were not accurate. 
These 1821 figures preceded railways by a decade and a 
half, by more for many parts of the country, and show 
(if there were any further need) the magnitude of the 
financial task that was facing the turnpike trustees.
The 1854-55 Report summarised in Table IX.ii, also noted 
that 1837 was the year when toll revenues were at their 
peak (as the Webbs pointed out), though these were fig­
ures for the country as a whole and the many individual
variations were ironed out in the summarising process. 
Moreover, the tables prepared by the Clerk of the Peace 
for Gloucestershire noted that each year "balance carried 
forward" was included in the column headed revenue, so
it would not be safe to rely on the final national, or
indeed county. Abstracts as giving an absolutely true and 
accurate figure. One example, that for the Nailsworth 
Trust, is included as Table IX.iii. Printed 'official' 
figures are fallible, and it is not reliable to erect too 
commanding a structure on such an insecure foundation.
Taking the figures given in the 1854-55 summary at face 
value, it would appear that toll revenue declined from 
£1,509,985 in 1837 to £1,214,708 in 1847, and in 1852 
to £1,074,826. This revenue in 1847 was down by nearly 
one fifth on that of 1837 (presumed to be the year of 
highest revenue) and that for 1852 down on 1837 by almost
(Continued on p 3 24.)
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one third. To balance this loss in long-distance main- 
road traffic, revenue from ^ lesser turnpike roads must 
in some cases have been maintained, perhaps increased, 
as in fact will be found for more than one trust in the 
Stroudwater area in the controversy over the 1853-54 
Stroud Roads Bill - and as also can be seen below in 
Table IX.viii p 340.
The national summary shows that the amount of money spent 
on Repairs was cut drastically: from £938,940 in 1837
to £609,200 in 1849, and to £574,656 in 1852 - a decline 
of over one third in fifteen years. But again, less re­
pair work would have been needed on roads which had lost 
traffic. "Improvements", whatever this might mean, had 
certainly fallen very heavily, from £202,799 in 1837 to 
£31,317 in 1847, thereafter fluctuating about the same 
figure to 1852. But it must be noted that, though a 
great deal of bonded debt was paid off each year, unpaid 
interest had risen to 1849, but then declined from the 
"extinction of accumulated arrears of interest" or by 
arrangement with creditors: this last is given in the
bottom row of figures of the General Summary - as debt 
interest paid in 1837 was £291,726, and in 1852 £225,961, 
it is clear where the priorities of trusts really lay.
But obviously turnpike roads were no longer regarded as 
a good 'investment'; money borrowed in 1837 was given 
as £134,044, but only £6,026 in 1847. This might perhaps 
be taken as the result of spare capital being put into 
the shares of railway companies offering good returns on 
investment, while the bonds of turnpike trusts (with their
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fixed, and often declining, interest (even when paid) 
were decidedly less attractive, and of course there was 
by that time a much wider opportunity for profitable in­
vestment in company shares.
It is of course not possible from these very general 
figures to determine which trusts faced financial ex­
tinction, and which were able to continue as viable 
enterprises, if perhaps with difficulty. An examination 
below of trusts in the Stroudwater area will perhaps 
elucidate some more detail. It is however clear that 
the turnpike system did not immediately collapse on 
the advent of the railways; like Charles II, the system 
was an unconscionable time a-dying. What remained could 
perhaps hardly be distinguished from the 'ordinary* par­
ish roads, and in many cases the parishes were already 
bearing the burden of turnpike repair, while the tolls 
went to pay interest on the never-endind annual charges.
It will be relevant here to sharpen the. focus, from the 
national figures to that of the county of Gloucestershire 
(though briefly), and then to examine some of the indiv­
idual trusts themselves. Table IX.iv gives the county 
summary in 1833 from Mr Irish's evidence. Table IX.v 
is the list of questions to be answered in 1840 by 
trusts and Table IX.vi gives details of toll revenue 
and bonded debt for Stroudwater trusts for 1837, with 
a short comparison with revenue for 1853. Figure IX.i 
shows how much of the Stroud-Pitchcombe-Gloucester road 
was actually repaired at the expense of parishes, not 
by the trust.
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G lo u c e s t e r
Barton f'.ate
Pfl ('ato
? Tuffley 
bar
\<baddon
Brookthorpe
toll
I'itchcombo V
À
Stroud
FIG IX.i
STROUD - GLOUCESTER TURNPIKE ROAD
showing stretches repaired by dif­
ferent authorities, 1834. Source: 
GRO O/RutZ,
Salmons gate
Cainscro.
88
mile
Repairs done -
by Painswick district 
(of roads, ie road Gloucester- 
Painswick trust) by agreement 
by trustees, contracted: but
tithings of Painswick exempt 
from parish repair at the top 
parishes: Harescombe, Brook­
thorpe, vrhaddon, Tuffley or 
South Hamlet.
final stretch from the Sud- 
brook to Gloucester, by the 
Southgate trust.
from Answer 5 to the 1838 
guest 3 onnaire).
327
Gloucestershire statistics; county & individual trusts.
TABLE IX.iv. County summary 1833, presented by Mr Irishv-^ ^
Acts of P a r l i a m e n t ............................ 95
Number of trusts where Income
exceeds Expenditure ....................... 30
and where Expenditure exceeds
I n c o m e .......................................... 15
and where Income and Expenditure
are e q u a l ................................... 2
Not ascertained . . . .    4
Total number of t r u s t s ....................... 51
Total D i s t a n c e ................ 840 miles
Income
From tolls (etc.) ....................  £50,414
from parish composition ...........  52
Total ....................  £50,466
Expenditure £46,154
Surplus of Income over Expenditure £4,312
Debts
Mortgage   .. .. £176,601
Floating   5,873
Unpaid interest ................ 6,426
Balance due from trusts .. .. 1,308
Total ....................  £190,208
Net Debts   £183,342
The difference of £6866 is set down as Balance 
due to trusts. (i.e. between Total and Net Debts)
According to thes&figures (and it must be recalled that 
Mr Irish had a poor view of the accuracy of county re­
turns), expenditure had been kept roughly within income, 
but the burden of debt seems insuperable with a total 
income of about £50,000 and a mortgage debt of about 
£176,000. The revenue from parish composition was con­
temptibly low. At the original 5% rate of annual interest, 
£8800 would be needed each year to meet obligations.
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But for the county as a whole, only a little over 
£4000 remained after the necessary expenses had been 
seen to, and presumably the unpaid interest of over 
£6000 would accumulate to the following year. In 
fact much of this would often be transferred to the 
heading of capital, with bonds (still bearing interest) 
taking the place of actual cash. A further device was 
to include capital from subscriptions, when a new trust 
was begun, under the heading of ’’income" for the sub- 
seguent year.
In 1838, detailed guestions were sent to the clerks of 
turnpike trusts, and the county Abstract or summary 
gives the number of trusts as 50, a drop of 1 on the 
figure for 1833 perhaps due to further amalgamation, or 
perhaps the result of an error ... According to the 1838 
Abstract, in 31 trusts the roads were in good repair, in 
9 in tolerable repair, and in bad repair in 10. In 32 
trusts the roads were wholly repaired by the trustees, in 
15 partly by the parishes, and wholly by the parishes in 
3 trusts. The mortgage or bonded debt was given as £327,820, 
an increase of £151,219 in only five years - and this when 
few of the trusts had been at all affected by railway 
competition in the county. And ominously, £30,741 had 
already been converted from interest into ’capital’.
Individual answers from Stroudwater trusts to this 
questionnaire may next be examined, firstly setting out 
the schedule of questions as Table IX.v.
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TABLE IX.V.
Questionnaire to be 
answered by individ­
ual trusts.
(Source : 
xxvii.)
BPP 1840
N am e  and R esidence o f Clerk .
N a m e  of T r u s t .............................
C oun ty  o r C ount lea in which aituate
 —  rW
QUESTIONS. / 1
1. W hat is the rstlm ated  E x ten t of the T urnp ike R o ad  . 
w ithin the T ru s t o f  which you arc Clerk, com puting  t h e * L
4 aggregate leng th  o f  such R oad  in  S tatu te  M iles o f  %7 6 Q A ' k ^  
_ { F a rd , tp a  M ile? ' ' ‘ * P  ••
2. How many G ates and Side-bars are erected on such
- R o ad  or the sides thereof?  ♦' '■ '* • ■- '
3. W hat are the N u m b er o f Parishes or eitra-parocbi& l ,
places, and  N am es o f  each, th rough which such T urnp ike  
R oad  pasres, and the E x te n t o f M iles in each such P arish  , > ' ! 
or extra-parochial place ? .
Earlier returns of accounts, 
1821-1833, are in GRO: also
the original individual re­
turns for 1834, with much 
interesting detail, though 
several particulars are 
often omitted in the returns 
of some trusts.
The original papers were 
consolidated by the Clerk 
of the Peace, for trans­
mission to London, where 
the county abstracts were 
then made up.
4. W hat is the present C ondition of such R oad, and is 
any part under Indictm ent for w ant o f R epair?
. 5. W hether the whole of such Rood is repaired by the
V, T rustees, o r  in p a rt by any Parish ; and, if so, how m uch?
p:------- - ---------------------
M '6 ÿ .3 b -w b a t E x ten t ( if  any), in your opinion, have t h e . 
■ '^Sçt^lîé tfjheid  bÿ th e  C reditors on Turnpike R o ad  B onds , ' 
T orfk ldrfgages) in your T ru s t been alTccted by the in tro - v . 
lu a io b o fJR n U ro a d s J . . i . : ;  , ;
ê ;7 i-^ T ô ;^ h n t E x te n t  , ( if  any), in your opinion, have such, : 'i
M .aRi^cunties been a fleeted by the abolition o f Statute L a b o u r?  ■
'^^YlSj-’B y w hat S ta tu te  (or S ta tu tes) is your T ru st regu- 
ted; and a t w hat period will such Statute (or S ta tu tes) 
lièxp ire?  S tate the Y ear of the R eign in which each 
,.>)Statute was passed , and  the C h ap ter?
■ - ' '  9 . W hat was the T otal A^mount o f the Bonded or M ort­
gage D ebt on your T ru s t, on the 31st Decem ber 1838?
10. A t w hat period or periods was the Money borrowed?
11. How m uch o f the Bonded or M ortgage D eb t con­
sists o f unpaid in te res t converted into principal ; and when, 
and by what A uthority , did such conversion take p lace? ,
12. W hat was the  T o ta l A m ount of In terest paid to the 
H olders o f B onds, o r  M ortgages, in each of the Y ears?
At; w hat ra le  p e r cent, was In terest due on such 
sSecuntiM ,. and a t w h a t rate per cent, was In terest actually  
Â» *wch o f  th o se  years respectively ?
14. Are there any m atters which }ou think it necessary 
to  retnark in explanation  of your Answers to any o f  the 
preceding Q uestions?
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The following trusts of the Stroudwater area have been 
selected for the answers to the 1838 questionnaire.
The Cainscross & Frocester Divisions of
the Berkeley (etc.) group.
Cheltenham-Painswick.
Coldharbour (part).
Gloucester-Painswi c k .
Lightpill-Birdlip.
Minchinhampton, Tetbury & Bisley.
Nailsworth, Woodchester & Dudbridge;
and the branch road to Avening.
Stroud-Bisley.
Stroud-Cainscross-Minchinhamptori (Lower Division).
Stroud-Cainscross-Minchinhampton (Upper Division).
Stroud-Chalford-
Stroud-Gloucester (via Pitchcombe).
Ricardo, as will appear later, chose roads within the 
Borough of Stroud, with slight differences from the list 
above, and his map is reproduced for convenience here as 
Fig. IX.ii. The mileage he records for trusts does not 
agree precisely with that in the questionnaire in one or 
two instances, but there is a gap of ten years between 
the questionnaire and his pamphlet Rebecca at Stroud.
One puzzle in both is the considerable length given to 
the Stroud-Painswick-Gloucester road, which to date the 
present writer has not resolved. Another misfit is in 
Ricardo's 64 miles for the Cirencester-Minchinhampton 
road, which might include the other roads of that group. 
Nor did he include the Painswick-Cheltenham road, though 
he did include the roads to Dursley and Wotton-under- 
Edge. ' ' '
Ç \ Focton’f A«h.
Piinrw-ick.Hort«-pooU \
h
Pitchcombe
SU sdU li.
tBxvrino 
THE DIFFERENT TURNPIKES
IN THI
Soroufff) of étroutl.
Rxndwiclc
Stonebouic
Station.
Dislcy.
TKe U t t C T t  dittuiçvUh the TVrapike 
Tryuts to iehich they retpectitrly 
belong.
K>o^txnley.^ C • Bowbrid^e.
Brlmacombe 
1 / W oodlf «Suiion.
Seblcy Ilill. V  /  n i ^  r  rr
NympiiaûelJ. | ^
Lo#fS t»»l
• Clixlfoni.
A Burnt Aah.IkiiVc a
ÎSaiLjwxrth
./ 
liontlcT.
CirtncmKn
Cherringtoa.Dviralev.
L&tterwood. j ‘
Bartnn-emL
K ln p o o te .  
T i l tu p 'i  Itxa
S*ckm cnt'#
bottom.
Cakot ChaTcaago
baxiuL **hborough
TotburyVN ottoo- 
undjur-odge.
FIu IX»1 1 . Turnpike 
,roads in the Borough 
of Stroud, 1847.
From Rebecca at Stroud 
by David Ricardo.
G. Coll 10801.
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TABLE IX.vi.
T a b l e  iji explanation o f  the atljoinin^ M a p , show ing  the Length  
of  each Turnpike Trust,  and the dilferent Trusts  with wliich the 
Turnpikes  are connected.
l>engtli of Uoatl. 1 Name of 'i’ruit.
M. K. Ydj.
I. a 15 5 70 M iuchiiibampton, T etbury, and B isley .
11. c 9 5 16 Stroud and Clialford.
i l l . d 2 2 22 Nailsworth and A vening.
IV. € 14 4 88 N ailsw orth, W oodchester, and Dudbridge.
V. f 1 1 344
f Upper D ivision o f the Cainscross, Stroud, 
t and M inchinhampton.
VI. y 8 3 209 Lightpil and Birdlip.
VII . h 8 6 81 fStroud and G loucester (through Pitch* 1 combe).
VII I . i 18 1 0 Stroud and P ainsw ick .
IX. J 11 2 74 Cainscross D iv ision .
X. k 0 6 211 Stroud, Cainscross, and M inchinhampton.
XI. m 23 3 38 Cold Harbour.
XII . ê 3 5 60 Stroud and B isley .
X I I I . h 64 0 0 Cirencester and M inchinham ptou.
XI V. fit 0 33 4 0 Cirencester and Bath.
XV. Pf r 26 7 31 W otton-under-Ed ge.
XVI . 9 34 4 28 D ursley.
No evidence, documentary or otherwise, has been found 
to verify the coach-route to Berkeley through King's 
Stanley to Frocester as a turnpike route.
Sackment's Bottom = Jackament’s Bottom (where the road 
to Tetbury diverges from the Fosse Way). John Long's 
Post = Tom Long's Post. Nymphsfield = Nympsfield.
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A summary of the position at the end of the 1840s can 
be made from the answers to the 1838 questions.
1 Length of trust road varied from under 1 mile 
to over 17 miles (the Coldharbour road is 
omitted here).
2 The number of gates and bars varied from 
time to time, but it seems strange that 
the clerk of the Minchinhampton-Tetbury- 
Bisley trust wrote that there were no 
gates or bars on the road, which makes 
another puzzle - how were the tolls 
collected?
3 The number of parishes crossed by trusts 
varied from 1 (Rodborough) to 10.
4 Road conditions were given as generally 
good or tolerable for travelling, with
a few short stretches in need of repair; 
except that the Stroud-Cainscross-Min- 
chinhampton (Upper Division) road, that 
from Bowbridge to the Bear Inn, was desc­
ribed as "not in the best repair", which 
probably means "very bad".
5 On the question of who did the repair of 
roads, most replied that this was done by 
the trustees. There were exceptions. On 
the Cheltenham-Painswick road the parishes 
found materials and did the hauling, and 
the trust paid for the labour, provided the 
funds were available. A similar situation 
existed on the Gloucester-Painswick road.
The Stroud-Gloucester road (the Horsepools 
road) even in 1834 was repaired almost 
entirely by the parishes. The stretch along 
the valley from Stroud to Pitchcombe was done 
at the expense of the Painswick district' "as 
per agreement about 1 % 'miles ... by trustees 
let by contract at £20 per mile", and most
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of the rest of the road was done by the 
parishes through which it passed, the 
trustees being responsible for only about 
1 mile's repair. This was the clerk's state­
ment in 1838; Fig IX.i, taken from the 
original reports sent to the Clerk of the 
Peace in 1834, shows that this arrangement 
was already in existence.
6 On the question of whether railways had 
affected the securities, the trusts gave a 
negative answer, as in no case had a rail­
way yet been built near their roads. For 
the Upper Division of the Stroud-Cainscross- 
Minchinhampton road the answer was that 
though the Cheltenham & Great Western Union 
was to be built along the valley close by, 
the effect was not known "but cannot be much 
worse than at present"; while the Stroud- 
Gloucester trust reported that tolls had 
increased due to hauling materials for the 
railway then building at Gloucester.
(Other trusts outside the Stroudwater area thought the 
railways then being built - the Birmingham & Gloucester, 
and the Great Western Union near Cheltenham and Glouces­
ter - would be likely to lead to a reduction in toll in­
come; the Southgate Trust - the present A38 - thought 
the projected railway from Gloucester to Bristol would 
destroy most of the traffic with tolls likely to drop by 
h a l f .)
7 On whether the abolition of statute duty three 
years before had affected securities, most re­
plied that it had not, but the Cheltenham- 
Painswick trust said this now meant that the 
hauling of stone for road repair had to be 
done by parishes, and the condition of their
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roads was worsened. The Tetbury-Bisley 
road through (near) Minchinhampton had 
lost about £30 a year, the Nailsworth 
trust about £50, and the Avening road 
about £9 through the abolition of stat­
ute duty. The Upper Division of the 
Stroud-Minchinhampton road (the road 
which traversed only one parish) com­
mented that Rodborough parish was so 
heavily rated that road creditors had 
agreed to take a nominal £3 in lieu of 
statute labour. In the remarks column.
No. 14, Philip Wathen, clerk to that 
trust wrote: "The abolition of statute
labour is so severely felt by thousands 
of road creditors, that I think Govern­
ment ought either to make some compensat­
ion, or take all the roads, and thereby 
save the exorbitant charges of clerks of 
the peace, clerks to the commissioners, 
surveyors, etc., etc." This comment seems 
at variance with the answers given by the 
other trusts.
The answers to the questions on Debts etc. have been 
dealt with above and need not be repeated here. But 
it may be noted that in answer No. 12, the total amount 
of interest paid yearly, much variation was recorded, 
not only between trusts but from year to year in any one 
trust. Thus from 1832 to 1834 the Cheltenham-Painswick 
road paid out about £70, but thereafter about £500; the 
Coldharbour group likewise usually paid between £3o and 
£70, but in 1833 the sum of £175. The Lightpill-Birdlip 
trust paid sums varying from £23 2 to £481, and the Tetbury- 
Bisley road sums from £59 to £209. The main Nailsworth 
road paid a fairly steady £200 with a few fluctuations.
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The Stroud-Bisley trust made no payment of interest.
The clerks of the various trusts made careful account of 
these financial matters as they also did for answer No.
13 on the rate of interest. With many there were con­
siderable arrears of unpaid interest, which when paid 
was seldom the nominal £5 per cent. However, the Nails­
worth Trust paid its correct interest in each of the years 
recorded in the answers to the questionnaire.
The final answer. No. 14, contains some interesting de­
tails. The Cainscross Division recorded that the four 
trusts within the Berkeley group joined forces in 1821 to 
save expenses, though each running their own finances 
within the general grouping; and they had not used 
statute labour since 1823.
The Cheltenham-Painswick trustees had made a distribution 
of cash to the parishes since the abolition of statute 
duty; while in the Coldharbour group, the large payment 
of interest in 1833 (referred to above) was attributed 
to the accumulation of arrears of interest for several 
years until the parties concerned could establish their 
entitlement to the distribution. The Nailsworth Trust 
recorded that the main road had benefited from the inter­
changeability of tickets with the Avening branch, and 
the trustees had paid off about £2000 of capital debt - 
a contrast it may be noted with most other local trusts.
Three clerks reported difficulties in having taken over 
in 1838 from Henry Newman, deceased, who (like George 
Wathen) had been clerk to several trusts. W T Paris of
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the Stroud-Gloucester trust said he had answered the 
questions after perusal of the books and accounts and 
from enquiring of different people, having been clerk 
only since 30 January.
It seems certain that a tightening up of the way trusts 
were being run was well overdue. For example, on the 
question of what interest had been converted to capital, 
and on what authority, Philip Wathen (who had taken over 
on the Upper Division of the Stroud-Minchinhampton road 
from the late H Haycraft) reported that the cost of that 
road had been over £2479, reduced by some early toll- 
taking to £2380, and that interest to the value of £526 
had been added to that capital sum "by order of the 
creditors". George Edwards, having taken over as clerk 
to the Lower Division of that road, reported that the 
"principal money" had been £3010, and that interest to 
27 October 1830 was £512; and that Richard Jones had 
received a mortgage for £l3o for his services of "work 
and labour" on the road, while Charles Newman for his 
professional services as collector had received £60.
The only authority which Mr Edwards (who also had succ­
eeded the late Henry Newman) could find was a resolution 
in the minute book of the trustees on 27 October 1830 to 
this effect - "Ordered, that the securities on the tolls 
be prepared, and that all arrears thereon be included up 
to this date, and that the stamps shall be paid for by 
the respective shareholders".
Thus during the I830s it was apparent that the affairs 
of at least some of the local trusts were not in the
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best of financial health, well before railways were 
built in the county; that some trusts could not even 
afford to keep their roads in repair but had to get this 
done by the parishes (which, as seen above, still had the 
legal obligation to do this); that the burden of debt 
could not conceivably be redeemed; and that this burden 
was actually being increased by the conversion of unpaid 
interest to "principal". (See Table ix.vii p 339.)
Ten years and more later David Ricardo the younger tried 
- in desperation it would seem - to obtain reform of this 
chaotic system on lines suggested for twenty years past 
by numerous expert witnesses to numerous Parliamentary 
enquiries. This well-meant attempt led to the controversy 
in 1853 and 1854 over the Stroud Road Bill, which is the 
subject of the second half of this chapter. Ricardo made 
much use of official figures, and produced several tables 
of his own for publication in the Stroud Free Press, 
especially comparing the costs of trusts and parish roads. 
One such table, taken from county Abstracts, is given in 
Table IX.vii below. For a brief comparison, revenue in 
1853 is given as well as that for 1838. In most cases 
there is a decrease in revenue; in a few a small increase 
Some attempt at a comment on this table is given in Notes 
to accompany it. Any discrepancy in arithmetic must be 
due to compilation at the time of publication...
339
TABLE ix.vii. Money borrowed; unpaid interest to principal» 
(From answers 10 and 11 to questionnaire of 1838. BPP 1840 xxvii)
Trust 10 11
Cainscross
Frocester
Cheltenham-
Painswick
Coldharbour
1800, 1801, 1802, 
1818, 1819 
(amount of £2400)
Sept 1829
1820, 1821
First 1802, 
last 1821.
(A full statement sent to James M 'Adam in 1838.)
None
None
Arrears of interested of 
£5320 converted to principal 
1834 by consent of mortgagees
None.
Gloucester-
Painswick
Lightpill-
Birdlip
Minchinhampton-
Tetbury-Bisley
Nailsworth- 
Woodchester- & 
Dydbridge 
Avening branch
1819, 1821,
mostly 1800 and 
1801, some 1812-13
1788, 1793, 1803, 
1825, 1827, 1828
1780, 1781, 
1817, 1818,
1823, 1829
1782,
1823
Stroud-Bisley 1823, 1824.
Stroud,Cainscross 
& M'ton (Lower) 1825, 1826
Ditto (Upper) from Oct 1829 
to June 1833.
£2581 converted in 1834 
with consent of mortgagees.
None
None
None
£1045 converted Sept 1829, 
trustees with consent of 
most of creditors at the 
time, later of alT.
None
See text Chap IX.
See text Chap IX.
Stroud-Chalford. 1814, Mortgages 
granted 1812-17, 
1821-22, 1834.
March 1834^ £2983 converted 
by trustees, with consent 
of most creditors. A meeting 
was called to borrow money 
to pay the interest unpaid, but this unpaid inter­
est was later secured to the original mortgagees 
as principal money by separate mortgages. The 
creditors raised no objections.
Stroud-Gloucester. £10,400 when
the Act was passed
The residue added by mort­
gages for unpaid interest 
and debts due 1 Jan 1837. 
£9000 unpaid interest had 
been converted by authority of a special meeting 
of the trustees on 19 July 1836, and the residue 
for land not yet paid for by securities, with 
interest at the rate on the original valuation.
TABLE IX.viii. Toll Revenue & Bonded Debt in 1838
(a) (b) (c) (d) (e) (f) (g)
Trust Toll Revenue
£
Bonded Debt 
£
Mileage Revenue per 
mile £
Debt per 
mile £
Revenue 
in 1853 £
Cainscross Division 2400 11^ 208.6
Frocester Division 250 11% 22.2
Cheltenham-Painswick 929 , 14,194 ih 123.8 1892 440 ■
Coldharbour District 769 1670 23% 32 71 374
Gloucester-Painswick 823 8688 17% 47 . 503 770
Lightpill-Birdlip 474 5662 8% 55 666 ! 483
Minchinhampton-Tetbury-
Bisley 348 4917 15% 22 317 266
Nailsworth-Woodchester-! 
Dudbridge
& branch (to Avening)
11162 -
4184 17%
58
239 743
5694 2% 2277 120
Stroud-Bisley 100 1700 3% 28 485 77
Stroud-Cainscross- 
Minchinhampton (Lower 173 3783 0 % ^
--------------------------------- J
185
uiVISion ^ -----------------
Ditto (Upper Division) 41 2906 2% 18 1291 53
Stroud-Chalford 675 14,999 10% 64 1428 491
Stroud-Gloucester 
(via Pitchcombe)
288 21,923 8% 33 2505 352 .
00
o
Sources : Columns (a) (b) from County Abstracts in BPP 1840 XXVII; columns 'c) and (d) from
the Statements of individual trusts, also BPP 1840 XXVII; column (g) from BPP 1854-55 XLIX.
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Notes to Table IX.viii.
1 The individual trust statements for the Cainscross 
and Frocester Divisions do not here record revenue, 
but the county Abstracts give the aggregate for the 
whole group - the Berkeley, Wooton-under-Edge & 
Dursley, the Frocester, and the Cainscross Divisions. 
Likewise, the consolidated Cirencestèr District of 
roads only records their aggregate, not the revenue 
of the individual roads, and in any case only the 
road to Stroud in that District concerns this study. 
Revenue per mile for the Stroud-Cainscross-Minchih- 
hampton (Lower Division) road is not included here, 
as the distance was less than one mile.
2 Column (f), debt per mile of road, can be utilised
to produce a three-fold break-down of the trusts 
listed here. Firstly, those former parish highways 
put under turnpike authority in the first three- 
quarters of the eighteenth century, such as the F r o - . 
cester hill road, the roads west from Tetbury (the 
Coldharbour District), the road from Tetbury through 
or rather past Minchinhampton to Chalford, which was 
later extended to Bisley. The second, and small, 
group is that of 'new* roads round the turn of the 
century: the Nailsworth Trust, and the SIad road
from Lightpill to Birdlip, the debt per mile of 
which is somewhat higher than for the first group.
: The third group is also of 'new' roads, that is 
along valley bottoms and slanting up-hill to the 
plateau top, from about 1810 to 1825. The debt per 
mile here was considerably greater than for the 
other groups, especially on the branch road from 
Nailsworth to Avening, and that from Stroud to Glou­
cester via Pitchcombe (the Horsepools road). The 
Stroud-Bisley road was only partly 'new', following 
the old parish highway once it had reacnea the level 
top. The amount of bonded debt for these roads 
seems disproportionally high: over £14,000 for the
Cheltenham-Painswick road, and for the Stroud- 
Chalford road, and as much as £21,000 for the road 
from Stroud to Gloucester which used the old parish 
road once the Vale had been reached at Brookthorpe.
3 A curious anomaly is the high revenue of the road 
from Cheltenham to Painswick. It is suggested here 
that this is because it formed part of the route 
to Bath (now the A46) througn Stroud, passing the 
Anchor Gate on the short Lightpill stretch south
of Stroud, and thence along the main road of the 
Nailsworth Trust, and crossing or using part of the 
Coldharbour group before joining the Cirencester- 
Bath road at Dunkirk. The relatively high revenue 
per mile on the Stroud-Chalford road may be from the 
conveyance of goods to and from the mills on the 
Frome, where after 1800 most of the manufacturing 
processes were concentrated. The low returns on the 
Tetbury-Minchinhampton-Bisley road, the Stroud-Bisley 
road and the Stroud-Cainscross-Minchinhampton (Upper 
Division) are well marked.
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The damaging effects of railway competition are 
clearly shown by the figures for 1853. The A46 
Cheltenham-Bath route lost heavily, as had the 
Stroud-Chalford road. But the Cainscross Division 
had gained from the traffic to the stations at 
Stroud and Stonehouse (as will also be pointed out 
later in this chapter). The Lightpill-Birdlip, 
and the Tetbury-Minchinhampton-Bisley road do not 
appear to have suffered overmuch, presumably be­
cause they were not in direct competition with 
railway routes; their traffic in any case had not 
been heavy. The Stroud-Cainscross-Minchinhampton 
roads had gained a little, probably through *nat­
ural ' increase in traffic flow while the Stroud- 
Gloucester road had actually increased its revenue 
by no insignificant proportion.
It may also be noted that a distinction can be made 
between earlier turnpike trusts and the ‘new* roads 
constructed after 1800. Existing parish roads put under 
toll would appear to have borrowed money as and when 
various stretches of the roads needed repair, apart from 
the 'normal' repair done out of revenue or by parishes. 
'New' roads had of course to borrow their capital sums 
on or during construction. The Upper Division of the 
Stroud-Cainscross-Minchinhampton road (the Butterrow road) 
seems to have been built after the Lower Division, from 
Cainscross to Stroud, had been finished. It is not clear 
how the 'new' trusts envisaged repayment of the very con­
siderable costs of construction, though an optimistic 
forecast might have thought interest could have been paid 
at the due dates. But the conversion of unpaid interest 
to capital seems not only an act of desparation but down­
right irresponsible and reckless. It was even proposed 
on the Stroud-Chalford road to borrow money, at interest.
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to pay unpaid interest!
The Nailsworth Trust main road once more shows up as 
comparatively well-run in comparison with several 
other trusts.
These are inferences, and it should be borne in mind that 
the figures are not necessarily reliable enough to act 
as completely acceptable indicators of economic and fin­
ancial change. But what is quite clear is that within 
this relatively small and compact area of Gloucestershire, 
the turnpike system contained considerable variety, in 
length of roadway, in revenue, in capital debt, and was 
also much subject to change.
It is also of interest to note that the Nailsworth Trust - 
discounting the rather ill-advised Avening branch - had 
a creditable record not only in its period of construction, 
but also in keeping down capital costs as compared with 
other roads in the valleys and up the hill-slopes. This 
trust was prompter and more reliable in the payment of 
interest to bond-holders, and in some repayment of capital, 
and while its revenue was diminished after 181-5, a steady 
if lower level was maintained until the building of the 
Midland railway branch up the valley. Its through coach- 
traffic must have vanished by the 1840s, if not before.
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but it may be thought that local traffic, especially in 
the movement of stock, prevented its tolls from declining 
as sharply as those of some other trusts. The final twenty 
years or so of this trust will be dealt with in the succ­
eeding chapter.
PART I I . Ricardo and the Stroud Roads Bill.
David Ricardo of Gatcombe Park near Minchinhampton, son 
of the great economist (another David) was, like G 0 Paul, 
a public benefactor and a man with a keen sense of public
duty. He had been one of the two first MPs for the new
Borough of Stroud, a JP, and was on the Board of Guard­
ians for the Stroud Union workhouse, from which he resign- 
17ed in May 1855. He gave generously for the construction
of workers' houses in Minchinhampton, to the building of 
more than one local church, and for the foundations of 
local schools, and in 1849 he helped to start a (short­
lived) local board of health.
His family background may well have predisposed him to 
attempt the reform of out-dated institutions and to the 
elimination of financial and administrative inefficiency, 
but he had a more personal reason for the onslaught he 
mounted against the local road systems. As early as 1847 
he published a pamphlet entitled "Rebecca at Stroud", in 
which he suggested that the burden of both parish high­
ways rates and of turnpike tolls might give rise to civil 
disturbance.
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His personal reason vas this. With the loss of through 
traffic and revenue for some trusts due to the complet­
ion of railways - in particular that down the Frome valley 
from Swindon to Gloucester with stations at Brimscombe, 
Stroud and Stonehouse - toll-farmers found themselves
forced to extract the last penny from road-users in order
19to maintain their income. What Ricardo termed "illegal"
gates had been set up where previously passage had been 
20more relaxed. The fourth part of the Road Report in 
1854-55 (see Appendix 6) had pointed out that the Chalford 
Bar between Bourne and Chalford was the only remaining 
toll-gate on that valley road, and had been set up express­
ly to catch travellers from the Minchinhampton plateau 
heading for Brimscombe station; there were also some bars 
on side-roads, such as that for the Toadsmoor valley, the
21
road there having been diverted when the railway was built. 
No. 18 of this Fourth Report was on the Stroud & Chalford 
Roads, and gave the debt of that trust as £14,999 5s., 
including £2983 arrears of interest converted into prin­
cipal (in 1834, more than ten years before the railway had 
been completed). The full interest at 5% could not be re­
paid; by 31 December 1854 arrears stood at £7768 6s. Id.
With such a reduced income, repair was done wholly by the 
parishes. The tolls had produced £661 in 1834, £659 in 
1845 (the year of building the railway) and £491 in 1853. 
Expenditure for 1834 was given as £811, as £906 in 1845, 
and as £453 in 1853; but bonded debt was only £2 down on 
the 1834 sum of £15,001 5s. This was far from a healthy 
state of affairs.
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Ricardo vas incensed at the existence of the catch-gate
at The Bourne. Here there vas during the day a chain
across the road (except in vet veather) and vhat he
called "ragged little boys on every corner" vho vould
run up to the traveller vith a charges board and a bundle
of tickets. It cost him, vrote Ricardo, 2s. 4d. to travel
by carriage to Stroud, and on at least one occasion he
refused to pay. For this he vas taken to court and fined
by his fellov magistrates the sum of tvo guineas, and 17s.
22costs for failing to pay a toll of 2d.
Ricardo vas not alone in suffering such petty inconven­
iences. Mr Godsell of Salmon Springs mill, just outside 
Stroud on the Gloucester road, had been brought to court
for a similar offence by the gate-keeper there, one D H 
23Atkins. (Another Atkins, J W, vas keeper at the Anchor
Gate vhere the Lightpill-Slad road joined the Cirencester
road at the bottom of Rodborough hill; another Atkins,
Thomas, had been clerk to the governors of the Stroud
Union vorkhouse, but had been dismissed.) Among those
vho suffered at Salmons Springs toll-site vas John Buck-
nall vho claimed that the ticket he had taken at Pitch-
24combe should have cleared both gates both vays. Joseph 
Bovstead also put a letter in the local nevspaper, though
one John G u m e y  vrote from London to counter his com-
, . ^ 25plaint.
The columns of the Stroud Free Press & Trade Reporter 
for the West of England Clothing District (founded in 
1851) from nov on contained numerous letters, both of
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grievances about tolls and the bad repair of local roads, 
and also other letters refuting these claims, usually on 
personal grounds. The Stroud Free Press also printed ed­
itorials urging reform.
In December 1851 Ricardo announced that he had sent a
"memorial” to the Home Secretary about the bad state of
the Chalford road, as his complaint directed to the trust
27had been without effect. In an earlier letter, in the 
issue of the Stroud Free Press of 3l October 1851 he had 
pointed out the re-opening of the catch-gate at Chalford, 
and reminded readers that Samuel Clutterbuck, a commiss­
ioner and trustee, was also toll-collector and in charge 
of road repairs; the tolls were not handed to the trust's
treasurer but spent directly on repair, and Mr Clutterbuck
28was also chairman of the "audit meeting".
This is a perhaps typical example of how the administration 
of trusts had come into the hands of a very small group 
of local people of influence (and money) who might well 
combine different functions. An extreme example was that 
of the Minty (sic) & Crudwell branch of the Cirencester 
& Wcjftton Bassett trust, where at. the 1833 committee an 
amazing piece of adminstrative exclusiveness was revealed. 
The clerk, John Bevir, did not know if the road was 'im­
proved' or 'new', had never seen any account until given 
one a few days before, had signed a return about a year 
earlier when the Clerk of the Peace had demanded one (but 
he knew nothing, he confessed,about it). He was ignorant 
of the rate of toll and told the committee that meetings 
had been "so indifferently attended that sometimes for
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months together we have not been able to get a Commiss-
29loner to pass the Account” .
It transpired that the money to set up this branch road 
had been supplied by Mr Joseph Pitt, formerly HP for 
Cricklade, who owned most of the land through which the 
road rant He was in fact the only creditor, but said the 
road was so inconsiderable, producing hardly more than 
£15 a year in tolls, that he had not complied with the 
General Turnpike Act; the gates were to prevent people 
from using the road. No one, he claimed, had yet had any 
interest, but on questioning he admitted "With the Ex­
ception of myself” . Here then was a public toll road 
being treated as a piece of private property; .an extreme 
case no doubt but showing (if it were needed) how the 
rights of property were at times taking precedence of 
the idea of public utility, though it is likely that this 
occurred only for minor cross-roads, not for the main or 
great roads. Roads such as the new Stroud-Bisley turn­
pike, or the abortive Miserden scheme, were not of great 
public interest.
A letter sent by Charles Stanton to the Stroud Free Press, 
printed on 7 November 1851, took the point of view of the 
bond-holder. Stanton was both commissioner and mortgagee 
of the Chalford trust and thought some consideration 
should be given to the "poor Mortgagees” . He put the 
blame on the letting out of tolls and the system of toll- 
farming, which had divided responsibilities between 
trustees and toll-farmers.^^ In the same issue, "Vindex”
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made a personal attack on Ricardo: the way of the well-
intentioned reformer is seldom other than thankless.
More than one person of local standing wrote to the paper 
advocating change, in particular the abolition of tolls 
and the amalgamation of all trusts in the Borough into 
one general t r u s t . O n e  such correspondent was Thomas 
Clutterbuck Croome of the firm of Croome & Harris of 
Cainscross, solicitors, who were later to be given the 
task of piloting the proposed Bill through the Houses of 
Parliament. The Stroud Free Press supported moves for 
reform, and at a critical moment of the gathering storm 
published, on 8 April 1853, an editorial referring to 
the "enormous and crushing evils ... bad and dear roads 
... matters of life and death to our commercial and soc­
ial prospects". This was countered by Charles Stanton 
on the grounds that the proposed new system would not 
tax the road user, but would throw the whole cost of 
repair on the parish ratepayers.
It is likely that a great deal of private discussion
went on throughout 1852 which would not be printed in
the paper, but it was announced that several "notables"
had met to try to draw up a plan for change. Names were:
Ricardo, Winterbotham, Dorington, Capel, S Marling and
T C Croome, though W Playne and C Stanton declined to 
32attend. (Identities of named persons are given below
in Appendix 5.) But, wrote Ricardo, they could not
agree on a plan suitable to all and he thought it would
33
be necessary to have recourse to Parliament.
350
In October a leader in the Stroud Free Press urged action 
- "it was time to get moving". Several local turnpike 
Acts were due for renewal about this time, and in Novem­
ber the Secretary of State postponed such renewals for
a year to give time for local matters to be sorted out 
34locally. On 11 March 1853 the Stroud Free Press started 
to publish details of the plan for an Act of Parliament: 
the document was signed by D Ricardo, C Stanton, N W Marl­
ing, S Marling, J E Dorrington (usually spelt with only 
one *r*), W H Withey, R Winterbotham and T C Croome, and 
a public meeting was arranged for the afternoon of 13 
April in the Subscription Rooms for the plan to be pre­
sented and discussed. A summary of the plan is given here.
1 All the public roads, both parish and turn­
pike, within the Borough of Stroud, should 
come under one General Board of Management.
This Board would consist of:
2 Waywardens elected by parishes with resident 
JPs as ex-officio waywardens.
3 One member would retire each year (presumably 
one from each parish) but could stand for 
re-election.
4 The qualification would be actual residence 
and payment of the poor rate on an annual 
rent of £30 or more.
5 Waywardens would have all the existing powers 
of parish highway surveyors and turnpike com­
missioners .
6 Meetings should be held monthly.
7 The usual officers would be appointed: i.e. 
chairman, vice-chairman, clerk, treasurer, 
surveyor.
8 Five members would constitute a quorum.
9 All appointed officers would have fixed 
salaries.
10 An independent auditor would be appointed
by the Home Office.
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11 There would be two separate and distinct 
funds: (1) Toll revenue would be used to
extinguish the bonded debt within 30 years 
at 3% interest; and it could also be used 
for the salaries of officials and road 
repair (assuming there would be a surplus).
(ii) A new highway rate would pay for road 
repair, but would not be used for the pay­
ment of interest or the repayment.of bonded 
debt.
In addition there should be only one toll, clearing 
all gates. If the tolls proved insufficient for 
interest payment, sinking fund and management, a 
second toll would be allowed if the journey was of 
more than four miles from the site of the first 
payment.
When both debt and interest had been cleared, the 
road in question would be dispiked.
The question of the payment of the proportion of 
debts on roads extending beyond the boundaries of 
the Borough of Stroud would be settled by arbitration.
Such proposals had been suggested many times by many people^-
especially to the various committees investigating the
conditions of the national roads. In a letter to the
Stroud Free Press in April 1853, Ricardo added statistics
which he hoped would underline the impossible situation
then existing and bring public opinion to back the plan.
On local turnpike he gave, for the year ending 3l December
1849, these figures:
For the 13 trusts wholly or partly within 
the Borough of Stroud -
Income from tolls was £7261
with other income, a total of £7741
Spent on road repairs 3275
and on debt interest 2477
with other expenses, a total of 6717
Debts: bonded 94,077
floating 479
a total of £95,407
and unpaid interest 26,553
making a total of £121,96)
(shilling and pence omitted: his letter has a few minor
discrepancies which do not materially affect the result.)
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These suggestions mirrored the pattern being adopted in 
local administration: his principles, wrote Ricardo on
2 December 1853, were "election and public audit". 59 G iv
C.12 of 1819, an Act to amend the Laws for the Relief of 
the Poor, had required select vestry committee to be app­
ointed to report twice a year to the parish as a whole, 
and to maintain (and make public) proper minutes. It has 
already been noted that turnpike trusts should submit ann­
ual accounts to the Clerk of Peace (a formality not carried 
out by Mr Joseph Pitt). The strongest expression of "el­
ection and public audit" may be seen in the Poor Law Amend­
ment Act, 4/5 W iv C.75 of 1834, with boards being elect­
ed by ratepayers, with several parishes forming a union 
(not necessarily with one set rate), and with salaried 
officials appointed and supervised by the Board of Guard­
ians. The Public Health Act, 11/12 V c.63 of 1848, with 
which the Town of Stroud was also concerned at the time 
of the Roads Bill, also made provision for the election
of committees, for a system of general rates and for a
35board of health.
Permission had been given by 12/13 V c.45 of 1849 for 
turnpike trusts to form unions, as had already been done 
earlier by many groups of roads of major importance.
5/6 W iv C.50 of 1835 had abolished statute duty on roads, 
but owing to the near insolvent state of many trusts, 
parish contributions had had to be retained: one slightly
later law - 4/5 V c.59 - confirmed that parishes might 
have to contribute rates to trusts which lacked funds, 
though this normally took the form of repairing turn-
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pike roads out of the parish rate, not the handing over 
of cash. Thus the Stroud Roads Bill might seem to its 
proposers to be merely in line with changes in parallel 
institutions, and unlikely to meet great opposition.
However, in April 1853 Ricardo, setting out the income 
and expenditure on trust and parish roads, had referred 
to "vague rumours of opposition" - it all, he said, dep­
ended on public opinion. He may have forgotten the say­
ing that those who appear to Caesar must abide by Caesar's 
3 0
decision. Voc populi, vox dei - with a vengeance.
Opposition erupted with volcanic suddenness at the pub­
lic meeting held to inaugurate the proposals for the Bill. 
In the early eighteenth century resentment of the classes 
without public voice had manifested itself in rioting,
disguise (to avoid detection leading to arrest) and de-
37struction of property. In 1853 the working people of 
the Stroud area were able to make their feelings known 
in more democratic ways - perhaps a result of men like 
Ricardo trying to use democratic methods, and very likely 
also due to the existence of a weekly local paper. This 
meeting, reported on 15 April, was a significant one. 
Ricardo was in the chair, while Charles Stanton (rather 
surprisingly in view of his previous opinions) emphasised 
the need for unanimity of action, and also the power of 
local electors. "Anyone," he remarked, "travelling 
through Stroud and making a circuit of half a mile would 
... pay five or in a circuit of a mile eight tolls". The 
People's Voice (unidentified in the crowded hall) called 
out, "Not by a labouring man!", and this set the tone of
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the meeting. Mr Croome tried to suggest that labouring 
men had to pay more for their goods because tolls raised 
prices. This was not accepted, and the meeting was a very 
unhappy experience for Ricardo and his supporters.
This, and other meetings, was reported in the Stroud Free 
Press almost verbatim, and these reports give an excellent 
view of the way public opinion could defeat a proposal 
that was unwelcome to the majority (most of whom had no 
votes), and also how public opinion could fix on certain 
sore points, imagined or not, totally discarding other 
arguments. Both the workforce and the tradesmen of the 
Town of Stroud were fiercely opposed to the plan, seeing 
it as a means of transferring the cost of tolls from the 
purses of those with carriages (and the money to pay tolls) 
to the pockets of those who paid rates, or had little bey­
ond an uncertain wage. It seems possible too that Ricardo
had not expected the ’carriage folk’ to reject his pro­
posals, but Captain Townsend of Steanbridge, at the head 
of the Slad valley, was one of his most vociferous oppon­
ents. Townsend pointed out from the floor that rates
would rise so that others could benefit, and repeated 
the oft-expressed opinion that "those who used the road 
should pay for them", a sentiment greeted with cheers from 
the body of the Rooms. On behalf of the plan Mr Winter- 
botham said the poor should carefully consider it, adding 
"If any burden was created by the plan it was one that 
would be felt most injuriously by the very gentlemen who 
had submitted the particulars for their consideration";
355
but when he mentioned rates he could not be heard for 
the constant interruptions. His remark that "They were 
not proceeding without some warranty, for in the first 
place the bill that was introduced by a former govern­
ment - which was a bill for the whole country - provided 
for the regulation of turnpikes by the very system they
proposed to adopt in this district", caused "great con-
^ • M 38fusion".
It is of interest that a factory operative, one J Harper, 
was permitted to address the meeting from the platform.
He said that a great deal had been said about the work­
ing class by the worthy gentlemen "in order to put a 
worthy tax upon them", adding later that thousands thought 
the plan would shift the burden from rich to poor. It is 
also of interest that complaints were made that a meeting 
in the afternoon prevented working people from attending, 
and later meetings were in fact held in the evening, as 
was the final meeting in the next year called by William 
Ranger, Home Office Inspector investigating sanitary con­
ditions in Stroud, and expressly so that working people 
might be able to attend.
Other meetings were in fact held, at one of which Ricardo 
absented himself, sending in a note to say that discussion 
would be freer without his presence. But Mr Winterbotham, 
who again spoke for the Bill, was again shouted down and 
two resolutions were passed against the plan.
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One read as follows:
The Meeting views with alarm and disapprobation 
the project called "The Stroud Roads Bill" as 
involving principles utterly subversive to the 
laws of property, and tending in detail to im­
pose great additional burdens on the Ratepayers, 
without any corresponding benefit to the Public 
at large.
The second resolution, proposed by the Rev Thomas Peters, 
Rector of Eastington, and seconded by R S Davies Esq., 
was that -
The proposed Bill be opposed in Parliament, 
and that Petitions against the same be forth­
with prepared and signed by the Ratepayers of 
the Town of Stroud and of the respective Par­
ishes in the Borough.
The townspeople of Stroud had clearly shown their oppos­
ition to the proposals, and in November 1853 Croome & 
Harris were to meet in a roads committee to discuss 
possible amendments with the Town Commissioners, the 
trustees of the Stroud-Gloucester turnpike, and Major 
Newman (who had chaired a meeting of opposition), and 
matters were not improved by the backers of the plan 
agreeing to exempt the Town from the provisions of the 
Bill - thereby, of course, imposing the full cost on 
parishioners outside the 1-mile radius of the 1825 Im­
provement Act.
How many worthy gentlemen came down against the Bill when 
they had seen which way the winds of opinion were blow­
ing, and it appeared their pockets might be affected, 
cannot be ascertained, but it is noticeable that after 
the first disastrous meeting many previously silent people 
came out strongly against the Bill. Parishes met to dis­
cuss - that is, to oppose - the Bill. At a meeting in
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the New Inn, Avening, the chairman of that parish was Ed­
mund Kimber of the Nailsworth Trust. Mr Freston, of the 
firm of Freston & Edwards, solicitors, who acted as clerks 
for more than one trust, wrote a series of bitter letters 
against Ricardo and the plan.^^ in a letter of early Dec­
ember he claimed that landowners in Bisley parish were 
now against the Bill. "Independently", he said; but 
their numbers were not given, nor all but a few names 
recorded.
In February 1854 the indefatigable "Viator" wrote to the 
press that the Bill would be unjust to proprietors and 
those who did not travel, while a group of parishes north 
of the village of Stonehouse also decided on a petition. 
These parishes were : Standish, Haresfield, Eastington
and Morton Valence, and most of them were not even with­
in the Borough b o u n d a r i e s . T h e y  were alarmed lest 
toll revenue and bond interest would suffer. Prominent 
in this group were the Rev T Peters and F Eycott, and it 
is noticeable how regularly the same names turn up in dif­
ferent capacities, such as landowners, parishioners, trust­
ees and mortgagees. Most of the petitioners of this group 
were gentlemen and farmers, with few tradesmen. They 
thought the Bill would involve their parishes in sub­
sidising turnpikes even more than they already did, and 
the proposals were termed "unprecedented".
These same points were made by trustees of other turn­
pikes. in July 1853 the trustees of the Cainscross Div­
ision of the Berkeley group had pointed out that of the 
84 miles in their District, only 6 would come within the
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proposed new Stroud turnpike area, and this was the most 
profitable stretch, taking the traffic to Stonehouse rail­
way station, and the deprivation of this revenue would be 
unjust to the group as a w h o l e . T r u s t e e s  and mort­
gagees of the Berkeley group claimed that the Bill was 
a breach of faith, "unprecedented and inexpedient", mem­
bers signing this petition including H W Newman, the Rev 
T Peters and F Eycott . . .
Another protest came from the Coldharbour roads group, 
that is the roads west from Tetbury to the top of Fro- 
cester hill, including the road through Horsley to the 
Old Bath R o a d . I d e n t i c a l  words were used: breach of
faith, unprecedented, inexpedient. Signators included 
R C Paul, R W Huntley of Boxwell Court, William Tyndall 
of Leighterton. Eleven trustees and one mortgagee sig­
ned the petition, but an additional sheet added more 
names. It may be noted here that Ricardo's earlier "mem­
orial" to the Home Secretary had contained 62 names, and 
a similar one from Chalford had 25 names.
Finally, the action taken by the Nailsworth Trust should 
be considered. A policy meeting was held on 31 January 
1854; no venue was, named, and perhaps it was held at a 
private residence. The Bill was considered by E Dalton,
R Bamford, W Playne and J Wight - a small group indeed. 
Adjourning to 14 February to allow the attendance of 
mortgagees, the meeting on that date recorded these 
names: E Dalton, W Playne, R Bamford, C Ballinger, the
Rev G Williams, J Wight, - Ward Esq., W T Newzam Esq.,
C J Little and E P Westley Esq.
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The Rev Williams proposed, seconded by W Playne, that 
the Trust should oppose the Bill as likely to damage
il
the mortgagees' interest, for it would reduce by Arb­
itration the amount of the Bonded Debt" as well as the 
rate of interest without giving the mortgagees as good 
a security as they already held, and this resolution was 
carried unanimously. Mr Wight then proposed, with Mr 
Ballinger as seconder, to record a statement (hardly a 
'resolution') that under the Bill road repair would be 
no better or cheaper than it already was. "Throughout 
this trust they have always been maintained by the Tolls 
without calling upon the Ratepayers for any contribution" 
Whether accurate or not (and the Minute Books show that 
parish composition was taken), this was certainly not 
true of other trusts of the area. This motion too re­
ceived unanimous support.
Mr Kimber, seconded by Mr Newzam, then proposed:
That independently of the above the extreme 
and general dissatisfaction which the pro­
posed Bill has excited throughout the Borough 
of Stroud appears to this meeting an insuper­
able objection to the passing of the measure 
and that a petition to Parliament embodying 
these resolutions be prepared and circulated 
for the signatures of the Trustees.
Mr Freston, who had emerged as perhaps the most vehement 
opposer of the Bill in letters to the Press, had well 
publicised such opinion during the latter part of 1853.
He claimed that the scheme would increase rates, tax 
farmers and others for the benefit of gentry and towns­
people, and would in any case not get rid of the toll 
gates. The proposed new highway rate would come out of
350
the Poor Rate, and it would also be difficult to deter­
mine what proportion should be paid by parishes whose 
turnpikes lay outside the boundaries of the Borough. He 
also denied that tolls were numerous or vexatious, saying 
that, for example, Painswick parish was large enough to
form a district of roads by itself, with its own sur-
44veyor, and so control its own rate. In any case, the 
Bill would upset measures then in hand for Town Improve­
ments - this presumably referring to the health enguiry 
of Inspector Ranger.
In a letter to W H Hyett dated 12 December 1853, Ricardo
wrote ”I am not quite beat yet", but (as a leader in the
Stroud Free Press put it on 10 February 1854) the various
parish meetings had been statements of opposition only -
"The Bill hasn't been discussed" . This was certainly 
45true. Throughout this bitter controversy, a few people 
had to bear the odium of unpopularity: Ricardo, Winter­
botham, Croome. Little support seems to have come from 
the more than eighty people who had signed the two memor­
ials, yet the problems - and possible solution - of turn­
pike trusts in the Stroudwater area in 1853 were the same 
as those discussed at national level for more than twenty 
years past: namely, too many, and too small, trusts,
too little public control, the clumsy relationship with 
the parish highways system, and the problem of indebted­
ness. Ricardo and his like-minded colleagues had attempt­
ed to provide a rational, and reasonable, solution to all 
four problems. The obduracy of public mistrust of change, 
the entrenched position of trustees and mortgagees, a
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dislike of solutions imposed from above, and perhaps some 
personal factors, had combined to defeat his best efforts 
at reform. Ironically, far from tolls causing Rebecca- 
type civil disturbance, as Ricardo had forecast in his 
pamphlet of 1847, it was the prospect of reforming the 
system that had aroused strong and wide-spread opposition 
and resentment. By February 1854 the Stroud Roads Bill, 
having achieved only a first reading in the House of 
Commons, was abandoned.
The problems however remained, and the answers were only 
to be found in what may be called 'natural wastage' of 
bonded debt, the rising tide of change in local administ­
ration, and a belated acceptance of the fact that it was 
impossible to retain the existing system. But this slow 
retreat to reality took another twenty years; and this 
is the subject to be examined in the following chapter, 
a subject which seems to have been given no more than cur­
sory attention in studies of the turnpike system as a 
whole. As before, the process may best be seen through 
the pages of the Minute Book of the Nailsworth Trust.
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Chapter X . THE END OF THE ROAD.
I Aftermath to the Stroud Roads Bill.
The rage and resentment of the ratepayers and less 
well-off inhabitants of the Stroud area against the 
Roads Bill were no doubt genuine enough, even if mis­
guided in the prejudices against the payment of higher 
rates for the benefit of those who could afford carriages. 
This feeling was well expressed by Thomas Baldwin in a 
letter to the Stroud Free Press, when he wrote,"Who wanted 
turnpike roads in the first place? The.rich with their • 
carriages, and opulent clothiers who wished to have good 
approaches to their houses and factories".^
This was an over-simplification, as one of the chief rea­
sons for the institution of tolls had been to ease the 
burden on the parish rates by transferring the expense to 
those who used the roads, but the suspicion still remained 
that the Bill would have shifted the road-costs from the 
road-user back to the parishes. The more literate antag­
onism of trustees and mortgagees seems a little spurious. 
Their objections can be grouped under three heads. Firstly, 
the Bill would lessen the current rate of interest on bonds; 
secondly, it would tend to diminish the security of those 
bonds; and thirdly, they objected to the proposals to 
group all the local turnpike trusts (together with the 
parish highways) into one unit under an elected Board, 
though they presumably had not objected to a similar amalg­
amation into one Poor Law Union.
To take the last point first. The amalgamation of trusts 
was not a new concept. As Ricardo himself pointed out.
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in 1827 the trusts round London had been consolidated into
2
the Metropolitan Roads North of the Thames. Bristol and 
Bath had both long had unified organisations, while Tel­
ford had been made Surveyor of the whole Holyhead Road 
(but with consolidation of trusts only beyond Shrewsbury). 
Locally, similar moves had already been undertaken. In
1824 the Cirencester District had been formed out of roads
3to Gloucester, to Stroud, to Cricklade, and to London.
The Berkeley group had the long title of the Berkeley, 
Dursley, Wotton-under-Edge, Frocester and Cainscross Dis­
trict, with Divisions within the group such as that of 
"Cainscross".^ Also united, in 1824, were the Cheltenham 
& Birdlip Districts I and II. This type of consolidation 
was to continue. In 1865, for example, came the Ciren­
cester & Bath Turnpike Trust with the Sodbury Division as 
one of its constituent parts.^ So Ricardo's proposals were 
not only not new (as the many similar proposals in Reports 
to parliamentary committees have shown) but not new even 
for Gloucestershire, and it is a little difficult to see 
why so strong an opposition was made against them. But 
as Mr. Freston openly wrote, the job of trustees was to 
look after the money subscribed and held in bonds: the
Bill he wrote was "nothing but a device to lessen the tolls 
at the expence of the Ratepayers", as has been noted earlier
With regard to the rate of interest on trust mortgages,
14/15 V C.38 of 1851, an Act to facilitate Arrangements 
for the Relief of Turnpike Trusts laid down that trustees 
of insolvent trusts could, with the consent of holders of 
two-thirds of the value of the debt, apply for a Provis-
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ional Order for the Reduction of the Rate of Interest, or 
for extinguishing of Arrears.
It is "worthy of attention that several of the trusts opp­
osed to Ricardo were to do this very soon afterwards, as 
some had done even earlier. The Lower Division of the 
Stroud-Cainscross-Minchinhampton trust held a special meet­
ing on 14 September 1852 to try to reduce its rate of int­
erest; and the clerks were - Edwards & Freston.^ Even 
before this, in 1851 the Stroud-Pitchcombe-Gloucester road
7
had reduced its rate to 2%.
For several trusts one problem was the necessity to renew 
their legal authority. Various Continuance Acts had been 
passed for this purpose, such as 17/18 V c.58 of 1854, an 
Act to continue certain Turnpike Acts in Great Britain and 
to make further Provisions concerning Turnpike Roads in 
England.^ In 1853 the authority of certain local roads 
had been renewed for one year - to 1 October 1854, or the 
end of the Parliamentary session - mainly to allow them 
to sort out their problems, that is to see if the Stroud
9
Roads Bill would do the sorting out. These roads were 
named in a Bill of 16/17 V. as: the Stroud-Chalford road,
the Stroud-Gloucester road, the Lightpill-Birdlip road, 
the Nailsworth Trust itself, the Minchinhampton-Tetbury- 
Bisley road (referred to in Chapter III, Section 3, p 92, 
as Tetbury Roads North), and the Stroud-Cainscross-Min- 
chinhampton road.^^ When the proposals for consolidating 
these trusts failed, the authority for these roads was 
renewed for the customary twenty-one years, that is until 
the mid-1890s. After which they were to be dispiked.
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The discrepancy between the public outcry against Ricardo's 
proposals and the hard reality can be seen in a notice sent 
to the mortgagees of the Minchinhampton-Tetbury-Bisley road 
by the clerk, Robert Clark Paul junior of Tetbury. He 
wrote that it had been decided under 14/15 V c.38 to re­
duce the rate of interest to 2%, provided holders of two- 
thirds of the invested capital were in agreement;
I am also to inform you that in passing the 
above Resolution and in making this applic­
ation to you, it must be understood that the 
Commissioners have only complied with the re­
quirements of the above Act of Parliament, and 
that they can hold out no advantage to you 
from such an Order being made, beyond that of 
having a more certain and marketable security 
for the future, and of your probably securing 
better terms than may be granted by a Renewal"
Act or General Turnpike Act, and you will cer­
tainly be giving up nothing that you have any 
chance of ever receiving.
The debt on this road then stood at £3754 17s., with gross 
annual revenue of £303 10s. The date of this notice was 
31 January 1855. This was a smaller rate of interest than 
that envisaged in Ricardo's scheme, and Mr Paul had been 
one of those signing for the Coldharbour Division, descr­
ibing the Stroud Roads Bill as a "gross breach of faith . . . 
unprecedented and inexpedient".
II Dispiking the Nailsworth Turnpike.
As would be expected, the Minutes of the Nailsworth Trust 
give further detail of this dilemma. It will be remembered 
that the committee (including the attendance of mortgagees 
on 14 February 1854) had claimed that the Bill would re­
duce by arbitration the rate of interest without maintain­
ing the security of those who held bonds. This motion had
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been proposed by the Rev G Williams, seconded by W Playne. 
But on 10 October of the same year, the Minute Book re­
corded that a copy of a letter from the Secretary of State 
for the Home Department had been circulated to all those 
concerned. In this it was pointed out that both time and 
expense could be avoided if arrangements were made with 
creditors to wipe out arrers of interest and reduce the 
future rate of inheres. This would be allowable if the 
Home Department could be shown that there would be a yearly 
surplus to discharge the mortgage debt, when a Provisional 
Order could be granted under 14/15 V c.38.
Quite contrary to their resolution of seven months earlier, 
the Trustees agreed on three courses of action. Firstly, 
they would wipe out arrears of interest on the Avening 
branch, amounting to £ 3 6 3 0  2 s .  5d. Secondly, they would 
write off interest of £ 1 0 4 5  I 7 s .  lOd. due in 1 8 2 9  and 
since capitalized, which wo'uld reduce the Avening road 
debt from £ 5 6 9 4  6 s .  8d. to £ 4 6 4 8  8s. 1 0 s .  Thirdly, the 
rate of interest would be reduced to 1%1 It was also pro­
posed to simplify the accounts between the main road and 
the Avening branch. £ 1 5 0  was to be appropriated each 
year to the Avening branch, given a fair average of toll 
receipts after deducting the cost of road repairs. This 
£ 1 5 0  was to go to paying the 1% on the reduced debt, and 
the balance applied annually to debt reduction, in accord­
ance with 1 2 / 1 3  V C . 8 7 .  It may be noted here that road 
repair was given priority over debt repayment.
It was also proposed that the interest on the debt of the 
main road should be reduced from £5 to £4, and the surplus
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FIG X .i . Copy of letter from the Home Office, 
dated 16 August 1854.
Source: Nailsworth Trust Minute Book 10 October 1854.
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FIG X.ii. Two extracts from 
the Nailsworth Trust Minute 
Book, 5 December 1854.
These relate to the elimin­
ation of debts due to bond­
holders. See text for ex­
planation.
Note to Fig. X.ii.
The first sheet shows 
creditors, less four 
"executors” of dec­
eased persons, and the 
sums owing to them.
Unpaid interest has 
been added to the 
capital, due in 1829. 
The amount owing in 
1853 is in the 4th 
column, while the 3rd 
column shows sums 
owing in 1854.
The second sheet shows 
that the named cred­
itors have given their 
consent in writing to 
the proposed reduction 
in interest; the sums 
shown are those for 
1854.
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left after repairs would go to reduce the remaining debt.
The names of only three trustees appear at the end of this 
minute; the Rev G Williams, J Wight, E Kimber - and the 
Rev Williams did not in fact sign his name. However, a 
note at the top of the relevant page recorded that several 
mortgagees were present at this meeting, which is corrob­
oration that written records are not always complete.
At a special meeting held at The Crown, Minchinhampton, 
on 5 December 1854, it was resolved to accept the simplif­
ication of accounts, approval having been given to reduce 
the rate of interest for the main road debt to 4%. A por­
tion of the relevant pages is reproduced as Figs X.i & ii to 
show the names of those who held bonds on this road. Those 
who held two-thirds of the value of the total debt sign­
ified their consent in writing, and the Clerk was instructed 
to prepare an application for the required Provisional Or­
der. A note at the side recorded that a copy of this Or­
der, signed Palmerston, was included, but this note has 
been crossed out, and dated 16 December 1854. The Annual 
General Meeting on 6 March 1855 recorded that the new rates 
were being applied, and the costs of obtaining the Order 
were also entered. The Clerk's bill came to £43. 11s. 7d. 
Messrs Walmisly were to be paid £11 6s. for "Agency in 
getting the order".
Thereafter the trustees were annually to receive tenders 
from the mortgage holders of the Avening road for a "comp­
osition on their securities", for which annually the sum 
of £150 had been set aside. This apparently means that
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the lowest bid for cashing-in of a holding was accepted.
The Minute for 1 January 1856 recorded that £46 Bs. 9d. 
was paid in reduced interest, a side note, perhaps of a 
later date, corrected this to £46 9s. 8d; and £103 11s.
3d. was available for debt reduction.
Offers on this occasion were received from:
Capital debt % offered
John Paine, Stroud £100 35
George Playne, Forwood 300* 42
William Smith, Nailsworth 500* 45
* or any part.
John Paine (Fisher in his Notes & Recollections mentions 
John Paine of Corbett House, Stroud, who died 1862 aged 
77 - p 333) accordingly received £35, his £100 share being 
handed over for security, and written off the bonded debt.
The balance available of £68 11s.3s. was to go to Mr 
Playne*s share, at 42%, and so £163 4s. lOd. was written 
off his holding. The total of £263 was thus written off 
the total debt, which came down from £4648 8s. lOd. to 
£4385 4s.
The Stroud Journal for 4 January 1858 carried a notice 
inviting tenders for the Avening mortgages, £108 10s. 8d. 
being available. The lowest bid was from Mr Halliwell (sic) 
at 44%, and he got £44; the next lowest was from W Smith 
which gained him £64 10s.8d. The Minute Book recorded that 
£143 8s. Id. was paid off and the debt reduced from 
£4146 19s. 4s. (which in a side note was given for the 
previous year) to £3903 11s. 3d. The apparent discrep­
ancy of £100 is because the debt of Mr Smith written 
off would be about £140. Interest at 1% would also 
have to be paid.
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This somewhat slow and tedious method of reducing the 
capital debt on the Avening road continued year after 
year. It may be thought the bond-holders would at least 
have fared no worse had Ricardo’s scheme been adopted.
The winding-down process for the Nailsworth Trust began 
at the Annual General Meeting on 17 March 1874, held at 
The George, Nailsworth. Notice had earlier appeared in
p .
the local pares that creditors should offer a compfeition 
for their securities. W Playne had offered 75%, P P 
Smith 20%, E Kimber 40%, Charles Playne 19%. Other off­
ers were received from Charles Hill for Mrs Bannaster and 
J A Cooke, but the offers of P P Smith and Charles Playne 
were accepted for which the former received £400 (leaving 
only £80 outstanding), with C Playne getting the rest of 
£142 17s., the sum still owing to him being £19 I3s. For 
the Avening branch, Mr Kimber accepted £99 19s. for his 
debt of £101 18s., the balance of £42 7s. (from the fixed 
£150) going to the executors of Mr Ricardo who were left 
being owed the residue of the debt on that road of over 
£505.
The same Minute of 17 March 1874 recorded, with reference 
to the Turnpike Acts Continuance Act, 36/37 V c.90 of 1873 
section 7, that the existing legal powers of the road, 
under 3 G iv c.6l, would continue to 1 November 1877 only, 
and that no bond debt would be paid after 1 November 1873, 
any surplus after that date going to the reduction of the 
bond debt. The Clerk also reported that the capital debt 
on the main road was then £3259 3s., and the Avening debt 
£505 l3s. 3d.
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On 17 March 1875 the Annual General Meeting of the next
year, the £150 on the Avening road went to the executors
of Mr Ricardo. Tenders for the reduction of debt on the
main road included the following:
Mr Kimber @ £40
C Playne 39 19s.
G F Playne 38
West Awdry^^ 33 6s. 8d.
Mrs Aldum 29
Sums so paid amounted to £199 14s. 9d. for debts of 
£643 8s. An octavo sheet of calculations was pinned 
to the relevant page of bond-holders on the main road,
and dated March 1875. Omitting the calcuations, which
are somewhat complex and include a discrepancy of no 
small size, it would appear that at that date the debt 
on the main road stood at £2615 15s., that for the Aven­
ing road at £355 l3s. 3.
TABLE X . ifc Bond-holders on the Avening road 1875.
Edward Kimber, Avening.
Miss C Aldum, 2 Oxford St., Cheltenham.
Mr G B Smith, Nailsworth.
Mrs Walter Paul, The Close, Exeter.
William Playne, Minchinhampton.
Miss Beardmore, 3 Addiscombe Terrace, Croydon. 
Charles Playne, Minchinhampton.
West Awdry Esq., Chippenham.
Isaac Cook, Bristol.
Executors of D Ricardo.
Mrs Henry Paine, Stroud.
G F Playne, Nailsworth.
St Chloe Trustees, Minchinhampton.
and on the Avening branch, the executors of
the late D Ricardo.
Mr Kimber dealt with the affairs of Miss Beardmore, E W? 
Paul with those of Mrs Paul, E C Little with those of 
Isaac Cook; the executors of Mr Ricardo were L N Crosse 
of 26 Bloomsbury Square, London W.C., and of G H Banaster,
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C Hills Esq., of Sansome Walk, Worcester. It may be 
assumed that these more distant creditors had either 
moved away from the area or were the relicts of former 
Bond-holders.
It should be noticed that tolls were still being let, 
and in May 1874 Joseph Spire of 23 Villa Road, Hands- 
worth, took them for £990, and in May 1875 for £821, 
which shows that traffic on the road was still produc­
ing revenue. But the Minute for 8 December 1875 record­
ed the termination of the Avening road as a turnpike, 
with deeds of conveyance as follows:
Avening turnpike house to Mr Daniel 
White, &25.
Hazlewood turnpike house to Mr Albin 
Tabram, £25.
(A short stretch of road close to this latter site is 
still called Tabram’s Pitch.)
The sum of £125, that is 10/12 of £150, went to the ex­
ecutors of D Ricardo who by now were the only remaining 
bond-holders. £51 12s. from the sale of the toll houses 
went to the trustees of the main road.
Road repairs continued to be done under the auspices of 
the trust, by Mr Gardner, but on a month-to-month basis 
at £17 10s. per month. At an extraordinary meeting on 1 
December 1877 the remaining toll houses and adjoining 
premises were disposed of after notices had been sent to 
the parish surveyors and highway authorities* The Wood- 
chester gate was not required by that parish, and was 
sold for £25 to E Wise, who lived next door. The parish 
surveyors of Minchinhampton took over the Culver Hill
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and Nailsworth pikes in order to have them demolished 
and the ground added to their r o a d s . R o d b o r o u g h  parish 
did not require the toll-house at Lightpill, and it was 
sold to a Miss Gobey for £40; but The Spout was required 
so that its area could be added to the road. The toll-house 
at Tiltups End was sold to George Blackwell for £10 and 
survived until the I960s, but was then demolished for 
road w i d e n i n g . T h e  highway authority of King's Stanley 
parish took over the Stanley gate site, but Thomas Cox 
was told to dispose of the materials of the house and to 
make fences required, persumably to rail in the ensuing 
road-side gap.
The final and last Minute of the Nailsworth Trust was 
dated 12 December 1877. P P Smith was named as Treasurer,
G B Smith as Clerk. The Treasurer's Accounts with vouch­
ers and papers were produced, and the balance sheet for­
warded to the Local Government Board, which now was in 
charge of local roads. The Clerk was "to do all he 
thinks necessary to complete the winding up of the Trust" 
and the Minute was signed by W Playne as chairman, and by 
Edmund Kimber, Charles Playne, P P Smith and G B Smith.
The last toll-farmer, Benjamin Lawrence, claimed £5 for 
his stock of unsold toll-tickers, but this claim was dis­
allowed .
Debt still unpaid was given as follows:
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TABLE X.i i . Bond-holders 1877.
Total d e b t  £1423 l3s. 9d.
Available for distribution 748 19s. 10, 
to be paid in proportion to 
bond-holders on the surrender 
of their bonds.
Name___________________________ Amount owing Paid __
E Kimber  £728 14s. 4^d. £383 7s. lid
Executors of Walter
Paul   300 157 16s. 9d
Executors of the late
David Ricardo ........... 100 5 2 12s.
Dr W H Paine   100 52 12s.
C Hills, executor for
G H Banaster ........... 100 52 12s.
G B S m i t h ................ 94 I9s. 4^d. 49 I9s. 2d
The Trust had been in existence for just under ninety-seven 
years.
Ill A Change of Authority.
All attempts to re-combine turnpike and parish roads had 
come to nothing, but in the 1860s parish highways at least 
were at length consolidated after the manner of the Berk­
eley group of turnpike roads. By 25/26 V c.6l of 1862 
parishes were instructed to join together for better 
efficiency and the reduction of costs,into Highway Dis­
tricts.^^ Five or more JPs could divide the county into 
such districts, in each of which would be waywardens (el­
ected annually from each parish), treasurer, clerk, dis­
trict surveyors with assistants - all reminiscent of Ric­
ardo’s proposals. But, as with the Poor Law, parishes 
were still responsible for their own finances, and some
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of the cast-iron posts ordered from J M Butt & Co. of 
Gloucester are still to be seen marking the junction on 
highways of parishes within a particular D i s t r i c t . T y p ­
ically perhaps, in view of the fuss made a decade earlier 
over the Roads Bill, the Stroud District was well behind 
other county districts in formation. In the event, and 
after some changes, it consisted of the parishes of Cran- 
ham, Painswick, Pitchcombe, Rodborough and Stroud, but 
that part of Stroud which had been delimited by the Imp­
rovement Act of 1825 succeeded by the Local Board of 1856, 
was not included. The Wheatenhurst (Whitminster) High­
ways District i n c l u d e d K i n g ' s  Stanley, Leonard Stan­
ley, Randwick and Stonehouse (as well as other parishes 
outside the Stroudwater area proper), while the new 
Cirencester Highways District took over the parish of 
Sapperton with Frampton Mansell. Bisley, like the town 
of Stroud, formed its own highways board, as did Avening, 
Minchinhampton, Horsley and Woodchester. Parishes, hund­
reds, Stroud Borough - such administrative units, ancient 
and modern, were being displaced and superseded by more 
recent divisions.
These new arrangements formed part of the great admin­
istrative upheaval of the nineteenth century, comparable 
with and more extensive than those of the Tudor period 
which witnessed the birth of the parish roads system.
The problem of roads, parish and turnpike alike, should 
of course not be regarded as being isolated from other
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aspects of administration. The first great breach in 
the ancient system of parish autonomy - under the county 
magistrates - had been the Poor Law Reform of 1835. Other 
acts of Parliament, particularly in the area of public 
health, were also destroying the old authority of the 
parish; but these need not be detailed here except to 
enumerate a few steps by which roads were re-absorbed 
into one system. This took time, and the route was cir­
cuitous .
For example, in 1872 urban and rural sanitary districts
replaced both parish authoritiea and the recent boards 
20of health. In 1875 the civil and ecclesiastical funct­
ions of parishes were u n c o u p l e d , a n d  in 1882 the Div­
ided Parishes Act removed from the Stroudwater area many
of the complexities that had developed in parish bound- 
22aries. Of great importance was the Highways & Loco-
23motives (Amendment) Act, whereby the county rate was 
to cover half the cost of repairing former turnpike roads, 
while in 1888 the newly-created county councils took over 
maintenance of all main r o a d s , t h e  minor roads becom­
ing the responsibility (in 1894) of the new urban and
25
rural district councils.
Booker, in his study of turnpike roads in Essex, suggests 
that the dispiking of turnpike authority was in some 
senses a retrograde step in that the trusts had instit­
uted longer and more uniform control than parishes (with 
their small and separate areas) over roads - in some cases, 
as with the early nineteenth century consolidations in 
London, round Bath and Bristol, over a considerable area.
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Support for this suggestion can be seen in the High­
ways & Locomotives Act for Gloucestershire, which had;^^
21 Highway Districts, under the 1862 Act.
15 Local Boards, under various Public Health Acts.
29 independent parishes, electing surveyors under 
various Highways Acts.
Four hundred and eighty four miles of former turnpike 
roads were to be designated main roads - some were down­
graded - with the county paying half the costs of main­
tenance .
It is a small coincidence that the then Clerk of the 
Peace was Francis Edward Guise; the family which had 
been concerned in the Over trouble of 1734. And another 
coincidence was that the last gate round Gloucester to 
be dispiked was that at Over (and nearby Maisemore), 
which was removed on 31 October 1879.
When F E Guise was Clerk of the Peace, the County Chair­
man was John Dorington of Lypiatt Park near Bisley. About 
this time (his letter has no year date) he wrote to W H 
Hyett of Painswick House that in his opinion the present 
expenditure on roads was not extravagant. Formerly, he 
said, the surveyor had "only mended his own way", and of 
the road past Middle and Lower Lypiatt in his own parish 
of Bisley he wrote that when the farmer was surveyor, he 
did only that bit, but that now it was fit for a carriage. 
In addition, costs had been kept down, the rate per mile 
for repair in 1867 having been £11 13s., in 1868 £10 11s., 
and in 1871 only £9 10s. When the Whitminster Highway 
District had begun in 1864 its costs (in the clay vale
stigmatised a century earlier by Samuel Rudder) had been
27£22 per mile, but "now" they were £14.
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David Ricardo died in 1864. The lengthy and roundabout 
route to re-combining turnpike and parish roads within 
the one system had just begun. Perhaps he had been right 
after all in his prediction that the highway system he had 
proposed would not increase the rates over much. Though 
the process of change took another forty years from the 
demise of his Roads Bill in 1854 to reach completion, the 
result was not very dissimilar from that set out in his 
Plan. The whole process of parish, then parish and 
turnpike, and then back to local authority, had taken 
just about three hundred and forty years.
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at Cainscross). The Berkeley Roads Act is 1/2 
G iv c.82.
5 The United Sodbury and Cirencester & Bath Turnpike 
Trust, GRO D568.
6 SFP 10 September 1852.
7 SFP 28 March 1851.
8 See G.Coll JF 9.74, 5, 6.
9 SFP 12 November 1852.
10 G.Coll JF 9.74.
11 G .Coll JF 9.83. The renewal Act for the Ciren­
cester District is 25 V c.l3 of 1862.
12 G.Coll JF 191 (2). (And see Fig X.i.)
13 A relative of the Rev W Awdry, author of the
Thomas the Tank Engine books.
14 According to the late Mr Mortimer of Nailsworth, 
the Nailsworth Hill toll site was moved more than 
once (and the road re-aligned at that point).
There is a toll-house type building attached to
Chamberlain's mill on the corner of the Pensile
Road (omitted from Cox, Tollhouse sites... op ci t ) 
but likely to be the latest site of the Trust.
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15 The toll-house at Tiltups End, one of the earliest 
of the Nailsworth Trust, survived until the 1960s.
16 By 12/13 V c.46 of 1849, turnpike trusts could 
unite: this was permissive only, and the Stroud­
water trusts did not take advantage of the Act, 
though some outside the area had done so well 
before.
17 See Road Works, in GSIAJ for 1983, 43-44.
These cast-iron posts are triangular in section, 
hollow-backed, with parish names on the side 
panels, and on the small sloping top the initials 
of' the District, e.g. WHD for Wheatenhurst High­
way District, GHD for Gloucester ...
18 The first meeting of the Wheatenhurst Highway 
District Board was on 2 April 1863. One of 
the applicants for the post of assistant sur­
veyor (of which there were twelve) was one Thomas 
Spire, who did not get the job. For details of 
the financial arrangements of this District, see 
GRO H Ml/1 and Q/AH6.
19 Moir E, The Justice of the Peace, (Pelican, 1969). 
She describes the administrative changes as "fund­
amentally new principles of paid officials dependent 
upon a central government department" - Ch.5.
20 35/36 V C . 7 9 .  G.Coll JF 9.2 has interesting dis­
cussion of the relevant county committee.
2 1  3 9 / 4 0  V C . 6 1 .
22 The Divided Parishes Act, 45/46 V c.58. According 
to VCH xi, there were forty-two detached parts of 
Randwick parish alone before re-organisation.
23 41/42 V c.79.
2 4  5 1 / 5 2  V C . 4 1 .
2 5  5 6 / 5 7  V C . 7 3 .  One surviving cast-iron post (sim­
ilar to the Highway District posts of thirty years
earlier) stands against the wall of the railway 
bridge at Bowbridge above Stroud. It marks the 
shift of parish boundary from the River Frome to 
the railway line. It has the parish names of 
Stroud and Rodborough on the sides, and SUDC, for 
Stroud Urban District Council, on the top.
26 Clause 13 of the Highways & Locomotives (Amendment) 
hct .
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27 J. Dorington's letter in G .Coll JF 9.78 is dated 
25 March, but no year is given.
John Edward Dorington the elder bought Lypiatt 
Park in 1847 from Samuel Baker, father of the 
explorer of Africa, and died in 1874. His son, 
also John Edward, was made a baronet in 1886; 
he was variously JP, chairman of the Glouces­
tershire Quarter Sessions and chairman of the 
(new) County Council, and in 1874 was elected 
HP for Stroud. He married the' sister of another 
celebrated explorer of Africa, Speke. VCH xi, 
Rudd op cit 240-241.
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Chapter X I . SOME CONCLUSIONS.
While there is a great volume of literature on this 
subject, our basic knowledge of the turnpike system 
as a whole firmly rests on the four pillars of; The 
King's Highway by Sidney and Beatrice Webb, The Dev­
elopment of Transportation in Modern England by W T 
Jackman, and the more recent works of W Albert and E 
Pawson - The Turnpike Road System in England 1663-1840, 
and Transport & Economy - the Turnpike Roads of eight­
eenth century Britain respectively.^
The Story of the King's Highway is a monumental work of
great value, but deals solely with 'paper' sources and,
as one reviewer of the 1953 reprint remarked, it is "a
study in administration", and as such highly to be praised,
but out of one thousand trusts the records of only three
2or four were actually consulted. Jackman's book is also 
of great value, particularly useful for students seeking 
to shorten the work necessary in finding out which central 
record to consult, and where to find it. On one point at 
least he acts as a corrective to the rather sweeping judg­
ement of the Webbs when they wrote that the building of 
the railways brought about a "sudden" collapse in the
3
turnpike system. Jackman shows that, while railways 
diminished drastically the revenue from road tolls as a 
whole, they could also serve as a stimulus to traffic:^ 
nor did all roads suffer a permanent set-back. This point 
was also made by the Trustees of the Cainscross District 
of Roads in the 1850s controversy.
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The two later books deal more especially with the turn­
pike roads themselves, though administration is certainly 
not neglected. Both are indispensable for any study of 
the subject. That of Albert is a full and straight for­
ward account of the trusts, including the means by which 
capital was raised, the use of sub-contractors and toll- 
farmers, the work of surveyors, relationships with the 
parish road system, road repair - and other valuable 
chapters, for which see especially his chapter 4. In 
another chapter, 3, he says that the system developed 
outwards from London and emphasises the early importance 
of the Metropolis: but this generalisation perhaps needs
some gualification. There are chapters on the inade- 
guacies of road repair, and he points out that the more 
important innovations in this aspect of turnpike roads 
date from the nineteenth century. In one of several App­
endices he provides a list of Turnpike Acts between 1663 
and 1836; but he does not include all the roads of the 
Stroud area, for example, and he refers to the "Horsley- 
Rodborough" trust, meaning the Nailsworth road trust, 
though this was never the title, nor does he mention 
Stroud as one of the Gloucester-Stone cross-roads, yet 
the other towns listed in that Act are mentioned. One 
or two small errors have been noted above. Nevertheless, 
it is a comprehensive and necessary book for any study of 
turnpike roads, whether of a local trust or from the point 
of view of the country as a whole.
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Pawson's book is more ambitious, with a definite and 
provocative theme. This theme is the place of the dev­
elopment of the turnpike system in the economic pattern 
of the eighteenth century, and his earlier paper has the 
sub-heading of "a study of innovation and diffusion".5 
He includes some informative maps and histograms, though 
these, as with all such aids, give a static picture at 
one fixed moment (like a still from a moving film) in a 
period of often rapid change.6 Like Albert, he too 
claims that the system in the early eighteenth century 
was "London-oriented", though his maps do not altogether 
support this asseveration.
For example, while his Fig 6 - the turnpike road network 
in 1720 - shows a growing radiation of roads into (or out 
of) London, with smaller, more local, roads elsewhere, 
this is a little deceptive. in Gloucestershire during 
the 1720s a considerable network was developing,foc­
ussed on the county town guite independently of, and hard­
ly directed towards, the capital. His Fig 7 - the network 
in the south in 1750 - shows the extensive thick webs of 
roads centred on the larger towns of the lower basin of 
the Severn; Bristol, Hereford, Worcester, Gloucester. 
Certainly major turnpike routes linked with others towards 
London, but the network immediately round London is not 
greatly more extensive than in 1720. His Fig 8 on the 
network in 1770 reveals a very heavy concentration of 
turnpike roads from the North and the West Midlands all 
the way south to Bristol, while in the eastern half of 
England there is certainly a marked orientation of turn-
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pike roads on London, though this is surely to be ex­
pected with the growth in population and importance of 
the capital. It does not look as though London had led 
the rest in innovation or accomplishment. The western 
half of England south of the Mersey shows a very strong 
local emphasis, while those roads obviously aligned on 
London would appear to be more long-distance routes of 
national importance. There is surely a marked difference 
here, which hardly supports the statement that in the 
early years the distribution of turnpike trusts was 
"random” . ^
Of course. Dr Pawson qualifies the impression he might 
have given of the overwhelming importance of London. In 
his Oxford Research Paper he points out that "Roles and 
relations" have barely been considered at the local l e v e l . 8 
Elsewhere however he rejects locally-based studies, which 
he claims are not of wide interest. He places a lot of 
stress on turnpikes as "innovative"? In an article in 
the Railway & Canal Historical Society Journal he writes: 
"... it appears that the turnpike system was responsible 
for initiating many of the social, economic, and geog­
raphical changes traditionally ascribed to the r a i l w a y s " . 10 
He is also somewhat scathing about earlier, slighter 
works, namely the local studies of (for example) turn­
pike roads within a county. It is true that a county may 
not be a suitable area for examining trusts which (apart 
from the very early days when they were administered by 
local JPs) had no discernible connection with the terr­
itorial unity of the county as such. As he says, there
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has been an "almost total lack of concern with research 
at anything other than the local scale". His book is 
said (on the jacket cover) to differ radically from "prev­
ious and more traditional studies ... by concentrating 
on the geographical aspects of transport and economic 
change rather than administrative history". This is 
fair comment ; but as far as 'local' studies are con­
cerned the motives for their being written are surely 
'local* in their very essence - that is, as studies of 
local history per se, and so different in comception, 
intention and approach from that of both Albert and 
Pawson.
In fact it does not always appear that the distant, bird’s- 
eye view is the only, or most, satisfactory approach in 
all respects. References have already been made in the 
text to one or two slips (such as the location of Law- 
ford's Gate in Bristol, and the "only easy way" up the 
scarp at Birdlip hill) and, like Albert, he refers to 
the "Horsley-Rodborough" trust - incidentally its only 
reference. Indeed it seems surprising that he did not 
study the extensive (and complete) Minute Book of the 
Nailsworth Trust, nor so much as mention the Stroudwater 
area apart from the 1726 map reference, and in his Fig 7 
the vital link of the Stroud Turnpike with the Severn 
does not appear though this may be due to the small 
scale of the printed map. Booker cautiously remarks 
that both Albert and Pawson contain local errors and 
some omissions, and states that "some key issues in
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modern turnpike analysis have little reference in the 
"Essex context".11 On the other hand, M .J Freeman in ai 
useful article finds that Pawson's model fits well into 
the example of south H a m p s h i r e * - B u t  there is some dis­
parity between that model and the example from the Stroud­
water area, for example in the timing of local Acts, 
which does’'not coincide with the general "boom" postu­
lated by both Albert and Pawson. As Mrs Buchanan has 
pointed out, they deal only with initiating Acts and so 
miss a great deal of change that took place under various 
extending or continuing Acts.13 Pawson also tends to dis­
count the influence of geology and topography, at least 
in relation to the approaches to London: "Although this
factor has often been claimed ... to be of importance in 
understanding the location of turnpike trusts, this was 
not so, except in a few cases of very early adoptions ... 
Even in the 1720s the turnpike routes to the north and 
west of London showed little respect for the junctions 
between the clay and limestone belts".1^ However, Chib- 
nall, in her thesis, devotes considerable space to the 
influence of geological conditions on the roads of Buck­
inghamshire; Dr Fuller lays emphasis on these influences 
in the Sussex Weald; and in Gloucestershire itself the 
research done by this writer shows that there was con­
siderable response both to the type of soil (the geology) 
and to relief in determining where and when turnpike routes 
in the chosen area were built
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A more trenchant criticism is that made by Mrs Buchanan. 
Pawson claims that "Income and expenditure ... (have) never 
been examined in anything but a very general f a s h i o n " . 16 
Buchanan however notes that the earlier work by Albert 
showed concern with the financing of turnpike roads.
She suggests however that the books of both Albert and 
Pawson are limited by their "self-contained nature" and 
points out that both writers tend to ignore renewal Acts, 
and to rely heavily on the initial trust Acts. However, 
renewal and amendment Acts "played a significant role in 
the developing profile of each trust, and ... their neglect 
inevitably produces distortions in the national picture".
The present writer would also note certain apparent con­
tradictions in Pawson who writes "... separating the eff­
ects of improved transport from those of improvements in 
other sectors of the economy is not possible, nor would 
it be realistic", but later claims he "has endeavoured to 
show how changes in the eighteenth century affected and 
altered road services and the road network, and how these 
alterations themselves affected and assisted change in the 
e c o n o m y " . I t  would indeed seem difficult to give pre­
cise weight to the effects of one factor on the whole ec­
onomy when there are so many shifting factors; of agri­
culture, of industry or other and different types of 
travel, all of which (and more) react and interact on 
each other and on the whole, in different places and over 
different periods o f  time, and it seems therefore to the 
present writer that while the book is of great value, it 
does not wholly fulfil the claims that have been made for it
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Written records may seem definitive, and factual, but 
they may well be subject to misinterpretation, error - 
or in themselves, falsification. One example of how an 
Act of Parliament may be misleading is the 1853 Act for 
a turnpike road from Upton St Leonards to Birdlip, using 
as part of the route the existing scarp-rim road. It 
does not appear that it was ever put into effect. The use 
of receipts of takings at toll-gates may also prove de­
ceptive. Firstly, these do not take into account those 
who were exempt from paying toll; nor do they record 
those who took another route past the gate, such as that 
given by Godwin & Toulson for drovers from South Wales 
on reaching the Cotswold s c a r p . N o r  can they record 
the purpose of journeys, unlike modern questionnaires 
put to road users actually on the road in question; where 
to? where from? how often? purpose? Obscure or humble 
traffic may pale into insignificance compared with the 
more flamboyant stage coach services. Moreover, the re­
lationship between turnpike and parish roads and traffic 
would be almost impossible to u n r a v e l . A n d  even when 
records are available, consensus may be lacking. See, 
for example, the exchanges between Professors Chartres 
and Wilson in the Economic History R e v i e w . ^2 As the 
Rev Thomas Malthus put it in chapter 1 of his Essay on 
the Principles of Population: "In this . contest the
cause of truth cannot but suffer. The really good arg­
uments on each side of the question are not allowed to 
have their proper weight. Each pursues his own theory, 
little -solicitous to correct or improve it by an attent-
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ion to what is advanced by his opponents".23 This of 
course is rather too harsh to be fully applied to acad­
emic discussion where, it is to be hoped, argument will 
in the end provide some measure of agreement, but the 
point is that it may not be possible to arrive at a 
well-focussed image of * truth' - and opponents may remain 
convinced that their version is more correct than that 
of others; this is a product both of the insufficiency 
of fact, and also stems from the points of view taken 
of the topic in question.
Such criticism should not be taken as disparaging the 
important and valuable work of Drs Albert and Pawson.
But on one or two matters the present writer would dis­
agree with - or at least dissent from - the method used 
by Pawson.
In his article in the Railway & Canal Historical Society 
Journal he asserts that milestones and toll-houses are 
"not sufficiently reliable indicators of the turnpike 
network of an area. A much more accurate and orderly 
appreciation of the sequence and extent of turnpiking 
will always result by working downwards from the central 
Parliamentary record". And again, "once the initial 
goal of a map has been reached, this can be used as a 
spring board into more important issues. It is a nec­
essary basic framework for research, but not a sufficient 
objective, ..." 24 This would follow from his remarks 
that historical geographers should try to find answers 
to major problems of history, (down the) "relatively un­
explored path of macro-level problem-orientated work
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in British historical geography”, which would seem to 
dispose of future local studies.
The present writer worked on a local, restricted (and 
"small” ) scale, in guite the opposite way. His study 
was begun as a survey of surviving milestones in the 
Stroudwater area, which led on to a similar survey of 
toll-sites. Documentary search came after the work on 
milestones was done, and much of it after an investig­
ation of toll-house sites. In this pursuit maps were 
of the greatest importance; firstly, the 1950s provis­
ional revision of the OS six-inch maps, which could be 
checked against older maps, such as that of Taylor (1777), 
Bryant (1824), and various Tithe maps and award books 
(late 1830s-1840s) which all were well within the turn­
pike period; and later by the first six-inch OS map of 
the 1880s together with some records of the parish 
boundaries survey done in preparation for that issue. 
Records, such as Acts of Parliament, the Journal of the 
House of Commons and so on, were consulted, as also were 
maps by Cary, Tunnicliff and other cartographers. 'Time
spent in reconnaissance is seldom wasted'; the initial, 
and major work was the actual survey on the ground of 
roads and sites. It does seem that some learned articles 
(not necessarily on turnpike roads) rely over-heavily on 
maps, often of small scale, and betray ignorance of the 
actual configuration of the ground itself. 25
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This is not to decry the work of either Albert or Pawson 
who deal with the whole period of the turnpike age (or 
most of it) and on a country-wide scale. Merely, that 
the approach is from a different angle, but surely of 
equal validity in its own right. As Buchanan puts it, 
"The case study is no longer of only minor importance .., 
It has now acquired significance as a corrective to the 
distortions and over-simplifications which may arise 
from the formation of national assessments on the basis 
of inadequate historical evidence".27 And, finally, to 
quote one review of Transport & Economy, "Any theorising 
about the growth of the turnpike system which is based 
only on parliamentary records must rest on the most in­
secure of foundations."28
It is easy enough to criticise the work of others, 
and it must be pointed out again that conclusions from 
a country-wide survey are not necessarily invalid, as 
the article by M J Freeman shows. But the point surely 
is that there is no one, single and ineluctable answer 
to a very varied subject. It is only right then that 
this writer should seek to justify h i s approach and 
findings on. the vexed topic of the development of turn­
pike roads.
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Apologia.
The object of this paper has been to describe the actual 
development of turnpike roads in a virtually self-contain­
ed area rather than an 'artificial* administrative unit 
such as a county; an area moreover which was avoided, 
owing to the nature of its relief, by through traffic 
from Roman times to the nineteenth century. There were 
thus from the start two aspects of travel here; "firstly, 
those routes from outside the area - the through-, or 
long-distance routes, secondly, there were the local 
tracks and roads used within the area itself or by 
those needing to leave it, or enter it from out­
side. These remained distinct for a very long time - 
the former tended to come under turnpike authority fairly 
early, say by the mid-eighteenth century, while the latt­
er had to await more urgent reasons for improvement, which 
have been suggested in the text.
The Stroudwater area was also a virtually self-contained 
industrial area, separated from other similar, but not 
identical, a r e a s . 29 Industrial conditions and location 
did not essentially alter from late medieval times until 
the end of the eighteenth century.
Rock type and relief did play an important part in de­
termining where tracks and road went - the suggestion 
in the text is of three 'phases' of turnpiking in this 
part of Gloucestershire. Part of the reasons for this 
'phasing' was the immediate riéed to improve a road for 
whatever purpose, but part also was the factor of local 
geology and of the local relief.
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Differences and dissimilarities between various trusts 
are strongly marked. The first Stroud Turnpike of 1726 
seems obviously designed to improve communication from 
the Severn to the junction of various Stroudwater vall­
eys. In the middle period of the century, emphasis is 
given to the improvement of long-distance routes, which 
would appear to indicate a change in, or an increase of, 
traffic (but of what kind?) from, say, Cheltenham to 
Bath or from the industrial Midlands to this part of 
Gloucestershire. One of the motives behind the building 
of the Nailsworth turnpike was precisely to offer a bett­
er communication between the two spas (though Cheltenham 
was only then beginning its development). But the con­
nection between the proposed 'new' road and the clothiers 
of the valley is also strongly marked, so this trust spans 
the period between through routes and the re-designing 
of communications in the industrial valleys, from 1800 
to 1825. Other aspects of turnpiking which may be men­
tioned are the attempts to put under toll very minor roads 
that really led nowhere in particular except to or past 
the residences of gentlemen.
The problem of finance was complex, and crucial, and in 
the end virtually insoluble. The growing concern of Parl­
iament with turnpike finances as a whole is well shown 
in the numerous (and inconclusive) committees of enquiry 
from the 1820s onwards; but this was well before the ad­
vent of railways, not as a result of that rivalry.
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The local attempt to reform the dual systems of parish 
and turnpike roads well merits attention, both as a 
•rational* attempt to resolve the confusion, and also 
as an example of local democracy, not only of gentlemen 
and prominent manufacturers, but also of the working 
population, industrial and commercial.
Many articles and theses present conclusions. This study 
makes considerable display of contemporary documents, 
in an attempt to show the evidence on which the conclus­
ions are based. Space is given to a discussion of the 
identities, occupations and interests of the men who pro­
moted, and administered, the new Nailsworth road. Also 
listed are various lessees of tolls and toll-farmers, 
with their occupations also, which interestingly show 
change over the years. The same attention is given to 
those who opposed the 1853 Stroud Roads Bill; and fin­
ally this thesis carries the story beyond the usual term­
inal date. Turnpikes were not suddenly extinguished in 
the I830s with the coming of the railways. The main road 
services, in particular the coaching firms and inns, in­
deed could not face the competition. But many local 
roads survived, in some cases with increased traffic 
by reason of the railways, and the turnpike system in 
the Stroudwater area did not come to an end until the 
1870s.
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So this study tries to show change and diversity; as 
well as the distinctive character of one particular 
trust. It is not intended to contravene 'national' 
studies, but to show that local studies can be, and 
are, necessary parts of the examination of the whole 
turnpike period.
Diagram to show relationship of 'old' (pre-1780) and 
'new' (post-1780) turnpikes in the Stroudwater area.
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however, the remarks were at the time copied 
carefully verbatim - the reviewer was not named.
This note is one of opinion, not of fact, but
it was thought better to leave it in the words 
of the anonymous writer, not to transcribe it 
and give a false idea of its provenance.
29 See Renting, and especially Mann, op cit. See 
also various articles on cloth mills in the Pains­
wick valley by Haine C, in GSIAJ from 1982 to 1985.
30 Buchanan op cit, on the financing of turnpike trusts
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Appendix 13
l
Valley of the 
Frome 
from The Thrupp 
to Stroud 
1933.
(Aerofilms 
copyright)
A .  4 6
A p p e n d i x  1 2 .  P o s t e r  a t t a c k i n g  t h e  S t r o u d  R o a d s  B i l l .
( I n  t h e  G l o u c e s t e r s h i r e  C o l l e c t i o n . )
i
T h e  attention o f  the R A T E - P  A Y E R S  is requested to a few  points  
connected with the ab ove Bill ,  on w h ich  e v e ry  m an can  form a jud g­
m ent for himself. '
T h e  object o f  the B i l l  is to confer a benefit on persons  riding in 
Carriages, and u sing  W a g g o n s ,  Carts, &c. at the e x p e n se  o f  those who '  , 
do not. T h a t  is the m ean in g  o f  the B i l l  in plain E n g l i s h . / / T o  do this, ’ 
Mr. R icard o  proposes to raise the P o o r  R a te s 6 f/. in the pound a t  / 
Æ n d  in Strouty i i e  R a te p a y e r s  will  h a v e  t o  p a v  t u i s  i v  ^ n -  
DITIOK t o l î r r P Â Y Î ^  AND L i g h t i n g  R a te -S .^ I i c  M o n ey  thu s  raised ’
is to be spent by a Board  o f  W a y w a r d e n s ,  to bb e lected  like the Guard- i
ians and to sit like them  w ith  C L O S E D  D O O R S / m u t  w h o  will  not .! 
b e  subject to annual re-election.^/  T h i s  B o a r d  will have p ow er to levy  
R a te s  on y o u  and yo u r  P ro p er ty ,  o n  t^^ efr  ow>> a u t h q i i i t v ,  toAhq^  
exten t  o f  halPa-crown in the-prmnd, w ith o u t  q u e s t i o n ! ^ T h e  m a n a g e - 1 ^  
m cnt o f  every  R o a d  in the B o r o u g h ,  the S treets  as  w e ll  as H i g h - ^ i ^  ' 
w a y s  and B y e  w ays,  to be g iven  to this  B oard ,  w h o  are to em p lo y  paid^C^,; 
S u r v e y o r s  and m anage e v e ry  t h i n ^ ^ T h e  P u b l ic  are to be a llow ed  to^
L O O K  at the Accounts ,  but thePOWER
//
OF STOPPING .UNNECESSARY M
O U T L A Y  is takeII frorn^them.
JSlr. R ic a r d o  s ta te s  th a t  th e  g r e a t e r  p a r t  o f  the wea lth ,  intelligence,  
a n d  in fn e n c e  o f  the B o r o u g h  o f  S t r o u d ,  h a ve  a g r e e d  to a l l  th is  ! ! ! '
A t the M E E T I N G  on F R I D A Y  n ext ,  at the V I C T O R I A  
R O O M S ,  N E A R  T H E  G E O R G E  H O T E L ,  S T R O U D ,  A T  S I X  
O ’C L O C K ,  y o u  will be called  u pon  to sa y  w h eth er  M r. R ic a r d o ’s 
S ta tem en t  is true, and also  so le m n ly  to d ec id e  the qüegtîôn w h e th er  or 
n ot  y o u  T H E  R A T E - P  A Y E R S  are w i l l in g  to be taxed  in order that  
M r. R icard o  and other G en t lem en  m a y  ride about in their Carriages  
for le ss  T o l l ,  and in order to save  the p o ck ets  o f  the B r ew e rs ,  M a n u ­
facturers, and H a ll iers  ?
A lso ,  w heth er  or not it is  ex p ed ie n t  that the controul o f  all the 
R o a d s  should  be placed in the h an d s  o f  a few  persons with  M r. R icardo  
at their head, and with u ncon tro l led  p ow er  to tax  y o u r  p ock ets  ?
nAYLlS,  PRINTER,  LONDON ROAD, STROUD.
( T h i s  p o s t e r  i n  t h e  G l o u c e s t e r s h i r e  C o l l e c t i o n  
i s  a m o n g  t h e  H y e t t  p a p e r s :  t h e  i n d i g n a n t
a n n o t a t i o n s  m a y  b e  b y  H y e t t  o r  p o s s i b l y  b y  
R i c a r d o . )
Daniel Spring, 
Painswick.
John Sutton, 
Stroud.
Robert Lawrence Townsend
J H Warman.
The Rev G Williams
John Wise, 
Woodchester,
E Witchell, 
Stroud.
George Young, 
Througham.
In the 1820s Mr Spring 
had much to do with 
the Painswick parish 
survey for the poor 
rate (GRO P244 VE 
2/17).
A cloth merchant who 
bought Uplands House, 
in Stroudend tithing, 
Painswick parish, in 
1865.
There were two of the 
same name, father and 
son, at Steanbridge House 
in the upper Slad vall­
ey: mill-owners and
land-owners.
Of Ebley House; owneda 
a ’’ruined" mill.
Of Mugmoor House, Am- 
berley - now Moor Court. 
This house had belonged 
to Joseph Hort, a for­
mer major' bond-hôlder 
in various trusts.
He took over Da y ’s mill 
and also Woodchester mill
Clerk to the Town Com­
missioners, and noted 
local geologist.
Occupied Lower Througham 
Farm near Bisley.
Other names, not recorded at that meeting, include:
Arthur Capel of Capel’s mill just above Stroud, J E Dor- 
ington of Lypiatt Park, the Rev T Peters, rector of East­
ington, Rayner Winterbotham, who came of a local banking 
family. (Lindsey Winterbotham owned Spillmans Court, 
Rodborough, but sold it in 1864: he is recorded as clerk
to a Tewkesbury turnpike trust). Also recorded are: 
Charles Stanton, brother of W H Stanton, sometime MP for 
Stroud (1841-52), who ran Stafford mill above Stroud. 
Charles was commissioner and mortgagee for the Chalford 
trust.
The Stroud Free Press started in 1851 but did not last 
beyond'1855. The more successful Stroud Journal began 
in 1854 and still survives as part of the Stroud News & 
Journal.
Sources: Tann, VCH, SFP, Fisher and others.
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J o h n  M Î l l S i  
M i s e r d e n .
W i l l i a m  M i l l s ,  
S t r o u d .
W H  N e w m a n
W H Paine, M.S., 
S t r o u d .
N a t h a n i e l  P a r t r i d g e ,  
B o w b r i d g e .
R C Paul, 
Tetbury,
W Playne
Marshall Rowles, 
Bisley.
John Young Sandys.
C B Smith,
Backhouse.
G Smith,
Nailsworth.
P Smith,
Field House, Bisley.
W smith
Land-owner. The 1847 
Turnpike Abstracts 
name a John Mills as 
surveyor for the Light- 
pill-Birdlip road; the 
locality would suit.
O f  N e w  H o u s e ,  T h r u p p .
The family in the late 
18th century were att­
orneys. The firm acted 
in 1834 as clerks for the 
Stroud-Cainscross-Minchin- 
hampton trust. W H  New­
man chaired this meet­
ing and was a strong opp­
onent of the Bill.
E m i n e n t  l o c a l  s u r g e o n ;  
h e  t o o k  a  p r o m i n e n t  p a r t  
i n  t h e  1854 H e a l t h  E n q u i r y ,  
a n d  a l s o  o w n e d  a  g o o d  d e a l  
o f  l a n d  i n  t h e  p a r i s h .
H i s  d y e - w o r k s  s t r a d d l e d  
t h e  F r o m e  b o u n d a r y  b e t ­
w e e n  S t r o u d  a n d  R o d b o r o u g h  
p a r i s h e s .
Clerk to the Minchin- 
hampton-Tetbury- Bisley 
trust.
Of the family firm based 
at Longfird's mill above 
Nailsworth: also much
concerned with the Nails­
worth Trust.
Of Avenis (= Avenage) 
tithing.
Of S l a d  L o d g e .  I n  1842 
a  R i c h a r d  S a n d y s  o w n e d  
N e w c o m b e ’ s  m i l l  i n  t h e  
H o r n s  v a l l e y  b y  B o w b r i d g e .
U n i d e n t i f i e d .
P r e s u m a b l y  h e  o f  t h e  
N a i l s w o r t h  T r u s t .
U n i d e n t i f i e d .
P o s s i b l y  t h e  c o n t e m p o r a r y  
c l e r k  o f  t h e  N a i l s w o r t h  
T r u s t .  .
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Appendix 1 1 . Opponents of the Stroud Roads Bill:
present at the meeting at the Royal 
George, Stroud, 18 November 1853.
(One or two were in favour of the Bill.) 
(Source; Stroud Free Press.)
Name & parish. Occupation.
Charles Baker, 
Painswick.
William Bishop, 
Stroud.
Thomas Clutterbuck Croome
The Rev Henry Cripps.
R S Davis, Stonehouse.
William Davies, Stonehouse
George Edwards,
Stroud.
Frederick Eycott, 
Stonehouse.
C H Fisher,
Stroud.
W A Freston, 
Stroud.
George Hazle, 
Bisley.
Charles Hooper, 
Eastington.
W H Hyett.
E C Little, 
Stroud
Estate agent, auctioneer, 
surveyor: surveyor in
1847 to the Cheltenham- 
Painswick road trust.
There were Bishops at 
the Dyeworks near Capel’s 
Mill, Stroud, in 1819.
Of Croome & Harris, sol­
icitors, Cainscross. He 
bought the manorial 
rights of Painswick.
vicar of Stonehouse.
Of Edwards & Freston, 
solicitors.
Of the family of Paul 
Hawkins Fisher, the 
historian of Stroud.
Of Edwards & Freston.
Probably of Hazle House, 
The Camp, north of Bisley,
Mill-owner.
Of Painswick House: had
been MP for Stroud, with 
Ricardo. A potted bio­
graphy appears in F A 
Hyett, Glimpses of the 
History of Painswick (2nd 
edition) (Gloucester. 
1928/1957.)
Clerk to the Stroud- 
Chalford trust.
Joseph Atkins, Spa Turnpike, 
Gloucester & David Atkins, 
Salmons Gate, Stroud in 1852; 
in 1854 Joseph was at Dowdes- 
well turnpike gate Cbetween 
Andoversford and Cheltenham. ),
Joseph Spire, junior (a 
change from "the younger")
& Thomas Spire, builder, East­
ington.
C Rickards, farmer, Wotton- 
u-Edge & A Rickards, watch­
maker, Dursley.
B Lawrence, Eva Farm, Weston- 
super-Mare & David Jones, 
farmer of Minchinhampton.
Other sureties included: 
Charles Forty, stonemason 
& W Jaques, stonemason, both 
of Cheltenham (Jaques in 1847)
In 1855 Joseph Atkins was at 
Black Bourton gate, oxon.
The names are taken from the Minute Books in order of 
appearance, though they are here not dated: in some
years no details were entered. The Abstract Statement 
of Income & Expenditure of 1834 supplies a few details, 
as also does BPP xxvii of 1840, with useful information 
on gates, length of roads and clerks. Thomas Lediard 
of Cirencester appears elsewhere as clerk to the Bibury 
Trust. Note the change in 1834 when Berkeley Hicks be­
comes toll-renter.
IIirailUPTOll, TETBIT, A i BISHÎ
TURNPIKE ROADS.
f ^ r O T l C E  U hereby given, tha t the T O L L S  arising  a t the following Gates 
on the said Hoads ; viz. T E T B U R Y , W O E F iE L D -D A N E -B O T T O M , 
iV D E . B U R N T -A S H , C H A L F O R D -H JL L , B IS L E Y , H O L L O W A Y S , 
2A L F W A Y , and the C A M P G A T ES,
WILL BE LET BY AUCTION,
U  the C R O W N  IN N , M IN C H IN H A M P T O N , on T U E S D A Y , the Cth day of 
tIA R C H  next, a t 12 o'Clock a t Noon, for the T erm  of O N E  Y E A R , com mencing 
in the 1st day of M AY following, a t 12 o’Clock a t Noon ; which "Tolls were Let 
ast Y ear a t the Sum of J E 2 7 0 .  and will be put up a t such Sum  as the  T rustees 
hen present shall think fit.
hoe*er bapp«nj lo b« tbe bewt B idder, will be required im m ediately (o n  big being dec la red  lu c b ) te pay 
)oe Month in Advance o f  the Ueot a t which flte T olls may be Let, and give Security  with aufficient Sure tie# to 
be Saiitfaction of the T ru itees  of the aaid Roada, for*lhe Paym ent of the H esiduf of tbe said Rent by equal 
dootbly Iruu im eo l#  in A dvance, and also  foP the Perform ance o f such CoveoaoU and  Conditions as tbe 
rrustee# shall think proper.
A t the  same Meeting, new T rustees will be elected in tbe  place o f those who may be deceased, and such 
4her Business transacted relating to the said R oads as m ay be deem ed necessary.
B-OBT' CLARK PAUL, Jun.
r E T B r i tT - ,  1 s t  F e b r u a r j - ,  1 8 5 4 .  Ckrt n> lA, Trwiwi.
J .  C. COODVVSi r a i HT CB ,  t c t s u e v .
Poster advertising 
auction of tolls 
for the Tetbury, 
Minchinhampton & 
Bisley trust, in 
1855. (G. Coll.)
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Appendix 1 0 . (d) Selected names, occupations, and 
place of residence of sureties 
for toll-farmers of the Nailsworth 
Trust) 1801 to 1874.
Thomas Dauncey, innkeeper, 
Horsley.
Messrs Cooper Wathen & Co.
W Burford, clothworker, 
Woodchester.
Joseph Woodfield, clothier, 
Painswick.
G & J Thomas, grocers, 
Nailsworth.
Joseph Norwood, mealman.
Park Mill (Woodchester).
Isaac Clift, victualler, 
Horsley.
J Pickard, victualler,
Stroud.
James Morley, schoolmaster, 
Stroud.
George Pavey, mealman, Tiltups 
Inn, Horsley.
W Clissold, Mealman, Inch- 
brook.
R Evans, cordwainer, Boxwell.
J Thomas, clothworker, 
Lightpill.
Elijah King, The Fleece.
T Brinkworth, clothier, 
Inchbrook.
H Trollip, innkeeper, 
Nailsworth.
A Dickman, innholder, 
Cainscross.
R Hooper, baker,
Tetbury.
D Meek, labourer,
Sapperton.
R Pool the younger, farmer. 
King's Stanley.
W Blackwell, mason, Stroud.
Francis Hoare, woolstapler, 
Cirencester.
Thomas Copner, mealman, 
Cainscross.
J Rickard, yeoman, Wotton- 
under-Edge (for T Rickards, 
1919, see left-hand column).
S Jenkins, baker, Nailsworth.
T Knee, gardener, Laycock, 
Wilts.
W Wise, gatekeeper, Stour­
bridge & J Wise, yeoman, Ampney 
St Mary.
T Richards, gatekeeper, Nubbis 
Ash (variant of Rickards).
J Wood, yeoman, Rodborough.
T Rose, cooper> ^ .Wotton-under- 
Edge .
Cornelius Gregory, gatekeeper 
of Minchinhampton.
Edward Bloxsome, gentleman, 
Dursley.
J Fry, Charlton near Malmes­
bury.
Moses Smart, road contractor, 
Beverston.
Thos Simkins, blacksmith, 
Beverston.
R Ebsworth, turnpike renter, 
Gloucester,, and H Hodges, 
turnpike renter Bristol. 
(sureties for Berkeley Hicks, 
1834.)
Ephraim Close, tentleman, 
Gloucester and J Lediard, 
toll farmer, Gloucester.
Moses Smart, surveyor,
Beverston & Isaac Silk, 
timber dealer, Cranham.
Hodge Ebsworth, gatekeeper, 
Gloucester & Henry Hodge, 
gatekeeper, Bristol.
Moses Smart & Isaac Silk, 
timber dealer of Fostons Ash 
(for T smart, 1838).
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Appendix 10.. (c) Selected names, occupations, and 
place of residence of toll-farmers 
of the Nailsworth Trust, 1801 to 1874,
ChapeJ Davis, yeoman/ 
broadweaver, Painswick.
Bartholomew Elms, gentle­
man of Rodborough.
W Nicholls, gatekeeper, 
of Gloucester.
J Heaven, gatekeeper, 
of K i n g ’s Stanley.
Robt Meek, yeoman of 
Sapperton.
J Bliss, gatekeeper, Bisley.
T Norris, gatekeeper, of 
Barnsley (his "mark").
W Bell of The George, 
Nailsworth.
Robt Evans, gatekeeper of 
Longash Turnpike (1817; but 
1811 he was cordwainer, 
Boxwell, though this latter 
might be R Evans, junior, 
shoemaker, Inchbrook).
Michael Morris, shopkeeper, 
Barnsley (it was noted that 
in one instance the name 
might be Morris or Norris).
Charles Lediard, gatekeeper, 
of Cirencester.
Allen Evans, cordwainer, of 
Cirencester (apparently 
another family trade).
T Osborne, cordwainer, Min­
chinhampton .
T Rickards, gatekeeper, 
Cainscross.
W Hooper, gatekeeper, Mal­
mesbury.
6 Pimbury, for Messrs Tanner 
& Baylis, carriers of Rod­
borough (whose depot was 
at either The Bear or The 
Road House).
J Harvey, innholder, Nails­
worth.
R Smart, road contractor, 
Stratton near Cirencester.
Berkeley Hicks, turnpike renter, 
Maidenhead, Berks.
E Lediard, tollgate renter, 
Cheltenham.
George Wathen for T Smart, 
innkeeper of Tiltups Inn.
W Let, gatekeeper, Chelt­
enham.
W T Paris, gentleman, of 
Stroud.
W Davis, turnpike gatekeeper, 
Whitminster (1845), and of 
Inchbrook in 1845.
J Jaques, turnpike gate­
keeper, Northgate turnpike 
gate, Gloucester.
J White, farmer of tolls, 
Worcester (1848).
G W Saunders, accountant, 
of Stroud (1849).
J Snowswell, renter of 
tolls, Cirencester.
J Barnett, renter'of tolls, 
Cirencester.
James Atkins, toll collector, 
Stroud.
J W Atkins (who took the tolls 
in 1853 by private treaty).
Joseph Spire, selly Oak, 
Birmingham (1862). In 1847 
he was at 23 villa Road, 
Handsworth.
T Rickards, watchmaker and 
toll farmer, Wotton-u-Edge 
(1872).
B Lawrence the younger, 
h a v £ corn dealer, Stroud.
The last renter of the tolls.
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Appendix 10. fb) Toll Charges set out in 1780
for the Nailsvorth Trust.
Tolls originally were farmed out from early October, but 
in the 1820s the auction was advanced from September to 
August, probably to comply with the return to be made 
to the Clerk of the Peace after the Annual General Meeting
Records are incomplete, and even where figures are given, 
some may have been omitted, if for example a certain gate 
was not then left: details do not always appear where
tolls were let by private treaty.
Toll Charges
On 16 October 1780 a temporary list of tolls had been drawn 
up for the two bars ordered that day for The Spout. The official 
list was approved on 11 May: it would seem to have been drawn
up on 7 May, but only Obadiah Paul and Thomas Pavey had attended 
that particular meeting.
For every Horse Mare Gelding Mule Ass or Ox 
or other beast or Cattle drawing any carriage 4 d .
For any Horse etc......not drawing Id.
For every drove of Oxen or other neat cattle lOd. a score.
For every drove of Calves Hogs Sheep Lambs c-, ^
or Swine (and so in proportion for a greater 
or less Number)
Additional charges were made in respect of certain vehicles.
Thus on.24 August it was laid down that broadwheels of 9 inches 
widty, or other wheels "rolling a surface of 11 inches", should 
be charged at 3d. a horse. Vehicles of 6 inches wheel width, 
rolling a surface less than lid., were charged 3^d a horse.
Carts of 6 inches wheel width were let through at 3d a horse,
while carriages going empty to Coalpitheath and returning with 
coal on the next day need pay only the one toll.
On 10 September the same year vehicles with wheels less than 
6 inches width would pay 4^d in summer, 6d in winter, while 
vehicles with wheels over 6 inches would pay the same if drawn 
by fewer than 5 horses, but if by 5 or more, they would 6ay an 
extra 3d. a horse. Vehicles rolling 16 inches width on the roads
would be charged 2d a horse in summer, 3d in winter.
V / h i ' ^ e  t h e  t o l l  c h a r g e s  w e r e  a p p r o v e d  o n  1 0  S e p t e m b e r ,  t h e y  w e r e  
d a t e d  2 4  J u l v ;  n o t i c e s  w e r e  o r d e r e d  f o r  t h e  g a t e s  o n  1 3  A u g u s t .
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1846
1847
1848
1849
1850
1851
1852
1853
1854
1855
1856
1858
1859
1860 
1861 
1862
1863
1864
1865
1866
1867
1868
1869
1870
1871
1872
1873
1874
1875
1876
727
788
750
750
831
828
860
880
881
920
1020
1050
976
960
860
941
938
1016
960
1035
951
990
821
1250
Let at 2nd auction.
Let at 2nd auction, 
ditto.
Let at 2nd auction.
ditto..
No bidders, let to private 
tender.
No bidders: toll money-
collected by R Barnfield 
the Surveyor.
No bidders.
No bidders. Culverhouse 
& Buckholt gates dispiked
No bidders.
no bidders.
No bidders, even at 2nd 
auction.
Let at 2nd auction, 
ditto. 
ditto.
Let at 2nd auction,
Let at 2nd auction,
Hazlewood & Avening 
gates dispiked.
Let for 1% years to 
1 November 1877.
Trust wound up, all remaining gates dispiked and sold.
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1816
1817
1818
1819
1820
1821
1822
1823
1824
1825
1826
1827
1828
1829
1830
1831
1832
1833
1834
1835
1836
1837
1838
1839
1840
1841
1842
1843
1844
1845
Record
1090
Record
1393
1244
1247
1200
Record
1720
1350
1320
1300
1280
1384
1200
1201
1100
950
920
921 
801 
793
incomplete.
Culverhouse gate added.
incomplete.
Frauds denounced.
Balls Green gate replaces 
Well Hill Gate.
incomplete.
Hazlewood & Avening gates 
added.
single bid for all gates. 
No bidders.
Ditto - 2nd auction necess­
ary.
No bidders at auction, let 
by private tender.
No bidders.
No bidders.
No bidders.
No bidders.
No bidders.
Twice at auction but no 
bidders. Finally taken 
by Berkeley Hicks; see 
Appendix 10 (b).
No bidders, let to E 
Lediard at 2nd auction.
Let at 2nd auction.
Let at 2nd auction.
ditto.
ditto.
ditto.
NO bidders, let to private 
tender.
ditto.
ditto.
ditto.
Let at 2nd auction.
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Appendix 1 0 . Toll Revenue of the Nailsvorth Trust 
(a) 1782-1876.
(Source; Nailsvorth Trust Minute Book'.)
Auction held 
in October. Remarks
1782
1783
1784
1785
1786
1787
1788
1789
1790
1791
1792
1793
1794
1795 - 1800 
1801
1802
1803)
1804)
1805)
1806)
1807
1808
1809
1810 
1811 
1812
1813
1814
1815
213 0 11^ Collected by gate-keepers.
269 13 O ditto.
290 Farmed P Smith.
315 Farmed P Smith & W Hovard.
303 Farmed J Cooper. Grigshut
gate excluded from farming.
310 Farmed Miss A Pierce.
Stanley Lane & Park Stile 
gates added.
340 Bids made for separate gates
370 10 Gate ordered for Buckholt
Wood, not named in toll 
lists till 1820s.
352 10
Record incomplete.
395 Well Hill gate added.
Record incomplete.
473 10
Record incomplete.
581
588 3 1
726 each year. Two-year letting contract.
714 each year.
816
795
790
Record incomplete 
756 10 
756 10 
740 15 
948 
1132
ditto
A p p e n d i x  9. S h e e t  2.
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^^Tbe o n trin a i 'A c t (th e  i 'th  o f G eorge 4. cap. 1 4 . ) * ' obtaine<i in 18W ,
; Vfery narrow, ste’ep, and incommodious. T heherhi o f  tjSe''Act^woiijd have - |.
■ expired with the session o f 184.5, but has been cohtirfued by tb^  several j 
. General Turnpike Acts Continuance Acts,until the 1st oCNoyembe^^l8-52.
: T he sum of 1 7^00/. was subscribed by several ç h it lê m ^  'o f the jpeighbour-j
' ; hood,forthe.purpose o f altering an(l improving this road, fp addition, tq which.
. ! the sum of 938/, 15a. 4d. was advanced by the treasurer for the completion o f i 
the road. Although it was‘understood that mortgages o f  thè fo lfs’‘ would be"* ‘ 
granted, no securities have been executed for the subscrij^tions, and the whole 
; amount remains unpaid, with accumulations of interest tli’ereon amounting to 
2,200/. Tiie toll income has very seldom exceeded 1.00/<per. annum, and has 
. ' been~applied chiefly in paying the interest on the treasurer’s balance, also the 
clerk’s salary, repairs o f toll houses, and the incidental expenses o f the Trust.
The small surplus has been applied to the liquidation of the treasurer’s balance,
: which has been reduced about 11.5/., the sum o f 823/. 5s. 9d. remaining due on 
I the 31st of December 1850, o f  which, 802/. IX*. Sd. was owing to the repre- 
; sentatives o f the late treasurer, and upon which interest has been punctually 
; paid.. A total sum exceeding 8(X)/. has been cliarged as interest o f  debt in the 
; returns since 1833, the whole of which (except thé increased sums icharged in 
the^ears 1847 and 1848, which were probably paid to the subscribers;)-,was paid 
;! for; interest .upon the Treasurer’s balancée although i t  appears t W  the Iat& 
fl \  6 ^ su r er  held no security for the ssmë, fépresëntatiiges belhg^ÂlïisGed scr ;
— ------ , — -------g, ^7 "V ----------- . ... d o t tjcen paid; ^ 2  *•"
'Ù * - and are now stated to be bartedL by 'tne  StâtutO o f  L in rtita tiohS ^^  ^
I 'iT l i e  length -- — jt t-ui.......î.-i» "
i^ere are two
hhr is at .Whitehall, near t h ç . t e r m i n u V p j f at  Stroud, . j^ h e .  full, raté.dfiCï 
i toll is levied, but one toll paym ent c lears‘a ll'th e  gates.? T h e  whole o f the rb a d /\
• .iV repaired by the parishes o f  Stroud and^isley,'ai(|ed by t!Ke Commissioners i
under the Stroud Improvement A c t  T h e  traflic appears to be very snAll, as 
the average receipt is less than 6 .t. per day at all the places of payment, after 
deductinc the expenses of collection.
T h e  T rustees in their present application propose to repeal the existing Act, 
and to take more effectual powers. Clause 9 continues thé present tolls until 
fourteen days after the first m eeting of the T rustees. T he scale of toils 
proposed in CIau.se 10 is similar to the present A ct, with an additional loll of 
Id. for every dog drawing any carriage. T h e  toll is Gd. per horse or other 
beast drawing any carriage, and 2c/. per horse, mule, or ass, not drawing. By 
clause 1-2 only one full toll is payable “ for passing and repassing any num ber 
o f times in the same day ” through all the  toll gates. Clause 1 7  is to prevent 
any m ortgagee from seizing the toll gates, w ithout any restriction ; but no 
mortgages appear to have been granted. Clause 18 declares the total debts to 
be 1,700/. subscriptions, and 802/, 18s. Sc/, due to the executors o f the  late 
treasurer. T h e  money is proposed'to be applied by clause 19 as u n d er:—
■ Isf. In  payirig the expenses'of tlie A ct. \  '
2dly. In  repairing toll-houses, &c., and in the",^pèpses' o f  ra'ani^i 
ment, bu t not to exceed 20/. in any year^'"- 
..,Sdly. In  paying off,.the late treasurer’s debt qf-802?. 18*. 8c/.,
w ithout any interest thereon.” (T h e  representatives o f the'late  
treasurer are said to be not satisfied with this arrangem ent’) ' 
4thly. In  paying off the sum o f 1 ,?0U/. original subscriptions, “ but 
without any interest thereon.” (T h e  subscribers consent to this 
arrangem ent. T h e  mode ul payment is regulated by clause 20.) 
.'•tidy. In repairing the road.
[iÎMrf on (o pagt 60.
;e-
.ht^ 'of^ he- sntadiibc
^« tfem en ti'A ct.fo r Stroud, until rtheowhole tdebtSj
_id?donséqA#nce or,;the^ balanw  d/ie to th t  
debt, there appeared to  the T rustees insurm ountable oC&taclaiL 
this road under the T u rn p ik e .'T ru st A rrangem ent 
deem ed advisable to  apply for a ifenewakbf the A r t
istittfTrents-of -
jjit. G liu w
| a &  
ejüsu'à^tefm
sta te  ^  the 
nst bringing 
as ithetefore
t'efins set forth in
>
w
A 34-
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The Stroud-Bisley turnpike. An unnecessary turnpike?
It is difficult to se^ the ancient road from .Stroud
to Bisley should have been made into a turnpike. To be 
sure, an easier route up Stroud Hill was built, but the 
number of people in Bisley parish who could benefit by 
it were few: there were few dwellings beyond the point
where the new road began, and the manufacturing work­
force of the parish lived round the edges of the commons 
overlooking Chalford and the Toadsmoor valley, and 
presumably walked down-hill to the mills below. As a 
perusal of this report shows, there was no 'profit' 
in the road, the financial arrangements were extremely 
sketchy - practically non-existent, and in any case it 
was not long before the two parishes involved under­
took all the repair work. It would seem to have been 
not only unnecessary, but also a nuisance.
(Source: BPP Ixix Appendix 1854/55.)
BISLEY CHURCH BEFORE THE 1862 RESTORATION
From a Bisley church leaflet, 4th edn. 1953
Appendix 9. Sheet 1.
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The attention of tlie Secretary of State having been directed at various times to' '^ 
the positions of the numerous toll-gates, and the number of toil payments on thé f^ 
ro.ads in the neighlxjuriiood of Stroud, as well as to the embarrassed state of thtf 
bnances of several of tire Trusts, steps have been t;iken in previous years to 
obtain a revision of some of the l,ocal Acts, and arrangements have been 
sanctioned upon otber of the Trusts; in addition to which there are application»/ 
now before Parliament for renewals of three of the Local Acts in the presc*^- 
se.ssion. .
Before referring to these applications, it may be useful to mention the 
rangements which have been made by Parliament in respect to three o f  tl 
Trusts referred to, which have already obtained hew A cts, as under '  ' ' '
1. The Stroud and Gloucester (through Pitchcomb) Turnpike 
obtained a new Act in the year 1S5I (the 14th & 15th Victoria, cap. 50). B 
this Act the bonded debt of 21,923/. was reduced to 11,865/. I6s. 6d., 
extinguishing a large amount of interest which had been converted into princi 
and the rate of interest was reduced from ôL to 1/. 10s. percent. The sura 
9,944/. 9s. arrears o f interest \^ s  also extinguished. The Act contained 
special clause to restrict the Trustees froorT erecting a toll-gate within 300 
of the city of Gloucester ; but by another clause permission was given to col 
tolls within the town of Stroud until the debt of the Trust was paid off.
2. The Stroud and Bisley 'l’tifnpike Trust obtained a new A ct in the 
1852 (the 15th Viet., cap /87), b^ which ilr trrts ddt^rtnined that no int 
should be paid upon the debt o f  1,700/, and that the sum o f 2,200/. arreai 
interest thereon, calcu late at 61. per cen.tr, sbpuld Le^^xtipguished. There"
, also a debt of 802/.T&I 'owing to a, fbrmer'^treasufer, upon which i 
at 51. per cent had been paid, and the Act directed the payment o f such j 
but without any interest in futuré.iî- Vf rr.c>?^ .u‘S :
3. 'I'he Stroud, Paintwick, and Gloucester 'I'umpike Trust obtained «
Act in the last session fthe lytb  & 18th,V ict, cap. 95), by,,which the, 
interest was reduced from 5l.~t6 31. p é f 'dent'.'on tnd mbrtga^ o  
8,681/. 1 is. 5dl' '^ The Act directed the Barton Street toll-gate to be rt 
from the city o f  GWoucester, -and" allowed one-half the.vfull Tate. of;tcdÉ' 
collected at any gate erected in lieu o f  the Borton Street gate until the d e l^  
the Trust was paid off. ' ,
At the request of a large number of the inhabitants of the Parli 
borough of Stroud, the Secretary of State for the Home Department consebù 
to except, in the ^ le d u le  o f  the Turnpike Acts Continuance Bill for,the 
1853, seven Local Acts relating to roads passing through or into such PariP^ 
mcntary borough, and the Trustees of the several roads were infofrhed th 
se])arate applications for renewing the Local Acts would be unnecessary as 1 
scheme would be proposed by parties locally interested, for consolidating ml tr' 
Stroud Roads: A  Bill for that object'Tvas prepared and introduced in Û
session of 1854, but waA subsequently withdrawn, ifi consequence of which 
settlement of the aflbirs of the several Trusts (except the Stroud, Painsi 
and Gloucester Road, previously mentioned) was postponed until the p
In the Turnpike Acts Continuance Act o f the last session, .ux Local 
relating to roads in the neighbourhood o f  Stroud were excepted, in ordef_% 
the affairs of such roads might be revised and regulated by Parliament ii7 " 
present session. Upon three o f these roads, arrangements have been j 
which have received the sanction of the Secretary of State, the pai ticoH 
which are as under :— '
1. On the Coddharbour District o f Road, the interest of the debt, withj 
consents of the creditors, has been reduced from 5/. to 3/. per cent, upon' 
bonded debt of 1,670/., in~the"hope that -at least 50/-. -wHl be appropria 
annually towards the discharge of the principal debt.
2. On the yailstcorth, Woodchester, and Dudbrid^r. Road the creditors 
consenti (I to reduce the interest from 5/. to 4/. per cent, upon the mortgagej
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sum of 1,045/. 17». lOrf. interest converted into principal, by which the principal 
debt became reduced to 4/)48/. 8». lud. ; likewise to extinguish the sum of 
.%l)30/- 2s. 5d. arrears of interest, and to reduce the rate of interest in future 
ffom 5/. to 1/. per cent.
.'3. Ü1 the Miiiidiinhunipton, Teibury, and Bisley Road, the Trustees took 
no steps to obtain a renewal of the Act, but propo.'^ ed the following terms of 
arrangement :— To reduce the rate of interest from 5/. to 21. per cent per 
annum on the bonded debt of 3,754/. 17#., and to extinguish the arrears of 
interest to the 31st o f December 1854, amounting to 1,693/. U. 6d. As 
objections had been made to the positions of some o f the toll-gates upon the 
roads belonging to this and other adjoining Trusts, it appeared desirable that the 
Act .should l)c renewed, to afford an opportunity i'or Parliament to decide as to 
tlie future toll-paymenu ; but iis the Trustees had omitted to give the usual 
notices required by Parliauient, the Trust would expire and the whole debt be 
lost on the 1st of November next, unless the Act were renewed by the Govern­
ment Continuance Bill. It was therefore, with reluctance, that, gecret^yy Sir 
George Grey consented to grant a Provisional Order upon the terma named, 
accompanied by the following observations addressed.,!» tl^e.^clerkto the 
Trustees:—  , •. i ( c , ‘'i J h ift'l
“ Sir George Grey regrets that the, irustecs did not take the necessary st^ s  
to renew the )L»cal A ct; but under the cjrçumstaqçes it will .be. proposed for 
•* continuance in the Government Bijl fqr one ^ r  ; and if the atrangcments 
“ should prove effectual for the payment of the Trust debts, and are not pther- 
“ wise objected to, the Act may be further continued without incurrii% the 
“ expenses of renewal, r i . J v .  ^ - . , - •
“ But Sir George Grey wishes it to .^be; distinctly linderstood.that these 
“ arrangements are not to prevent any, agreement being,made with,the Stroud 
“ and Chalford Trust,: or any altenuions of the tpll-^te« paypjents.which 
may rcceiyç the aahctiçoiof AJParl^ptentMj C g m r a i^ r .d  
The Reports which follpwf, re^te to Rjnj'frpstSjWfbicli are;no\f ^applying for 
renewals o f  their Açts, as undeç^r-Nq.. 4 ^  Stroud and Çhslfordi 19,
Stroud,. Gainscross, and Minqlyphainpton Itoyh.^tw o digtriqts); ^^hd.No. 20,
Lightpill and B W l'P  Ro&d'.''..., \  '
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Appendix 9. Report on Stroud Roads. BPP xliv, 1852.
This Report coincides in time with the Stroud Roads 
Bill, to which in fact it refers. Whether inspired or 
not by Ricardo and his "Memorial", it reveals the irrit­
ation of Whitehall'with .the dilatory actions of local 
trusts in this area, but there were as yet no legisl­
ative powers to compel trustees to come to terms with 
reality.
With the failure of Ricardo*s attempts to get trustees 
to put their (toll-) houses in order, trusts were more 
or less left to make the best arrangements they could to 
liguidate, over a considerable period of time, their 
debts, after which the toll-roads would be dispiked. 
Continuance or Renewall Acts had been granted annually 
for some years, but now a definite final period was 
given; and in the end toll-roads merged back into the 
pattern of local administration, the 'great* or main 
roads being repaired at county expense, the minor roads 
once more being the concern of the smallest local auth­
ority.
Report No. 18, immediately following the main body of 
the Report, dealt with the vexed question of the Stroud- 
Chalford road; this was undoubtedly a 'necessary' road, 
unlike the Stroud-Bisley road, but its finances were in 
the same hopeless state as those of many other toll roads, 
and bu the time of this General Report its revenues had 
been greatly diminished by the direct competition of 
the Cheltenham & Great Western Union Railway (the Great 
western) down the valley of the Frome to Stroud, and 
beyond.
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Appendix 8 . Stroud-Chalford-7th milestone road.
Part of the plan for the intended new road from Cains- 
cross to Stroud, thence to Chalford, up Cowcombe hill 
to the 7th milestone near Downs Farm on the Cirences­
ter road. The section between Cainscross and Stroud 
was not built for another ten years.
From Stroud to Halford the road bears a strong re­
semblance to that along the Nailsworth valley of 
1780. It runs on or near the valley floor below 
the existing hill-side road, passing and serving a 
number of mills. The contemporary owners/managers 
of these mills are given. sir P Baghot had been Paul 
Wathen but changed his name on inheritance.
The second sheet shows the heavily industrialised 
stretch from Brimscombe to Chalford, and two side 
roads, one up the Toadsmoor valley, the other up 
to Hampton Common. The canal barge basin at Brims­
combe Port is shown, and the warehouse: both have
now vanished.
At The Bourn the road To Minchin Hampton is a steep 
branch of the Tetbury-Chalford road brought under 
turnpike authority. When the railway was built, the 
Chalford road here and also at Chalford Bottom (where 
the road To Hampton is marked) had to be realigned.
The hill section to the top is not included here: it
follows the typical pattern of these new turnpike 
roads, snaking up with wide curves, and one or two 
steep stretches which in the case of this road are 
immediately on leaving the valley bottom, and near 
the top.
The 'old* section (No. 3) up from the Toadsmoor valley 
to the then Bisley Common is currently being improved 
and widened (1986)i Note the hill-side road from The 
Bourn to Chalford lying well up the hill-side itself, 
as with the old road up the Nailsworth valley.
(Source: GRO Q/RUM 51 of 1813.)
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Appendix 7. Plan of the Stroud-Painswick-Cheltenham road
Sheet 1. From Pitchcombe to Clatterqrove.
This road replaced Wick Street on the eastern side of 
the valley, which is named From Stroud where it entered 
Painswick. From Pitchcombe to 28 the new road undulates 
along the lower slope of the valley, being constrained 
to keep this course until the deep combe-mouth of the 
Washbrook was passed: No 24/25, King's Mill.
The actual approach to Painswick therefore had to 
ascend steeply, but after the town was reached the 
road proceeded by a fairly gentle gradient all the 
way to the col at Cranham Corner (Prinknash Park Wall) 
where it met, like the new Horsepools road, the old 
ridge-top route to Birdlip.
Sheet 2. Painswick to Cranham Corner.
At Cranham Corner the 'Roman* Portway went more or 
less straight down-hill for Upton St Leonards and 
Gloucester. The new road curved fairly gently past 
PrinknashPark, but ...
Sheet 3. Prinknash to Ermine Street.
... At about the spot marked Elm the road has the 
usual sharp hair-pin bend, with a steep turn at its 
upper end. From here the gradient is fairly gentle 
until about 19 where it meets the old Greenway, and 
then drops sharply to cross the Roman Ermine Street 
at 28 (now a busy roundabout). From here it heads 
dead straight towards Cheltenham,...
Sheet 4. Ermine Street to Shurdington.
... the only slight deviation being where an existing 
stretch of parish road was met near Shurdington (the 
only pre-existing road - the straight section has at 
times itself been mistaken for a Roman alignment).
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Appendix 6. Plan of the intended new road from
Stroud to Gloucester (the Horsepools road).
Sheet 1. From Stroud to beyond Pitchcombe.
This is the 'valley* section. From the plan it would 
seem that the first idea was to take the new road 
up and round the village of Pitchcombe, but in the 
event it was taken by an embankment across the mouth 
of that combe. The only steepish bits are 25 & 26, 
and 37 to 38. Few mills were involved, and they al­
ready had access to Wick Street', the ancient (and 
turnpiked) road.
Sheet 2. From The Edge to Whaddon.
Level ground was reached at 4Q, and followed to the col 
at the Horsepools where the new road crossed the old 
ridge-top route (the ridge is shown here to be very 
narrow). From the Horsepools it snaked down to the 
village of Brookthorpe, where the former road to the 
top met this new road; 'From the Horse-pools' at 
80. The old road up the hill is now a V-shaped hollow­
way with a small brook in the centre at the top. At 
Brookthorpe the road followed the existing track, 
to ^haddon.
Sheet 3. Whaddon to Littleworth Turnpike Gate.
From Whaddon (now only just outside Gloucester City 
boundary and the built-up area) the road skirts the 
base of Robinswood Hill (shpwn as a hachured oval) 
to join the existing Gloucester-Stone road - the South­
gate trust) at Littleworth. The last straight stretch 
was originally Sandy Lane: the road out of Gloucester
is the Stroud Road.
Sheet 4. Sheephouse to Gloucester City.
The turnpike gate called The Spa was where the road 
below the word Gloucester met the stretch of Sandy 
Lane.' Note the proposed short cut across plots 113- 
116.
('Source: GRO Q/RUM 58, 1816, by Charles Baker.)
______________________________________________________________________________________ ' A (£>
Appendix 5. A note on the Fleece Inn,
The Fleece Inn.
The Gloucester Journal of 18 February 1782 had this 
notice:
ROAD from BATH to GLOCESTER
The Trustees acting under an Act of Parliament intended 
to facilitate the Communications between Bath and Glo- 
cester, (writer’s underline) hereby give Notice to the 
Public in general, and to Travellers from the West to 
the North of England in particular, that the said Road 
is now opened, leading from near the 20 Mile Stone on 
the Road from Bath to Frocester Hill, through or near 
Nailsworth and Woodchester, to a Junction with differ­
ent Glocester Roads at Cainscross. The Inconvenience 
of Hills so objectionable to the other Roads, will be 
found in this to be entirely removed without the least 
Increase of Distance.
With Intent to render the public Accommodation complete, 
a Society of Gentlemen are erecting a spacious and com­
modious House, situate near Woodchester, at a convenient 
Distance for Change of Horses between Petty-France or 
Cross-hands Inns and Glocester, which will be ready to 
open at Michaelmas Day next, with every Accommodation 
as an Inn, Tavern, and Post-House, and will consist of 
four large and elegant Parlours, with Bar, Tap-Room, 
Kitchen, and all other useful Offices on the Ground 
Floor; 18 good Bedchambers; Cellars for 500 Hogs­
heads of Beer, and arched Vault for Wine, and Coach- 
Houses and Stables for any Number of Horses.
The said Inn to be let, Enguire at the Cross-Hands,
Petty-France, or the Bell, at Glocester, where Dir­
ections for further Particulars may be obtained. No 
Person need apply who cannot bring a sufficient Cap­
ital to furnish the House in the,handsomest Manner, 
and has not an established Character for Civility, and 
other necessary Requisites to give Credit to an Inn.
The decision to advertise this was taken on 10 February 
1782, with the instruction that it was to be printed in 
the Dublin papers, the St James Chronicle, the London 
Evening Post, and the Bristol, Bath and Gloucester pap­
ers. The advertisement appeared on 18 and 25 February 
and 4 March. The building, now known as Hillgrove, 
survives, though the out-buildings are less extensive 
than formerly.
James Elderton was the first inn-keeper of The Fleece.
W Tunnicliff in Survey of the County of Gloucester 1789 
called the Fleece Inn, Rodborough, "house of great note'
A
Payments to Leversage and Frost were also recorded. On 
10 September 1782 Mr Ackland got £2 7s. for his ’’Trouble 
Journeys and Expences" in the matter of Webb’s claim.
But the new Clerk was now James Dalby, and he was asked 
to prepare a case for counsel's opinion as to whether 
the trustees had the right to pay Wilkins his principal 
(or part) and interest. Not very long before, that is 
on 17 July 1781, Wilkins, on being paid £14 5s. as Clerk, 
and £15 15s. as Clerk & Surveyor, had ’invested’ £100 
in the Trust.
Whatever the trouble, whether over financial detail or 
Wilkins' competence as an official, the severance had 
come at the meeting of 27 March 1782 when JaiAes Dalby 
was appointed Clerk that day, and the joint office of 
Clerk-Surveyor had been abolished.
5 Other hints that all was not well might perhaps be
discerned in the fact that on 5 February 1781 Wilkins 
ceased to attest the signatures of Trustees though the 
Minutes were still in the same handwriting as before, 
but on 12 February when only Obadiah Paul, Baylis and 
Biggs were present, the handwriting changed. Wilkins’ 
next, and only, signature was on 17 July that year.
5 On 2 April 1784 Mr Rice (of the Plan) started an
action against Wilkins: it is not stated for what, but
most likely was over payment. Dalby as Clerk was to ask 
Wilkins’ attorney, Mr Gaby, what it was for, and for how 
much. On 7 Mar Rice nominated Mr Richards as his "arb­
itrator", while Dalby was to ask Thomas Earle of Avening 
to act for the Trust.
On 27 March 1782 it may be noted that Wilkins as Surveyor 
(Mr Heaven was not appointed Surveyor until later that 
year) owed the Trust £2 9s. The last note of the dis­
pute is on 11 December 1788 when William Wilkins received 
the balance of his bill, £3 6s. 6d.
Thereafter no more is written of him. It is not clearly 
stated what the trouble was: this must remain conjecture,
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interest in tithed land in Horsley parish was sus­
pended, "sign’d by us" as the Minute is careful to 
record, the "us" being Messrs Pavey, Baylis, Biggs, 
Tyhdale and Samuel Remmington of Barton End House.
This does look like a serious matter if several Trust­
ees had to make it so official.
At. - the meeting on 17 July, Edson had been instructed
to take earth etc. from land held by Frost from Mr
Leversage, but not to exceed the line drawn up by Ed­
son and Wilkins. It looks as if Edson or his men might 
have overstepped the mark. On 23 October the Trust ag­
reed to pay Leversage or Frost 1 guinea for land so 
spoilt.
Elsewhere can be seen similar difficulties experienced 
in the process of getting the road built for which Wil­
kins, and perhaps Edson, sometimes took the blame.
4 On 9 March 1781 Edson and Wilkins had been told
to take stone etc. from Edward Sheppard's Hazelwood in 
Avening parish, and also from a close belonging to 
William Smith in Horsley parish. The damages had pre­
sumably previously been assessed by "two independent 
gentlemen" according to the Minute of 5 February 1781, 
but the Minute for 9 March records that while Smith was 
offered £75 an acre, Mr Sheppard got only half a guinea : 
which seems inexplicable. On 30 April 1782 the Treas­
urer was instructed to pay £35 l3s. 5^ to Mr Sheppard.
On 1 June 1781 the Clerk, that is Wilkins, had been told 
to instruct "Mr Parry our Attorney" to plead for two men 
(presumably workmen) also jointly with Edson and Wilkins 
(writer’s underlining), in a suit brought by Sheppard.
So whether the Engineer and Clerk-Surveyor had been ex­
ceeding their instructions, or were thought to have done 
so, this must have been another instance of finding Wil­
kins wrong.
As for Mr Halliday's claim for damages., on 23 Oxtober 1781 
Joseph Ackland had been asked to judge the damages, and 
also those done to the lands of Mr Jones and Mr Webb.
— — ^ A 1-3
Appendix 4.
________________  The Case against William Wilkins.
william Wilkins had, with Treasurer William Biggs, seen 
that the Bill for the Nailsworth Trust got through Parl­
iament. He was first Clerk and for the period of constr­
uction of the road held also the post of Surveyor. Yet 
at the annual meeting on 27 March 1782, when the road 
had been open for one year, he was summarily dismissed 
and his place taken by James Dalby, attorney-at-law from 
Tetbury.
Why?
The causes of the disagreement resulting in Wilkins*’ 
abrupt departure can only be a matter of conjecture, 
but there are hints and possible clues in the Minute 
Book, which may be summarised here.
1 Certain small things may be noticed, for example 
on the road-walk on 30 May 1781 one or two small def­
iciencies were noticed, particularly near Barton End; 
but these could either be overlooked or made good.
On 8 January only Wilkins was present at a committee 
meeting, and he had to adjourn it on his own authority. 
Why had no one else appeared? Was the weather too bad? 
Had he failed to notify the Trustees? At any rate, he 
recorded that notices of meetings should be put on all 
turnpike gates.
2 In one or two instances his decisions were not 
approved. For example, on 28 May 1781 it was decided 
to put up a toll-bar by Da y ’s mill in Nailsworth. As 
noted earlier. Day objected and on 1 June, "observing 
by a view", the Trustees agreed with him, and the new 
site was put at the foot of Hampton Hill. It looks as 
if Wilkins had not"consulted Mr-Day beforehand.
3 Trouble at Barton End! On 17 July 1781 Mr Lev­
ersage and Mr Selfe demanded 2s 6d. an acre at 30 
years’ purchase. Wilkins was told to bargain with 
them and do the best he could, but on 24 August his 
authority to deal with Leversage and Selfe over their
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tiia t such an  objection  ought to have no w eigh t w ha tev er— a t least not un til th e  roads sh a ll be  
scraped  on the old p lan  as often as the w ell being o f the ro ad s, and the com fort and facility  o f
travelling  requires. A n d  even then it w ould appear preposterous^ th a t a  slow  and  inefficien t-too l
s\\oü\à he used far the purpose of lengthening tke ti:ie in performing work;  b u t it  seem s still m ore 
un reasonab le  th a t (Ae JiondsrA ouW  6 e kept in a Jitlhg and hency slaie/m oxdet to  afford
o ccu p a tio n  for labourers to  scrape them  by a  partial, slow , and uncertain  operation .
I t  m ust however be c lear to T rustees o f  T u rn p ik e  R o a d s , th a t  w hatever m oney 
bo saved  In scro ping, ( if  saving be no t an o b jec t,)  m ay  alw ays be  usefully  em ployed in otherw ise- . 
im proving th e  R o a d s , and still be expended in labour.
B lit perhaps the m ost im porlan t advan tage  from the use o f ,th is  R lachine, is th a t  
its rap id  perform ance enab les the S urveyor to clean the R oads uniform ly and  throughout, a n d  when, 
the weather w hich the usual num ber o f m en em ployed on the R o a d s , and  using th e ,
o ld  scrapers, could seldom  acccm plish . '
The following are a few of the districts of Roads on which the Machines are In use, and the 
Surveyors’ names are added In order that they may be referred to. B a t h :  W . Me Adam, Esq, BnistoL  s 
L. Me Adam, Esq. BEDPonn ; C. Bailey, Esq. B i o o l e s w a d b  ; Mr. Redding. CAnnipr; Mr. Jenkins. !
C r o v d o n  and S uanev ; C. Penfoid, Esq. D u o l i n  ; Paving Board. DnoiTwicH ; Mr. R . Smith. D o n c a s t e r  .
Mr. Coulter. Exeter ; 0. Me Adam, Esq. Gloster ; E. 1'urner, Esq. i/er/'/orrf ; Mr. J . G riillths. Hud.- ' j
dfrsjicld ; Mr. W . Abbey. Lincoln ; Mr. J . S. Padley. Manchester ; Highway and Police Offices. Monmouth ; j
Mr. Mattoeks. Rugclcy ; J . Wigan. Esq. Shrewsbury! Mr. Snook. York and Tadcasler ; Mr. J . B. <
Atkinson. The Roads under the Commissioners of II. M. Woods and Forests. London, and generally on, 
the districts of the great Road from London to Holyhead, &e &e. I
C O M P A R A T IV E  SA V IN G  O F T H E  P A T E N T  SC R A P IN G  M A C H IN E . j
T o  scrape a m ile o f  21 feet wide Road with the old coal rake or hoe scraper, requires a man to t. d. *
w ork at least 1  days at 20rf. per day ................................................................................................ ...............  6  8 "  |
W ith  the Machine one man can easily  scrape one mile and a quarterof 21 feet Road in a day, and . ^
at 20J. per day, g ives per m ile ..................... '.    I 4  ^
Difference per Milo in favor o f tlie M achine..........................................................    i 4
S o  that on every  M ile o f Road scraped w ith the M achine, a saving o f  6r. 4<f. is  eflfected or 6r. 8d , 
for each day o f working.
T h e  P a ten te es  w ill be  h ap p y  to  forw ard a  M achiue /o r  trial to  any  Surveyor who- 
m ay  favour them  w ith a 'request to th a t effect.
B O U R N E  and  H A R R I S ,
P a te n te e s , ‘
S ep teruber, 1037. Jlchetier, Somerut-
* (P O R T E R , P R IN T E R , Y E O V II * )
Fly-sheet advertisement of 1837. ' v-. '
All
r
A p p e n d i x  3 .  ( 2  s h e e t s . )
Paient H and Machine fo r  Scraping lioadsi
\
--VV
i' . ■ , ,. • . . . . .
L  ’ .
j •' This Machine having now been introduced nearly five years, and having uniformly
ji given great satisfaction on the'numerous Districts where it is used, the P atentees are enabled to
speak o f it confidently, not as an untried invention, but as one which has been proved by the se v e r e .
' test o f experience.
The P atentees have received flattering testim onials from W m . M ’A d a m , Esrj. j
o f  B ath , General Surveyor of R oads, and from many other Surveyors, and they beg to say that the 
M achines were favourably mentioned by Jo h n  P u o v i s ,  E sq . G enetal Surveyor o f the H o lyh ead  * .
, H oad , beyond Shrewsbury, in his evidence before the Parliam entary Com mittee on the subject o f  |
R oads. ' . . j
; J o h n  M a c n e il l , E sq . Engineer under the Parliam entary Commissioners o f  |
that part o f the H olyhead  R oad , between London and Shrewsbury in the Report printed by order j
o f  the H ouse o f Commons, J u ly , 103G, mays J
• "As nolhing it more conducive lo the neat appenrattce and actual saving of Road materials j
"than scraping both in tret and drg leeaiher, I tcould slronglg recommend the use of a Scraper lately intro-
*'duced by Messrs, HARRIS and BOURSE, U conahis o( sevcroX upright pieces of wood about four inches '
“ wide and ten inches long, placed side by side In a frnmc of light wood mounted on two wlieels ; the upright 
“ pieces are acted on by springs of wood which press them gently downwards, but at the same time allow sulTicient ;
,. “ play to. enable them to rise up and clear any projection or uneven obstacle that may lie in their way. Tiie width 
/  “ of the scraping surface is 3 ft. 10 in. and the weight of the Machine is 70 lb. The Scrapers are brought into I
“ action by the workman who works the Machine, merely raising the hand which guides it, and which, acting as a ’
, ' “ Lever resting on the axle presses down the Scrapers on the opposite side ; it is then drawn across the Road. i
.• . “ The man then presses with a slight weight on the handle which raises the scrapers off the ground, and in this |
. “ position he runs it obliquely to the opposite direction across the road, so as to take a new position ; he then ^
“ raises the handle, and pulls it back across the road as before described. Ry being on wheels and very light, )
“ the labour required to work it Is very much less than with the common scraper." j
J
. The P aten tees cannot but feel that a recom m endation from so high an authority ,ï
m ust have great w eight. ; , •
. 1
T hat this M achine clears the R oads o f either dust or mud, better than the |
r s common scraper, is not questioned by any who have tried it , and the increase o f  speed is fu ll j
■ ; . : P ive  to O ne. , î
' ' W ith  this immense advantage in favor o f  the M achine it must seem  extraordinary )
. .  that the old slow mode o f scraping should any longer ex ist ; but the obstacle to its more rapid intro-
' , • duction, is the supposition that i t 'is  calculated to abridge manual labour, The P aten tees submit j
- . - . J
/  , ■ . !' .. ■ ]
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Sheet 1; Upper Nailsworth to below Egypt mill.
Upper and Lower Nailsworth were separate until nearly 
the end of the nineteenth century. The Nailsworth 
stream is shown by double lines, rather like the roads.
The section below Egypt mill has been canalised. The 
bridge at Nailsworth is not shown - it was/is close to 
the George inn. Mr Day's mill spans the brook coming 
down from the Horsley valley.
Sheet 2: Egypt to Inchbrook.
The existing hill-side road is clearly shown, desc­
ending to 53 where the tributary book enters the main 
valley. The curve of the st:^m (and of the present A
A45) is where the Knoll on wKich Mr Wade's property 
stood (then called Pud hill). The New Mills are 
better known as Dunkirk mills; the leat to that mill 
runs on the Minchinhampton side of the valley (the 
right side).
Sheet 3: Pud Hill to Little Britain.
The plan shows the first intention to take the road 
from Frogmarsh (where Mr Shurmur's mill stood) up 
through (South) Woodchester: the still extant Round
House is just below the letter A. In fact the new 
road was taken close to the valley bottom to Little 
Britain, where the old track led up-hill to Amberley 
past St Chloe's grounds. The stream and mills between 
the old and new roads are not shown.
Sheet 4; (South) Woodchester to Park Stile.
This shows the h i 11-side road and the track up to 
Selsley Common (Nurlsgate) from Grigshut before there 
was a bridge there. The old church and the Roman 
villa were to the right of Park Stile. Water Lane 
is the hill-side road from Dudbridge and Selsley 
(then Stanley End) to Nailsworth.
Sheet 5: the valley below (North) Woodchester
and Water:Lane.
Obadiah Paul's Woodchester mill is at 103. Mr Peach's 
at 113/114 is Rooksmoor. The Fleece Inn was to be 
built by sir G 0 Paul on 95. 107 may show the cott­
age occupied by Martha Wellstead, first keeper of The 
Spout gate, which was where the road named Bear Hill 
(from the Bear Inn) met the new main road.
Sheet 6: Mr Smith's mill (120) to Dudbridge.
At T the new road met the Cirencester-Cainscross turn­
pike - this is close to Dudbridge where the up-hill 
road to Selsley and Water Lane left the valley. Note 
the meandering course of the stream, which later was 
to be diverted and straightened, and where today the 
valley floor is all-but covered with industrial dev­
elopment .
North is to the right of the pages.
Â 3  '
Appendix 2 . (Notes)
Rice's Plan for the new road from Tittup's Inn to 
Dudbridge, original size, in Gloucester Records Office.
General remarks.
The plan of the up-hill stretch, from Nailsworth to 
Tittup's Inn (or End) has not survived.
The existing 'main' road follows the lower slopes 
of the hill-side, coming down to near the valley 
floor where tributary streams join the Nailsworth 
stream.
The intended new road is shown as a faint double line 
with darker coloration.
The original plan.is one long sheet: to facilitate
copying it is here in sections, six in number.
The plan does not show the stream, or mills, where 
not thought necessary: names pencilled-in are by
a later hand.
The plan numbers properties to be crossed by the new 
road: there is a list of such properties, for valu­
ation, at the end of the first volume of the Minute 
Book and dated 25 June 1780. Unfortunately, while 
several fields can be identified, numbers are not 
given so full identification is not possible. There 
is another list in the Act itself. At least the Valu­
ation list gives some of the land to be crossed on the 
up-hill stretch, which is missing from the plan. Thus, 
for example, Mr leversage's Land in possession of Mr 
Frost called Webb's Leaze, which was to give the Trust 
a good deal of annoyance. Another useful identification 
is the "fishpond" in Mr Webb's grounds, and ground be­
tween the fishpond and Mr Wade's. Mr Wade's mill, usu­
ally called Inchbrook, is here the Napping Mill; and 
one of Miss Small's properties was in use as a stove 
rack meadow. The only remaining "Stove house" in this 
valley is at Frogmrash, but not shown on the. plan (not 
yet built?). See Crawford G N, The Woodchester Round­
house in GSIAJ for 1982.
Details of each sheet' are given overleaf.
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Key to Appendix 13, air-photo of Frome valley from 
Thrupp to Stroud.
j Ridge-top route to Bisley (the Old Bisley Road).
2 "Contour” roads linking settlements on hill-sides.
^ "Vertical" hill-side tracks, bottom to top.
^ Stroud-Chalford turnpike 1815.
2  S t r o u d - C a i n s c r o s s - M i n c h i n h a m p t o n  ( U p p e r  D i v i s i o n )  
f r o m  B o w b r i d g e  t o  R o d b o r o u g h  C o m m o n .
A  T u r n p i k e  r o a d  t o  B i s l e y  ( " n e w "  p o r t i o n  u p  S t r o u d  
H i l l .
^ River Frome, showing mills, mill-leats and 
diversions.
Thames & Severn canal, 1790s (towpath coloured), 
rreat Western Railway, 1840s.
A-Stroud Parish Church.
The photograph, copyright Aerofilms, was taken about 
1933. since then the canal has been abandoned, the 
locks have collapsed and the bed run dry; but has 
recently been in part restored by a Trust. Mills 
have been altered with new businesses (though Bowbridge 
mill and dye-works have mostly disappeared), and former 
water-meadows infilled. The town of Stroud has spread 
up-hill between the Old and New Bisley Roads, the tri­
angular field at top right has been built over (the small 
tributary combe below is that of the Horns valley), and 
a good deal of housing has been built along the line of 
the Chalford Road, with some infill on the river side. 
Some housing, new at the time of the photo, can be seen 
on the former contour road towards Chalford, just above 
the middle figure 2.
The photo itself shows virtually all types of commun­
ication in these valleys: the early ridge-top routes,
the "contour" settlement links, the turnpikes, the 
canal and the railway. Two adjacent valleys may just 
be made out at the top of the photograph; the Painswick 
valley at top left, the Slad valley between the Old 
Bisley Road and the white Uplands church of the lower 
Slad valley (not indicated on the Key) - the parish 
church with its slender spire is towards the left at 
the top. For comparison, see Fig. VII.v and VII. v i .
&''nymn
Appendix j3 • (b)
éPhoto-copy of air­photo, Appx. 13 (a)
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Turnpike Houses of the Stroud District
■ /  J>W1 . 7t
By  C H R IST O PH E R  C O X
From
T r a n s a c t i o n s  o f  t h e  
B r i s t o l  a n d  G l o u c e s t e r s h i r e  A r c h a e o l o g i c a l  S o c i e t y  
Volume 86, 1967
Turnpike Houses of the Stroud District
By C H R I S T O P H E R  C O X
Â N U M B E R  of turnpike road toll-houses survive in the Stroud District, nearly a century after their use for toll collection has been discontinued. A  few of these may be recognised from their 
functional shape, either by the three-sided frontage or by the recess 
over the door which formerly contained the list of toll charges. Other 
toll-houses also survive, but have either lost their original distinctive 
shape or perhaps never had this. The sites of vanished toll-houses are 
numerous. It is the object of this paper to identify as many such sites 
in the Stroud District as possible, and to record those that survive.
The turnpike system in this District lasted about 150 years. In 
the 1870s many of the toll-houses were conveyed to private owners 
and to all intents and purposes the turnpike system was finished that 
here had begun in the 1720s. Within this period one may detect three 
phases of road use. Firstly, the ‘parish’ roads, the repair and main­
tenance of which had been placed by the Act of 1555 upon the 
inhabitants of the separate parishes. Secondly, the turnpiking of roads 
already in use, in order to keep them in some sort of repair. Thirdly, 
the construction (as turnpikes) of entirely new alignments and routes, 
starting in the area under review with the Nailsworth Turnpike of 
1780.
Under the 1555 Act, the inhabitants had to provide labour, 
implements or money to repair and maintain the roads in the individual 
parish. The work was controlled by a surveyor (originally unpaid), 
and the county magistrates were responsible for general supervision. 
The work, and the supervision, was a legal responsibihty.
With the growth of traffic— hoof, foot and wheel, with the increase 
particularly of through traffic, with the extension of travelling into 
the winter season— the parish system broke down. To make matters 
worse, the parishes usually lacked proper road-mending materials, the 
surveyors lacked knowledge and experience in road maintenance, the 
inhabitants lacked enthusiasm. There was a debilitating shortage of 
money.
In 1663 Parliament passed an Act authorising the erection of 
three gates in certain east Midland counties, to collect tolls from the 
road users with which to pay for the repair of the roads they used. 
This expedient lacked proper administration and roused considerable 
opposition, and was slow to be adopted elsewhere. The third such Act,
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that for the road from Gloucester to the top of Birdlip and Crickley 
Hills, was not passed till i6g8h Moreover, the J.P.s were made res­
ponsible for this as for so many other things. Later however special 
bodies of Trustees were commissioned by the relevant Acts to bear 
the responsibility of the turnpike roads^ At first too it was thought 
necessary merely to levy tolls for a definite period, after which the 
repaired road would presumably maintain itself. Thus many turnpike 
Acts needed periodic renewal.
The ‘turnpikes’ were apparently originally spiked bars to halt 
traffic; later proper gates were put up, though as late as the 1780s 
the Nailsworth Trustees suggested the use of chains or bars.® The toll- 
collector naturally had to be at hand, and thus special toll-houses 
were built. In later years separate trusts might choose a distinctive 
‘trust’ style, as they did with milestones. Perusal of turnpike Acts 
shows the gradual rationalisation of the system, and the increase of 
set instructions, as for example for the position and appearance of the 
charges-board, or for the provision of lighting.^
The ‘typical’ toll-house had a three-sided frontage, the side facing 
the road having a window or ticket-hatch, with the charges-board 
above, the house door for security being often to the side or at the rear. 
The normal plan of such houses was of two small ground floor rooms, 
with two above, though some might consist of only a ground and a 
first floor room, and a number of toll-houses in the District were 
ordinary cottages, though with a hatch or small window by the door.
Sites for toll-bars were not infrequently changed, and some had 
a short life, but generally these were where a side road joined the 
trust road, or (if on a hillside) where the gradient was less, obviously 
to allow vehicles to restart with least difficulty. The number of toll­
houses on a given length of road varied a good deal. Omitting catch- 
bars on side roads, there were at one time 6 sites on the Dudbridge- 
Nailsworth-Tiltups End road, but only 3 on the stretch from Stroud 
via Pitchcombe to Gloucester. This may have been due to the greater 
volume of traffic on the former road, and perhaps to the greater 
opportunities for toll evasion from the larger number of side roads.
10  W m. H I  c. i 8 .
® Jackm an, says the first special body of trustees m et in  1 7 0 6 .
* See various references in the M inute Book of the Nailsworth T rust (G R O ), e.g. 11 Ju n e  
1782  m entions a  Bar across the road to Dunkirk; 11 M ay 1781  orders 3  turnpike chains or bars; 
file J F g .i7g (6 2 ) in the Glos. L ibrary contains an  order o f the C oldharbour District of roads for a 
‘Toll Gate Bar or Chain and  House a t T he R agged’, dated  22  April 1 8 2 2 .
* 4  Geo. IV  c. 14  gives instructions for the erection and  pain ting  of the toll-charges boards 
on the Stroud-Bisley road; 2  Geo. IV  c. 82  lor the Gloucester-Stone road says lamps are to be lighted 
at Toll Houses.
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Method o f  Investigation
The best way to identify a toll-house site was by map. O n  late 
18th and early i gth century maps, a turnpike road is usually indicated 
by the thickening of one margin of the road. The earliest useful map 
is Taylor’s of 1777: the word Turnpike appears occasionally on it. 
The I S t edition of the i  inch Ordnance map for this area was pub­
lished in the 1820s, and on it sites are indicated by the letters T.P. 
The 2 inch preliminary drawings, made as much as 15 years before 
the publication of the i inch map, give corroborative or supplementary 
detail. More precise locations than on the i inch map are to be found 
on Bryant’s 1824 map, being shown not only by the letters TB but 
also by a bar across the road. A  comparison of these four maps gives 
a fairly comprehensive coverage of sites up to the end of the first 
quarter of the 19th century, by when the system was virtually complete.
The Tithe Maps of the late 1830s and early 1840s give the system 
at its height, just before the construction in this area of the railways. 
These maps are often on a scale large enough to show the actual shape 
of the toll-house (though not always to be trusted as accurate), and 
the Apportionment Book may give written details. Even where a 
Tithe Award does not actually state that a building is in fact a toll­
house, it may be identified on the map and confirmed from other 
sources.^
Supplementing these maps are other documents, such as records 
of the Turnpike Trusts, road diversion orders, orders of the J.P.s, 
other plans or maps, and the occasional deed. But whatever the written 
or cartographical source, field-work is essential. The site given on a 
map must be located on the ground, and any likely building investi­
gated to determine whether or not it is the actual toll-house. It is 
here that two other methods come in: the ‘reasonable guess’ that 
comes from experience of verified sites, and the ‘local knowledge’—  
now no longer, alas, first hand, but often still only one generation 
away from the last phase of turnpike use.
Turnpike Roads in the Stroud District
The turnpike routes listed below are numbered to agree with the 
article on Milestones of the Stroud District in these Transactions,
 ^M aps : see T . C hubb, ‘A  Descriptive Catalogue of the p rin ted  m aps o f Gloucestershire’ 
{Trans. EGAS,  191 2 ) ; Isaac T aylor— M ap of the County of Gloucester, 1777  (reproduced on a  reduced 
scale by the Bristol and Gloucestershire Archaeological Society in  1 9 6 1 ); A. Bryant, M ap o f the 
County of Gloucester, 1 8 2 4 ; various m aps in the Gloucester L ibrary  and  Records Office. T he O rdnance 
Prelim inary Drawings are in  the British M useum ; the T ithe  M aps and Apportionm ent Books are 
probably best seen in the T ith e  Redem ption Office now in R eading, b u t m ay also be seen in 
the Gloucester Diocesan R egistry and in  individual parishes.
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Vol. 83, 1964. The words ‘new route’ indicate that the road is mainly 
or wholly a new alignment, rather than a former parish road brought 
within the turnpike system. The Site Numbers are those of the report 
made for the National Survey of Industrial Monuments.^ Buildings 
still extant are in italics.
I. Stroud-Pitchcombe-Gloucester. New route as far as Brook- 
thorpe. I ,  6g, 2.
II. Stroud-Pitchcombe-Painswick-Gheltenham. New route. 3, 4, 5.
III. Stroud-Painswick-Matson-Gloucester, via Wick Street. 6, 7, 8.
IV. Lightpill-Stroud-Slad-Birdlip. New route. 9, 10, //, 12, 13.
V. Stroud-Bisley. 14, /j.
VI. Stroud-Chalford-Gowcombe Hill, for Cirencester. New route. 
16, 17, 18, 20. Included are 19 i &  ii, where Route X I V  crosses, 
and Site 21 on the branch road from Brimscombe Bridge to 
Minchinhampton Common.
VII. Gainscross-Rodborough-Minchinhampton-Girencester. 22, 23, 
24 i &  ii (see also No. 66 on cross-route XV).
VIII. Gainscross-Stroud-Bowbridge-Bear Inn. New route. 23, 26, 27.
IX. Dudbridge-Nailsworth-Tiltups End and branches. New route. 
28, 29, 30, 31. Branches: 32, 33, 34, 35, 36, 37, 38? 31 was 
extant at the time of the survey but has since been demolished.
X. Nailsworth-Horsley-Latterwood. New route. 40, 41, 42 (and 
also 53 ii on Route XII).
XI. From the Severn to the Hills, i.e. Arlingham-Frampton on 
S evern-Alkerton-Frocester Hill, and Framilode-Whitminster- 
Stonehouse-Gainscross-Paganhill-Stroud. 45, 44?, 45, 46, 47, 
4*9?, 50, 51 i &  ii, 52, 67, 68. (Site 25 was originally in this 
group.)
XII. The Old Bath Road: Frocester Hill-Ashel Barn. 4g, 53 i &  ii.
XIII. Stonehouse-Standish-Hardwicke. 54, 55.
XIV. Tetbury-Avening-Ghalford-Bisley-Birdlip, and Avening-Min- 
chinhampton; also Avening-Nailsworth. New route. 56, 57, 58, 
5P, 60, 61, 62, 63, 64, 65.
XV. Girencester-Bisley-Painswick. 66.
 ^Copies o f this R eport are in the G R O  and the Stroud M useum, accom panied by photo­
graphs of several sites.
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A  few sites surveyed are not listed above. Certain other roads^  were 
turnpiked, but so far the writer has not traced evidence of toll-houses 
on e.g. the cross-route Cirencester to Berkeley via Rodborough, 
King’s Stanley and Frocester, nor for the route from Painswick to 
Cheltenham over the Castles and along the scarp edge. The delimiting 
roads of the Stroud District are here taken as: Gloucester-Birdlip- 
Cirencester, Cirencester-Tetbury, Tetbury-Kingscote-Ashel Barn, and 
the Bristol Road (A38). These were not included in the survey or in 
the present paper.
This survey does not claim to be exhaustive. Some toll-gates 
mentioned in documents have not yet been identified, e.g. Rockness 
Hill near Horsley, Bowie Hill near Rodborough, and a mid-19th 
century reference to Tuffley Gate. A  number of ‘Gates’ recorded on 
maps are in fact ordinary cattle gates to prevent stock straying from 
commons, their place now being taken by cattle-grids. Such are gates 
at Lillyhorn, Limekiln, Limbrick, North Frith, Nash End and Four 
Acre on the Bisley Enclosure map (GRO: Q,/RI 122 of 1869). Tunley 
Gate was probably one such, rather than a further bar on the Ciren- 
cester-Bisley road, and it is possible that Tinkley Gate (Site No. 38) 
was one, though the map does give a small building by the gate.
There must have been a large number of minor or temporary 
bars (such as No. 17, 33, 35, 36) which had a short life. The writer 
would be grateful for any further information on such toll-bars or 
pike-houses within the Stroud District.
Surviving Toll-houses
In the following list, toll-houses of recognisable functional shape 
are given first and receive a site number on the distribution map, 
F IG . I .  Listed are: the Site number, the locality name, and the 6-inch 
Ordnance map reference. Brief details of present appearance, and a 
reference to documentary evidence, are added. The cartographical 
evidence is given as follows : P D — 2-inch Ordnance preliminary draw­
ings, I-inch— I-inch Ordnance ist edition, Taylor— Isaac Taylor’s 
map of 1777, Bryant— Bryant’s map of 1824; and the Tithe Award 
number and detail, where available and relevant, are included.
5. Brockworth. S O  891152.
An architectural palimpsest. The front of the toll-house, recognis­
able by the recess over the door, projects forward from a larger stone
 ^As was the old Painswick-Cheltenham road across the Castles and  along the scarp edge 
through Buckholt W ood (Cranham ) to Birdlip, m entioned in an  indenture dated  i Feb 1819, G R O  
Q,/RD2 ; and  a  road from U pton St Leonards through C ranham  parish to Birdlip (incorporating pa rt 
o f the form er road) of 16, 17 Vic. 126 o f 1853, a  late  date for a  turnpike Act. This la tte r road  had  a 
toll-house in U pton St Leonards, now demolished, bu t not included in this paper.
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cottage apparently built round and over the first building; the large 
stone quoins of the earlier building were left. The remains of the 
frontage were extended upward by brick courses, and a brick building 
added on the other side to the stone cottage. Conveyed to private 
ownership on i6 Oct 1873 (deed in the possession of M r  Gordon 
Cowcher of Bentham).
Brockworth Tithe No. 240: owned by William Davis, occupied 
by Anne Hooper, House and Garden.
15. Stancombe. SO  897069.
At the junction of the old Stroud-Bisley road with the Girencester- 
Bisley-Painswick route, now largely abandoned, along which Charles 
I’s army is said to have marched from Tetbury to the siege of Gloucester 
in 1643.^  To the typical 3-fronted shape have been added a porch 
and a wing. It was assigned on 30 Oct 1874 to Thomas Mills Goodlake 
of Wadley House, Faringdon, Berks, by trustees W. Capel, A. J. 
Stanton and W. H. Withey, for £20.^
Bryant: T B  Stancombe Cross, i-inch: T P  Stancombe Cross. 
Drawn, not named, on Bisley Tithe.
25. Cainscross. S O  835049.
The original form of this building may be seen in a watercolour 
by Paul Smith, dated 1903, in the Stroud Museum. Since then certain 
changes have taken place. The crenellations over the bay front have 
gone, the charges board has gone, the windows at the side of the bay 
have been altered into doors, and the bay itself is now part of a 
barber’s shop, while the garden of course is no more. The whole of 
this heavily-used corner is currently undergoing considerable road 
alterations, and the smithy and cottages across the Dudbridge road 
have already been demolished, and the milestone temporarily removed. 
It is to be hoped that this interesting early neo-Gothic toll-house will 
not have to be destroyed also.
The building on stylistic evidence dates from the construction of 
the new Cainscross-Stroud road of 1825, but the junction of the older 
Severn-Stroud road with the route from Cirencester via Minchin­
hampton and Rodborough was one of the three original turnpike
 ^B ibliotheca Gloucestrensis, a  Collection of scarce and  curious T racts relating to the 
County an d  City of Gloucester (1825, Glos.) has a  frontispiece m ap  showing roughly Charles’ route; 
W . St G. Baddeley’s A  Gotteswold M anor (1907, Glos.) also refers to this route on p. 192, and P. H . 
Fisher in Notes and  Recollections o f Stroud (1871, Stroud, & London) says the  K ing came through 
H am pton Roads (M inchinham pton) through Brimscombe and  Q u ar House, and  past N ether Lypiatt 
to Stancom be cross-roads. This route from T etbury  is shorter, b u t m ore difficult, than  the route to 
Cirencester and  thence along the former Bisley road, which was doubtless used by the bulk of his army.
* Stancom be Ash G ate on the conveyance : G R O  Q ./R D  2.
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sites in the District.^  There was a riot here in 1734^ (involving the 
destruction of the gates), and in the same year the three toll sites of 
Whitminster, Gains Cross and Stroud had their finances investigated 
by order of the J.P.s.^  The present toll-house was assigned on 5 Sept 
1877 by S. S. Marling of Stanley Park, W. H. Marling of Stanley 
House and F. Eycott of Oakfields, to John Uriah Davies, innkeeper, 
of Cainscross for £130. The witnesses were Samuel Stephens of the 
Vale House, Ebley, George Spire, solicitor, of Stroud, and William 
Farley, butler, of Sedbury Park, Chepstow.
PD: a building with a possible bay front, no bar is shown. 
Bryant: TB. i-inch: T.P. Stonehouse Tithe No. 71: Commissioners 
of Cainscross Roads. Evidence for the earlier building is a drawing 
in A  Plan of Stroudwater Canal, G R O  Di 180/10/2 of 1781.
27. Butterrow. S O  856040.
In the same neo-Gothic style as Site 25, with typical 3-sided front, 
this toll-house is unique in the Stroud District for the retention of the 
(restored) toll charges board.^ It stands where the 1825 road crosses 
the older hillside track from Rodborough to Bagpath. Its present use 
is as a sweet-shop and tobacconist. O n  29 Oct 1877 it was assigned 
by Messrs Capel, Stanton, Watts Hallewell, W. J. Stanton and W. H. 
Withey for ^^30 to Alfred Savage, road-contractor of Rodborough 
Parish.^
Rodborough Tithe : the building and gate are drawn, but not 
listed in the Award Book. M r  Holbrow of Watledge told the writer 
that his wife’s grandmother, whose family kept the pike, could 
remember when young seeing the legs of a man hanged on the gallows 
dangling out of the cart on the way down the hill.
40. Nailsworth, junction of roads to Shortwood and Horsley.
ST 847993.
Identified by M r  P. Jones of the Horsley road toll-house, and by 
its arched recess identical with that of Site 41. It is a rectangular 
cottage with no other obvious functional feature. The front wall has
 ^G R O  : Q uarter Sessions O rder Book No. 6 ‘turnpikes lately erected by Act of Parliam ent a t 
Stroud, Cains Cross Und W heatenhurst.’ (Q /S O  file).
® Quoted in Clos. Notes and Queries iv of 1842, page 493 (from State Papers (Domestic) 
for 1734): ‘. . . on Sunday night, the 19th June , 1734, whilst in a  house situate near the turnpikes a t 
Cainscross, a  tum ultous company of disguised people, sounding a  horn, and playing on a fiddle, and 
arm ed with firearms and  other weapons, came up to the turnpikes and  commenced hewing w ith axes; 
and when deponent (W illiam Bennet, innholder) looked out about two hours after, he saw th at the 
turnpikes were utterly  demolished.’
®The Clerk to the Trustees, W ilberforce Heelas, was in the 1870s a  solicitor, as shown in an  
indenture of 5 Sept. 1877, C R O  Q /R D  3.
« C R O  Q /R D  3 file.
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been re-pointed, the arch is central, but the window below probably 
replaces a former door. Other alterations are visible. The house does 
not now stand on the actual road corner, but it seems possible that 
the adjoining cottage was built between the toll-house and the Short- 
wood road; making this now a right-angle junction, where formerly 
there would have been room to turn and space to see.
PD: a building with 2 bars is drawn, one for each road. The 
writer has seen no other evidence.
41. Horsley road. ST 843985.
The 3-sided front, the blocked-up recess and the evidence of the 
occupier identified this as a toll-house. The former central door has 
been bricked-in, but the door-recess is visible inside the house. The 
roof is slate, and the outside walls plastered over, incised to represent 
slabs. The toll-board recess is now blocked-up but the outfine of its 
arch is still visible. M r  Percy Jones told the writer that it had been 
kept by his wife’s mother’s uncle, Henry Hanks; the gate had been 
iron, and the water for the house fetched from the ‘Sugar Wells’ in 
the valley below. It was said that John Abbott of Newmarket estimated 
his yearly bills for stock passing the gate as over £200.
Bryant: TB. Neither the 2-inch preliminary drawings nor the 
Horsley Tithe identify this site, but a building at the appropriate spot 
is on each map.^
43. Fr amp ton Canal Bridge. S O  746085.
This site, and No. 45, though on one of the ‘Stroud’ roads as 
defined for this study, are well out in the Vale and not in the Stroud­
water Hills. These two buildings are quite different from either the 
functional toll-houses elsewhere in the District or the ordinary stone 
cottages. They were probably specially designed, and in brick, of one 
storey only, with a central chimney stack, but lack any special feature 
as a toll-house. O n  2 Nov 1874 Fretherne Toll House was conveyed
^JF  9 file in the Glos. L ibrary has a  good deal of m aterial on the C oldharbour District 
o f Roads in the ig th  century. J F  9.179 (69) o f  1846 names Latterwood, Horsley, Coldharbour, Rock­
ness Hill, T he Ragged, Ashel Barn and  W indm ill Lane gates; J F  9.177 (56) names Horsley, Latter- 
wood and C oldharbour; J F  9.177 (8) of 1820 refers to a  ‘catch gate under Rockness H ill’, and mentions 
a  cross road from Horsley road to Barton E nd  Hill, to link the O ld and New Bath Roads. J F  9 .179 
also refers to side gates a t T he Ragged and  Horsley gates. Rockness Hill Toll House in Horsley Parish 
was conveyed to the Rev. Jo h n  H ^  Shaw, R ector of Horsley, for Horsley Toll House, w ith its 
garden on the opposite side o f the road, was assigned to R obert Clarke Paul, gentleman, of Tetbury, 
for £ “2^ . T he writer has not yet been able to identify these two conveyances: presum ably the Horsley 
Toll House is site 41, and  the Rockness H ill Toll House a  m ere catch-pike site on a  m inor cross-route, 
to judge from their respective prices. But if  so. Rockness Hill is an  unidentified site, no clue being 
afforded by the various maps consulted.
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for £80 to the Rev. Sir William Lionel Darrell, Bt., of Fretherne 
Court.^
I  -inch : T.P. Tithe— Saul: two bars shown; —  Fretherne, No. 141, 
owned by Commissioners of Frampton District Roads, occupied by 
Mary Hall, Toll House and Garden.
45. The Perryway, junction Nastfield Lane. S O  763071.
The same in style as No. 43 but with a double frontage. Sheet 
X L  SE of the 1880s 6-inch map seems to show this building as less 
than its present length. There is a trace on the frontage of a blocked-up 
opening, and it may be that it was originally square like No. 43 but 
was later extended. In August 1966 it was empty, awaiting demolition. 
I-inch— T.P.
64. Avening. ST 881980.
The toll-house was originally a small cottage with an asym­
metrical 3-sided front. To this other building has been added, but 
the original cottage can be distinguished by the lack of bonding in 
the east wall. In 1964 the distinctive toll-house front was moved back 
and squared, so that the former functional shape has disappeared. 
A  former occupant told the writer that the window and door openings 
had been altered from the original. In 1965 the footings of the old 
front were still extant on the road-side.
Bryant: TB. Avening Tithe : No. 656, Commissioners of the 
Turnpike Road, Toll Collector.
Conveyed on 8 Dec 1875 by Edmund Kimber, Charles Playne 
and Thomas Rest Flint for £25 to Daniel White of Avening, baker.^
No. 105 Tredworth High Street, Gloucester. (Site No. 70).
Miss G. Davies drew the writer’s attention to this house, and 
wrote : ‘This turnpike house is situated very close to where the Sud- 
brook is culverted under the road . . . According to M r  Smith, an 
ironmonger . . . this road was a turnpike road, and before the 
Gloucester to Bristol railway was built it continued out to Tuffley. 
His grandfather had told him this . . . Mrs Hooper (the wife of the 
occupier) said she used to help an old neighbour who would now if 
alive be over 100, who had lived in the old Pike House.’ The building, 
though now well within urban Gloucester, most certainly has an
 ^G R O  0 ,/R D  2 : the writer suggests ‘Fretherne’ Toll House was the one a t the C anal Bridge 
(but see discussion of turnpike sum m ary G R O  D67 Z74 above)— some toll-houses seem to have 
been nam ed from the parishes on whose borders they were sited : e.g. Pitchcombe Gate No. 3, 
Standish Gate No. 55.
® G R O  0 ,/RD 2 and 3 for references to such conveyances.
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authentic ‘pike-house’ shape, and Miss Davies suggested that travellers 
from Barnwood to Stroud could avoid the tolls by taking certain cross­
routes, and this house could have been built to catch those evading 
the tolls. Documentary evidence has not yet come to light ; the deeds 
of the West Country Brewery Company who own the New Victory 
Inn next door do not mention No. 105 as a toll-house. But the shape 
and local knowledge would seem to be conclusive. One may refer to 
Site 69, a much less likely site and without any functional architecture, 
which by local tradition was a ‘Pike’ and which has been verified 
from an actual deed.
The next group consists of toll-houses which were not imme­
diately recognisable by functional shape or detail. Some may have 
been built to serve as toll-houses, others may have been already- 
existing cottages brought into use for toll collection. The verification 
for each site is given.
69. Horsepools Hill. S O  841108.
This L-shaped building on the left about half-way down Horse­
pools Hill is known locally as Pike Cottage, though it stands in an 
unlikely position on a not-inconsiderable slope. It has been identified 
as a toll-site from a deed dated 1861 in the possession of M r  Hutton 
of Harescombe Grange, by the words ‘Toll Bar’ at this point. The 
building is called Nailor’s shop and garden, then occupied by Mrs 
Hart, late Miles Mills. O n  the Brockrop (Brookthorpe) Tithe M a p  it 
is No. 281, owned by Samuel Gardner, occupied by Miles Mills, as 
House, Nailor’s Shop and Garden, but with no indication that it was 
used for tolls. It is not shown on the 2-inch preliminary drawings, as 
the road did not then exist; and it would seem to have had only a 
short existence as an actual toll-house.
4. Washwell, Painswick. S O  869101.
Melrose Cottage, Cheltenham Road, Painswick, stands at the 
junction with the main road of Pullens Road, opposite Lower Wash- 
well Lane. It is a straight-faced stone cottage, to which later additions 
have been made at the back. It was identified as the Washwell Pike 
by the occupant, Mrs Leech, who said her older relatives referred to 
it as the Pike; and from the Painswick Tithe map which gives a bar 
over the road though not naming it as such. Pullens Road did not then 
exist; the former road from Gloucester Street towards Clattergrove, 
before the present main Cheltenham Road was built, ran behind this 
house.^
1 G R O  Q /R u m  63/1818.
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Bryant: TB. i-inch: T.P., though the identification is not clear. 
The Tithe M a p  however provides definite site evidence.
Conveyed 20 Nov 1876 by W. Capel, J. Carruthers Little, W. 
Gardner and W. Savory to Frances Taylor, spinster of Washwell, for
I I .  The Anchor Gate. SO  844049.
This is now part of a small shop opposite the Clothiers Arms, 
just past the turning for Rodborough along the Bath Road, Stroud. 
An occupant confirmed that it had been known as a pike house. It 
has no distinguishing functional feature, and the interior has been 
much altered. The Anchor Inn is a later brick building nearer Stroud.
PD: the building and a bar are drawn. Rodborough Tithe map 
does not name the building, but shows it, and a gate is drawn. The 
present Clothiers Arms was then listed as No. 257, cottage and gardens, 
owned by William Halliday, occupied by sundry tenants. The Anchor 
Gate was conveyed to John Hooke of Taunton for ^^ 35 on 5 Sept 
1877.1
21. Walls Quarry, Brimscombe. S O  866021.
This is a small square cottage to which is joined a later building, 
formerly a bakery. It stands at a track junction nearly opposite the 
entrance to Brimscombe Church, on one of the few level stretches up 
this steep hill. The occupant, M r  J. W. Hooper, showed the writer 
the deed conveying this toll-house to private ownership. It is dated 
2 Nov 1877, signed by W. Capel, A. J. Stanton, H. Playne and R. 
Grist, Trustees, and conveys the ‘Toll house and premises situate at 
Walls Quarry’ to Mrs Jane Tanner, widow, of The Thrupp.^
PD: TP, with building and bar shown. Bryant : TB. Minchin­
hampton Tithe No. 1249: Walls Quarry Turnpike House. The 
adjoining bakery is not shown on Sheet X L I X  N E  of the 1880s 6-inch 
map, so it is presumably later.
22. Rodborough Pike. SO  846045.
This small stone cottage stands at the top of Walkley Hill opposite 
the Prince Albert, and the inside has been completely altered. It stands 
in the grounds of a red-brick villa called The Pike House : the occupant. 
Miss Pacey, said she had been told by a former old inhabitant of 
Rodborough that the gate was fixed to the wall of the cottage.
1 G R O  0 ,/R D  3, and  Q R u m  91/1823. 
® A copy also in G R O  Q,IKD  3.
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PD: two bars drawn. Bryant: TB. Rodborough Tithe: No. 305, 
owned by Lawrence Samuel, occupied by Thomas Wynn. It is not 
listed as a toll-house, but a gate is drawn across the road on the Tithe 
Map.
23. Pike Lane, Frampton Mansell. S O  925018.
There are two cottages on the south side of the road to Cirencester 
opposite Pike Lane. In 1963 an elderly occupant told the writer that 
when she first moved there, about 40 years before, a letter arrived 
for a previous occupant, addressed to ‘Pike Cottage’, that is, to the 
eastern building of the two.
PD: a building is shown, no remark, i-inch: the map is not clear at 
this point. Bryant : TB.^
O n  the I-inch ist edition the name ‘White Horse Inn’ is given to 
the house opposite the present Beacon Farm, not to the present inn 
at The Downs cross-roads.
32. Park Stile, Woodchester. S O  841028.
20 Geo. Ill c. 84 of 1780 made provision for a road from Park 
Stile up the hill ‘from Nurlsgate, on Selsly, by a Place called The 
Spout, to the Turnpike Road near the Bear Inn.’ Pike Cottage stands 
on the SE corner of the junction of this road with Southfields Road. 
It bears a stylistic resemblance to the now-demolished toll-house at 
Tiltups End; the door and window have been reversed in position. 
A  small hatch-like window gives on to Southfields Road. The pre­
liminary drawings give the building and two bars, one across each 
road. Woodchester Tithe No. 37. Commissioners of Turnpike Road, 
Turnpike House.
47. Frocester Court. S O  788028.
The toll-house is joined to a larger, later house, both standing 
empty at the time of the survey. Both now have largish windows of 
late design, and their walls are rendered in a light rough-cast material. 
However, the southern of the two is obviously the older, by its lower, 
steep-pitched roof, while inside the ground floor ceiling is a bare 6 feet 
high, and the upstairs room is open to the rafters.
O n  2 Nov 1874 it was assigned for ^50 to William Leigh of 
Woodchester Park.
PD: names Frocester Turnpike, and gives the building; but the 
road from Frocester cross-roads then ran to the great barn, and angled
^Paterson’s Roads, i8 th  edition (1826), p. 127, records ‘Fram pton Turnpike’ here on the 
London-Stroud road.
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along its north face, where the present road forms the base to this 
triangle. Earlier still the road would seem to have gone straight 
through the grounds of Frocester Court.
Bryant: TB. i-inch: T.P. Frocester Tithe No. 380— Commis­
sioners of Frampton Turnpike Roads, Martha Perrett, Turnpike 
House and Garden.
48. Frocester Hill cottages. S O  793019.
At the base of the hill, the earlier route turned sharp left and 
zigzagged up to the Nympsfield road. The present alignment to the 
right was made in 1784, according to Paterson. O n  a level stretch 
of the older route is a cottage. The i-inch ist edition names this ‘Old 
T.P.' It may thus have been a toll-house before the one at the top of 
the old hill-road. No. 49, was built. But the identification is very 
tentative.
49. Nympsfield Hill. S O  795014.
Opposite the entrance to Woodchester Park and the road to 
Nympsfield stands a low shed, the doors, roof and windows of which 
show it to be a farm building. Inspection of the interior however 
reveals the blocked-up remains of windows and door on the road 
frontage, and the remains of open hearth, brick oven and spiral stair­
case in the western wall. This was obviously once a dwelling, and in 
fact the wall of the garden close is still visible. It has been much 
altered, in part rebuilt ; but seems to be the remains of the toll-house 
that stood here before the 1784 realignment was made up Frocester 
Hill. This one the writer calls for convenience ‘Nympsfield Hill’ after 
the account in Bibliotheca Gloucestrensis of the escape of Massey in 
1659 when being taken a prisoner to Gloucester down this hill on a 
night of wind and rain. Down this pre-Roman track too may still be 
seen some stone setts, suggested by Margary as possibly Roman, but 
M r  A. E. Keys of Eastington writes that they are much more likely 
to be for the use of sledges and waggons bringing down road material 
for turnpike roads.
There are a number of 18th-century references in Turnpike Acts 
to this site, as e.g. 19 Geo. HI c. 118 ‘The house lately used as a Toll 
Gate ... at the top of Frocester Hill.’ The link road to Uley was not 
built until 1822 (3 Geo. IV. c. 61).
Taylor: Turnpike. PD: building shown. Bryant : TB. i-inch: T.P. 
Frocester Tithe No. 404 gives it as a cottage owned by Earl Ducie. 
It also appears, less clearly, on the Nympsfield Tithe map. The 
Frocester Tithe map records it as L-shaped, with an outhouse (? privy) 
in a corner of the close.
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59. Hyde Gate, Minchinhampton. S O  885012.
Just down the turning to Hyde and Chalford, near The Ragged 
Got on the Cirencester Road, is a stone cottage. In the road-side wall 
can be seen the blocked-up remains of a door and window. The 
building has been considerably altered and added to, but the inside 
wall shows the recesses of the former door and window. Across the 
road were said to be the shattered remains of the former gate post in 
the hedge, but this the writer was unable to verify.
PD: building shown. Bryant: TB. i-inch: T.P. Minchinhampton 
Tithe shows the building, but does not list it, but the field behind is 
listed as No. 1372, ‘a close, owned by James Glutterbuck, occupied by 
James Ralph, by Hyde Gate.’ It is also mentioned in G R O  Q / R U M  
74 of 1821.
60. Holloway, Bisley. S O  906054.
Three stone buildings stand in echelon at the road junction of 
Holloway. Here meet the roads from Bisley to Chalford, to Oakridge, 
the hollo way to Jayners Lane, and also an old, now abandoned, track 
to Rookswood in the Holy Brook valley. The actual toll-house was 
not specifically identified, but was probably the most southerly of the 
three : the middle cottage does not appear on the 2-inch preliminary 
drawings.
PD: two cottages shown. Bryant : TB. Bisley Tithe : the group is 
shown, not listed, but a bar is drawn across the Oakridge road. The 
group is known as Holloway Pike.
61. Holbrook Farm, Calfway. S O  906075.
Twin cottages stand on the right just before the turning to 
Througham. They are not bonded as one, and have no apparent 
functional feature. The identification for this site is Bryant: T B  Hol­
brook. G R O  Q / R U M  74 of 1821 gives this site as Galhvay Turnpike, 
but no other identification has yet come to the writer’s notice. This 
cross-route, Bath to Cheltenham, would be of little more than local 
importance after the improvement of the Minchinhampton-Stroud 
road and the new routes through the Slad valley and later through 
Painswick. One point of interest is the date 1742 on the stone gatepost 
opposite the cottages.
66. Near the Round Tower, Cirencester Park. S O  998026.
A  row of deserted cottages stands near the Ewepens, on the 
‘Bisley Path’, the former main road from Cirencester to Bisley and 
Painswick, and Gloucester. At this point the road branched off for 
Minchinhampton and Coates, through what is now Cirencester Park.
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Lack of bonding, and a change of direction in the wall face reveal 
the road-side end cottage as probably the original, and the interior 
tends to confirm this as the oldest of the group, with its lower ceilings. 
On  the wall alongside the Bisley route are blocked-up openings, one 
of the appropriate ‘hatch’ type. The end facing the Coates road has 
been much altered, perhaps re-built, and three large windows inserted, 
probably at the time the brick corner chimney-stack was added.
The ancient road led along the north side of Cirencester Park 
and Oakley Wood towards ‘Daglinworth Cross-roads’ (well to the 
west of Daglingworth in fact) and then turned left for Park Corner and 
‘The Gulph’ crossing of the Frome: an abandoned alignment of this 
road may be seen leading from Park Corner towards Oakley Wood. 
25 Geo. II c. 13 of 1752 turnpiked this road as far as The Gulph. 
54 Geo. Ill c. 80 of 1814 refers to the ‘Toll gate near the Round 
Tower on the present road from Cirencester to Stroud.’ By 58 Geo. 
Ill c. 23 of 1818 this road became the private property of Earl 
Bathurst, who had previously built a shorter section along the southern 
boundary of the Park, the present road to the Tetbury Road junction.
PD : T P  is marked at this spot. The former turnpike road is well 
attested on late i8th century road maps, and the 2-inch preliminary 
drawings show that it formerly had milestones. Fisher also refers to 
this road and its milestones.
Sites o f former Toll-houses
The third group is of sites of toll-houses which have been demo­
lished, and where perhaps the site itself has vanished.
1. Salmons Springs. S O  847060.
This stood opposite the track to Gallowell, the site being now 
obliterated by the brick building of the brewery.
Bryant: T B  Salmons Mill, i-inch: T.P. Salmons Mill. Stroud 
Tithe : No. 340, Pike House and Garden.
2. St Paul’s cross-road, Gloucester.
A  map of Gloucester showing proposed changes in the City 
boundary (probably 1840s) marks a building at the requisite spot, 
that is the N E  corner of the cross-roads. It is not shown on the i-inch 
Sheet 1876-84 (Sheet No. 234).
3. Eagle Inn, Painswick Road. S O  854084.
This stood at the junction of Wragg Castle Lane with the Pains­
wick Road, in the corner of the grounds of the present residence. It is
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Still shown on the i88os 6-inch sheet No. XLI SE. O n  17 Nov 1877 
Pitchcombe Gate was conveyed to Edward Carruthers Little for £40.
I-inch: T.P. Pitchcombe Tithe No. 29: Cottage and Carden, 
owned by the Commissioners of the Stroud and Gloucester Turnpike 
Trust. The Eagle Inn opposite was then owned by Joseph Harris, 
occupied by John Escott.
6. Near The Culls, Wick Street. S O  850062.
Before the present Stroud-Cloucester road was built, Wick Street 
was the route from Stroud to Painswick and Gloucester, and a track 
led down to Salmons Mill shortly before The Gulls. The old toll-house 
apparently stood on the far side of this track, though not on the site 
of the present building along this stretch of road. It was probably not 
long in existence as a toll-house, as the only reference found is Bryant : 
TB. Painswick Tithe No. 1469 shows a building at the appropriate 
spot, with a small close, not listed. O n  20 Nov 1876 Wick Street Cate 
was conveyed to William Capel for £20. (N.B. The lay-out of 
Salmons Mill on the Painswick Tithe map is not identical with that 
on the Stroud map.)
7. Butt Green, Painswick. S O  867101.
This site is well attested on maps. It stood at what was then the 
top end of Painswick (Gloucester Street) opposite the pound and just 
before the 6th milestone, from which it is now separated by a new road. 
There is a shed with a hatch on the site, but from the appearance of 
the stones it does not seem likely that the actual building has survived 
even in the vestigial form of a wall.
Bryant: TB. i-inch: T.P. PD  shows a building at the appropriate 
spot. Painswick Tithe : the Award does not list it, but the map shows 
a bar and a building; and on an enlarged inset of the town of Pains­
wick a gate is drawn. As with Salmons Mill in Site 7, the disposition 
and shape of the various buildings on the Tithe map and its enlarge­
ment are not identical.
8. Barton Cate, Gloucester.
The Turnpike House was demolished by 17, 18 Vic. c. 95 of 1854. 
Bryant indicates the site at approximately the present railway crossing, 
and the name Barton Cate survived, transferred to the railway level- 
crossing gates.
9. Lightpill. SO  840038.
This was at the junction of Kites Nest lane with the new Nails­
worth road. The building was demolished only a few years ago, and
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it had, says M r  L. Walrond of the Stroud Museum, the typical 
functional shape. It was conveyed to Lydia Fairs Gobey, spinster of 
Cainscross, for £20 on 20 Nov 1876.
PD: two bars shown. Bryant: TB. i inch: T. P. Leyhill. Rod- 
borough Tithe: No. 339, Turnpike, Lightpill, and a gate drawn.
10. Cyprus Inn, Lightpill. S O  840041.
This is a doubtful site, the only evidence so far seen being on the 
I  S t  edition i-inch map which marks T.P. here as well as at Site 9. 
There is no indication on the Tithe map of a pike-house, and it may 
be that the site was a temporary bar, using the inn, before the piking 
of Site 11 rather nearer Stroud.
12. Little Mill, Stroud. S O  854055.
At the far end of Park Gardens, Slad Road, is a private track, 
on the north side of which stood this toll-house.
Bryant : TB. i inch: T.P. Pains wick Tithe : No. 1512, Commis­
sioners of Turnpike Road to Cheltenham for the time being. Turnpike 
House and Carden. The building is not shown on the 1880s 6-inch map.
13. Poston’s Ash. S O  914114.
Opposite Poston’s Ash Inn is a long, narrow enclosure now 
occupied by conifer seedhngs. The toll-house stood at the north end 
of this close, about opposite the milestone, and just beyond the parish 
boundary, the parish stone still being in situ across the inner field wall.
PD: Forsters Ash T.pike. Bryant: TB. i inch: T.P. (Forster’s 
Ash). Granham Tithe : No. 374, Commissioners of Stroud and Birdfip 
Turnpike Road, William Lane, Collector of Tolls, House and Carden.
14. Stroud Hill. SO  869052.
A  toll-house stood at the junction of the Bisley Road and the 
Old Bisley Road: the spot is still known as The Pike. It may not 
have been long in use, but some of the stones at the base of the wall 
of the small enclosure are probably the remains of the house. It was 
conveyed to William Henry Paine for £20 on 30 Oct 1874.
Stroud Tithe : No. 763, Stroud Hill Turnpike House.
16. Bowbridge. S O  858804.
A  toll-house stood at the N.E. corner of the crossing of Bowbridge 
Lane and the new London Road. The original route from Stroud to 
Chalford was up Nelson Street, along Lower Street and down Bow­
bridge Lane to near the canal bridge, where it turned left up what 
is now the ‘road to Cunhouse’, for the hill-side route to Chalford.
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that here, as in Site 19, an earlier toll site existed on the other side 
of the canal before the railway was built.^
Bryant: TB. i-inch: T.P. Bisley Tithe : No. 342 is the appropriate 
spot, but is not specifically identified.
24, i and ii. Tetbury Road/Stroud Road junction.
In 1814 Earl Bathurst realigned the Minchinhampton-Ciren­
cester road along the south side of Cirencester Park. The earlier 
junction lay somewhat south of the present position. An earlier pike 
site on the Tetbury-Cirencester road seems indicated on the 2-inch 
preliminary drawings. The present road, and a pike site, is given on 
Bryant: TB., and i-inch: T.P. The 1880s 6-inch Sheet LI. S W  names 
it Octagon TP. This site is marginal to the Stroud District as defined 
for this paper.
26. Prospect Place, Cainscross Road. S O  841052.
Until recently a one-storey small toll-house stood at the junction 
of Beards Lane with the Cainscross Road, opposite Murder Lane. 
At present the site is shown only by a tarmac patch just inside the 
start of Beards Lane. The site was much resented in the 19th century. 
It was conveyed to W. H. Withey for (^^ 25 on 5 Sept 1877.^  Bisley 
and Stroud Tithe : No. 470, owned by Commissioners of Turnpike 
Roads, Pike House and Yard. It also appears on the 25-inch map 
XLI.15, 1936 revision.
28. Dudbridge. S O  838044.
This was one of the original toll-houses of the Nails worth Turn­
pike, and would appear to have been built about 1783, according to 
the Nails worth Turnpike Trust Minute book: an order was made in 
1781 for a house not to cost more than £4.0^ but in April 1783 there 
was an order for a ‘good, substantial Turnpike House to be built at 
or near Dudbridge.’ Toll collection had not waited for a house to be 
built : in the year ending April 1783 Dudbridge Gate had collected 
5^ 33 lOJ od. Its site would seem to be covered by the Midland Railway 
embankment.
P D  and i-inch: both show an unnamed building in the likely 
spot, as does Rodborough Tithe, where No. 273 is the only building
 ^54 Geo. I l l  c. 80 (1814) referring to  previous Acts 30 Geo. I I  c. 65, 20 Geo. I l l  c. 70 
and 41 Geo. I l l  c. 85, mentions on the  turnpike road from H yde to Tayloes M ill Pond and  on to 
Postons Ash, a  side b a r or toll gate near the Tham es and  Severn C anal Bridge by Drivers Mill. 
A representation of the Chalford Pike appears in  ‘Tw enty L ithographic Views of Ecclesiastical Edifices 
in the  Borough of Stroud’ by Alfred Sm ith (J . P. Brisley, Stroud, 1838) in  the Stroud Library.
* G R O  0 ,/R D  3. In  Glos. L ibrary  J F  9.125 (?) of 1870 it is called ‘a  most objectionable 
Toll G ate.’
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along this stretch of road. The i88os 6-inch map X L I X  N E  takes the 
embankment over this site.
29. The Spout. Woodchester. S O  843027.
The Nails worth Turnpike Minute Book shows this was one of 
the first pike sites on the road, the care of a bar or gate having been 
undertaken by Martha Wellstead for 2s per week before a toll-house 
was built. The site is on the N.E. corner of the junction of the road 
from the Bear Inn with the main Nailsworth road, opposite Hillgrove 
(formerly the ‘new’ Fleece, later the Lower Lodge, and frequently 
used for meetings of Trustees in the 1780s). The building was rect­
angular, with the long face on the road, and a rear projection.
PD: building and 2 bars, named ‘Spout Turnpike’. Bryant : TB 
The Spout. Rodborough Tithe : Mo. 486, owned by Commissioners 
of Birdhp and Lightpill Road, occupied by John Hale (this implies 
an amalgamation of trusts).
30. Inchbrook. S O  843008.
This was on the outside of the bend of the road by The Crown, 
and was one of the original toll-houses of the Nailsworth Turnpike. 
A  stream passes by the site, and in the Minute Book for 26 May 1783 
we read that Richard Odey was to get 45 for fire at Inchbrook 
House, which he ‘has used for drying the walls’.
PD: building shown, no bar. Bryant : TB. i-inch: T.P. Avening 
Tithe : No. 1152 shows the gate. This may be the Woodchester Toll 
House conveyed to Edward Tupper Wise, woollen cloth manufac­
turer of Woodchester, for ^ 23, being then occupied by George Wall, 
on 20 Nov 1876.
31. Tiltups End. ST 845973.
This building was still standing in August 1964, but was demolished 
for road widening by the autumn of 1965. The plate of the adjacent 
milestone was found behind the house, and has now been replaced 
on its milestone, which, though broken, has been built into the new 
road-side wall. The Nailsworth Turnpike Minute Book ordered a toll­
house to be built, at a meeting on 12 April 1781, and on 4 Nov 1782 
the trustees approved the building of a window in ‘Tiltups Inn house’, 
while John Barrett (the keeper) was to get 6d a week for coal. There 
was a small shuttered hatch by the road-side door, which might 
possibly be this ‘window’. M r  Kimsbrey of Tiltups End informed the 
writer that his grandmother was the last pike-keeper, and got 2s 6d 
a week ‘and lamp-oil’. She had to board out some of her family as 
the cottage was too small.
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PD: shows building and bar, but also another bar and building 
along ‘Tetbury Lane’, opposite the Black Horse Inn, now a farm track, 
but formerly part of the cross-country route from Horsley to Tetbury. 
The second building has gone, though there is a long farm building 
there now. Conveyed for jfio by W. Playne, S. S. Marling and C. 
Playne to George Blackwell of Hazlecot, farmer, on 20 Nov 1876.
33. Culver Hill, near Amberley. SO  845015.
For some time a toll-house stood near Quarry Hill close to Culver 
House. It was probably only of short duration, and the only reference 
on map is Bryant, which gives STB. M r  Holbrow of Watledge in­
formed the writer that his wife’s forbears kept this house (as also for 
a time Butterrow), but that it did not last long as a toll-house. The 
site has not been positively identified, but would most likely have been 
at the junction of the road to St. Chloe, nearly opposite the lane to 
Culver House, where the Common ends. M r  Holbrow agrees with 
this as a likely siting.
34. Nailsworth Turnpike. ST 851998.
This is a very difficult site to identify, not least because of con­
siderable road alterations. The maps consulted are of small scale, and 
the site varies from map to map.
M r  Mortimer of Nailsworth told the writer that the site is at 
about the main entrance to Chamberlain’s Mill ; but it may previously 
have been at slightly different points. According to the Nailsworth 
Trust Minute Book, the first site was probably below the Mill; and 
the keeper, John Hyde, was attacked at least twice in the early years. 
O n  28 Dec 1790 a start was ordered for the ‘New Road from the 
Bridge at Nailsworth through Howcombe and the Well Hill to join 
the Tetbury Road in Minchinhampton Town’, and when this road 
was opened, the surveyor was to be ‘empowered to sell the Turnpike 
House in the possession of John Hyde at the foot of Nailsworth Hill 
and to build a turnpike house where the new and old roads divide 
and to erect a gate across the New Road adjoining the said house.’ 
(from Pavey-Smith, ‘Nailsworth from 1500 to 1900’). Road alterations 
have complicated the issue, the earlier road towards High Beech having 
been, according to M r  Mortimer, to the left of and considerably 
lower than, the present pitch.
PD: two bars given. Bryant : TB. Minchinhampton Tithe does 
not name the pike, but shows a possible building. There is a 2-storeyed 
3-faced building, part of the Mill, which seems to be shown on the 
1880s 6-inch Sheet XLIX. SE, and also on the Tithe map, but both
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the lay of the ground and M r  Mortimer’s recollections seem to put 
the site further down the slope. At present the writer must confess he 
cannot positively identify this site.
35. Balls Green. ST 866995.
The site lies within the ground of an existing cottage where a 
side-track from the left enters the Nailsworth-Minchinhampton road 
via the Iron Mills, at Balls Green. Like the Culver House site, this 
was possibly of short duration.
Bryant: TB. Minchinhampton Tithe shows a building in this 
position, but does not identify it: this seems to agree with the 1880s 
6-inch Sheet X L I X  SE.
36. Near Forwood, Minchinhampton. S O  869005.
41 Geo. Ill c. 94 of 1801 gives authority ‘to alter the road from 
Nailsworth via Howcombe Hill and Iron Mill Hill up Well Hill’ to 
pass by ‘Forwood and Trap End Gate to the West End of Minchin­
hampton.’ A  cottage stands on the likely spot, at the junction of roads 
below Well Hill, but does not resemble a toll-house in position or 
appearance; but it has not yet been investigated. PD: Sheet 171 gives 
a bar and building at this spot.
37. Selsley Hill. S O  835042.
The site is about opposite the cricket ground up Selsley Hill, 
where the slope slightly levels out. Dwellings have been built up the 
left hand side of the road, but the site was probably where a track 
enters the road by a gate. There is no trace of it on the 1880s 6-inch 
map X L I X  NE.
PD: building and bar. Bryant : TB. i -inch : T.P. Stanley. Kings 
Stanley Tithe map shows a building, but does not hst it.
38. Tinkley Farm. SO  824002.
There is cartographical evidence of a toll-site here, but the writer 
has not yet come across evidence of this as a turnpike road, though 
clearly it must have been in some group. Some ‘gates’ of course were 
gates to keep animals on the commons, or out of open fields, but the 
map evidence seems to verify this as a toll site. The actual building 
has gone, and various farm buildings occupy the presumed site, the 
best evidence for which is on the 2-inch preliminary drawings.
PD: building and bar, named Tinkling Gate. Bryant : Tinkley 
Farm and Gate, i -inch : Tinkley Gate. The site is on the edge of both 
the Woodchester and the Nympsfield Tithe maps, and is not clearly 
shown on either.
141
T R A N S A C T I O N S  F O R  T H E  Y E A R  1 9 6 7
42. Ragged Barn. ST 822983.
This site, earlier known as ‘The Ragged’, stands at the junction 
of the old Nympsfield road with the newer alignment from Horsley, 
and was confirmed by M r  P. Jones of the Horsley road toll-house. 
Two heaps of rubble with dressed stone and sherds of domestic pottery 
lie in the angle of the roads, and presumably are the remains of the 
toll-house, possibly also of a building indicated on the 1880s 6-inch 
map L V H  N W  as lying on the opposite side of the side road.
Bryant: STB. Horsley Tithe is unhelpful, not even giving the 
Nympsfield road. Identification is based on Bryant, the 1880s 6-inch 
map, M r  Jones’ evidence, documents in the Glos. Library,^  and from 
the evidence on the ground.
44. Frampton Green, Frampton-on-Severn. SO  750082.
Taylor marks a toll bar across the road at the Bell Inn. It is not 
marked on the O S  Preliminary Drawings, but Frampton Enclosure 
map, G R O :  Q,/RI 68 of 1815 puts a bar over the road at both ends 
of the Green, and puts an enclosure and Homestead (No. 168) close 
to The Bell with a small building, probably the pike-keeper’s hut, by 
the western gate. It would appear likely that this was the toll site, 
but that when the Berkeley Canal was extended past Frampton, the 
more convenient site. No. 43, at the junction of the Saul and Framilode 
road with the road to Fretherne and Arlingham was chosen instead.
46. Claypits Farm, Alkerton. SO  767058.
N o w  obliterated, the site was close to a field boundary just south­
east of Claypits Farm. M r  A. E. Keys confirms this, as did the former 
occupant of the farm, who remembers a heap of rubble at the requisite 
spot. The 1880s 6-inch map sites the house slightly to the left of the 
hedge, but both this and the Tithe map agree in projecting the toll­
house into the roadway. It was conveyed on 2 Nov. 1874 to Theodore 
Thomas Taylor of Cirencester, surgeon, for ^ 4^5; a part of the garden 
to Thomas Ricketts, gent., of Eastington, and to Edward Ricketts of 
Hants., for ^ (15.^
1 Particularly  J F  9 .179, the C oldharbour District of Roads.
® S t C lair Baddeley wrote {Trans E G A S  52 o f 1930) ‘its original crossing of the present 
Gloucester-Avonmouth road lay on the lower ground, a t a  poin t now represented by a  gate and  a 
p a th  leading, beside a  ditch, across the fields to Frocester and  its hill, not as a t present (since 1750) 
a t Claypitts so as to avoid the lower field and  its occasional flooding.’ (‘Notes on Portions of a  Late 
and Secondary R om an Road-system in Gloucestershire.’) See also ref. to I. D. M argary p. 145; route 543. 
Eastington T ithe  M ap shows a  small square enclosure. No. 560b, on this ‘new’ alignment, a short 
way in  on the north side from the m ain  Bristol road. I t  has no house, and is owned as ‘waste’ by the 
Commissioners of the O ld  Bath R oad. T h e  Alkerton or Puddlew orth site. No. 46, is well attested from 
Taylor on. This would give a period of only 20 years for the ‘waste’ enclosure to have had a  toll-house, 
if  a t all.
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Taylor: Turnpike. PD: apparent bars shown, including one 
across the lane to Puddleworth. Bryant: TB. i-inch: T.P. Eastington 
Tithe : No. 582, near Puddle Warth, Commissioners of the Old Bath 
Road, Toll House and Garden.
50. Pike Lock, Eastington. S O  784061.
This stood on the north side of the canal, where the Stonehouse- 
Whitminster road was entered by the Alkerton road, at the canal 
bridge. The former road was part of the ‘Stroud Roads’ of the Act of 
12 Geo. I c. 24; the present road over the bridge to Eastington and 
Alkerton is probably a realignment : G R O  Q/SRh 1800 D  shows only 
the route going round by Eastington Church and Mill. Details of this 
toll-house can be found in Keys’ History of Eastington : it was demo­
lished to make way for a canal lock-keeper’s house. The writer was 
told in 1964 that the toll-board had been removed when the building 
was demolished and stored in a shed— which got burnt down. . . .
PD: Sheet 171 shows a building and bar. Sheet 172 shows only 
a building. Bryant : TB. i -inch : T.P. Pike Lock. Eastington Tithe : 
No. 243, Pike Lock— Canal Toll house and garden, Stroudwater 
Canal Go. The Tithe map shows this toll-house as asymmetrical, but 
the Deed of Sale gives a small, symmetrical plan for the house. It 
was conveyed to the Stroudwater Canal Co. for ^ 2^5 on 31 Oct 1877.
51. i and ii. Haywards Field/Ryelbrd road junction. S O  812047/
813047.
Site 51 ii stood where the road from Kings Stanley and Ryelbrd 
enters the main Stroud-Stonehouse road, and is now obliterated by 
road-widening. The Tithe map shows it as an asymmetrical building. 
It is given by Bryant as TB, by the i-inch map as T.P., and on 
Stonehouse Tithe as No. 523, Commissioners of Cainscross Roads; it 
also appears on the 1880s 6-inch map L X I X  N W .
An earlier site is however No. 51 i. The road alignments at the 
approaches to Stonehouse differed from the present ones before the 
building of the G.W. Railway— see a Plan of the New Line of Road 
at Haywards End, 1845, on loan to the Stroud Museum. The earlier 
site was somewhat to the west of the later one, and can be seen for 
example on A  Plan of the Stroudwater Canal 1781 ( G R O  D1180/ 
10/2), and also G R O  Q/SRh of 1805.
52. Whitminster Cross-roads. S O  776 080.
This site would appear to have been on the south-east corner of 
these cross-roads, but is not given either by Taylor, Bryant or the 
Ordnance maps. It appears on the Plan of Intended Navigable Canals
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from Stroud to the Severn, 1776 (in the G R O )  as ‘Witminster’, and 
to judge from Glos. Qtr. Sessions Order Book 6 ( G R O  Q,/SO file for 
1734) was one of the original three toll sites on the Severn to Stroud 
roads, these appearing as Stroud, Gains Gross and Wheatenhurst. 
Nothing is known to the writer of its appearance or when it ceased to 
exist.
53. i and ii. Latterwood. ST 808971/810977.
The earlier site lies on the west side of the road, some way before 
the fork in the Old Bath Road, right to Symons Hall, left to Ashel 
Barn and Tetbury. This site is shown by Taylor as Turnpike, and on 
the 2-inch preliminary drawings (Sheet 171). Site 53 ii, presumably 
dating from the construction of the new Horsley Road (Route X), 
is at the junction of the Old Bath Road with the road to Horsley; the 
site is now a road materials dump, but a toll-house of typical 3-sided 
frontage stood there as late as the 1930s (evidence from a photo in 
the possession of Mrs M. Richards of Ilton, Somerset).
It is marked by Bryant: TB Latter, and the i-inch: Latter Wood 
Gate ; and appears on the Kingscote Tithe, of an unusually large scale, 
with two gates, as No. 225: Commissioners of Cold Harbour District 
of Roads, occupied by Robert Workman, Latterwood Turnpike House. 
It was conveyed to Robert Nigel Fitzharding, c . b . ,  m . p . ,  of Kingscote 
Park (Colonel), on 30 May 1877 for £80.
54. Horsemarling, Stonehouse. SO  806062.
This appears to have been on the east side of the road, just north 
of the present terraced houses before the turning to Horsemarling 
Farm. The only reference found so far is Bryant : TB; and the site 
has not been positively identified.
55. Little Haresfield. S O  803091.
A  bus shelter now occupies the site, which is at the right-hand 
corner of this T-junction. It was conveyed to the Rt. Hon. James 
Henry Legg, Lord Sherborne, for ^^50 on 2 Nov 1877. It stood 
‘at or near’ Standish stocks.
Bryant: S T A N D I S H  TB. i-inch : T.P. Standish Tithe : No. 44, 
Standish gate and house : on the sheet for Oxlinch Tithing, No. 235 
Standish gate and house. Commissioners of Turnpike Roads.
56. Tetbury. ST 888935.
This is not really in the ‘Stroud District’, but was the first gate 
on the Tetbury-Avening-Minchinhampton road. To show that it is
1 4 4
T U R N P I K E  H O U S E S  O F  T H E  S T R O U D  D I S T R I C T
not only road alterations of the mid-20th century that remove toll­
houses, one may note that by an indenture of 28 Feb 1821, the turn­
pike house which had been one for ‘30 years past’ was to be demolished 
to widen the road, for a conveyance of ^ 3^0. A  plan of the house is 
given in G R O  Q^/RD2. JF 9.117 (56) in the Glos. Library shows pike 
sites on the north side of Tetbury as Tetbury Gate and Back Lane 
Gate; but the site No. 56 was near the junction of the roads to 
Ghavenage and Avening.
57. Longtree Cross-roads. ST 877960.
This cross-roads, close to the presumed Hundred meeting place, 
was formerly of greater importance, the eastward road being called 
London Road or London Lane on earlier maps, the westward road 
leading to Ghavenage Green probably being the connecting link with 
the route from the Severn crossing.^  The toll-house stood in a close 
on the north-western corner of the cross-roads, but the site is now a 
dump for road materials.
PD: building and bar. Bryant : building marked, not named. 
I -inch : T.P. Avening Tithe: No. 46.
58. Burnt Ash, near Minchinhampton. S O  886012.
This is at the corner of the junction of the road from Tetbury 
and Avening with the Cirencester-Minchinhampton road, opposite 
the Ragged Got. The former cottages have gone, and in fact are not 
shown on the 1880s 6-inch Sheet L.NW.
Taylor: Turnpike. PD: T.P. Bryant : T.B. Minchinhampton 
Tithe : No. 393, Burnt Ash Gate, Commissioners of Turnpike Roads.
62. The Gamp. SO  914092.
The toll-house stood on the left immediately before the first 
building of The Camp, and in Autumn 1965 the site was being 
covered by a new construction. The house is not given on the 1880s 
6-inch map.
Bryant : TB. Miserdine (sic) Tithe : No. 78, Commissioners of 
Roads, Ann Rolf, Turnpike House.
63. Woefuldane. SO  879003.
The site is a long, narrow close between Hollybush Farm and 
Woefuldane Bottom, on the road from Hampton Fields to Minchin­
hampton. It is now covered by rough grass, below the level of the
 ^ I . D. M argary, ‘R om an R oads in Britain’ Vol. i (Phoenix 1955) gives the route Ciren- 
cester-Kingseote Park, by Coates, R odm arton and  Ghavenage Green as a possible R om an road 
(No. 544, p. 133). O n the road down ‘Nympsfield’ H ill he writes ‘it descends directly by a finely 
engineered zig-zag almost certainly of R om an type . . . Parts of the zig-zag show signs of ancient 
stone paving m arked with worn grooves . . .’ (p. 132). See Site No. 49.
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field behind, and is marked by a tree, though the actual house site 
(which was roughly in the centre of the close) has not yet been located.
Taylor: Turnpike. PD: Dean Bottom T P  on Sheet 164 W, and 
Dean Bottom Turnpike, with bar, on Sheet 171. Bryant : TB. Minchin­
hampton Tithe : No. 405, Danes Bottom Turnpike House, Commis­
sioners of Turnpike Roads. G R O  Q/SRh 1797C names it Woefuldane 
Turnpike. Two-inch preliminary drawings Sheet 171 draws in the 
Longstone.
65. Hazel Cottage, Nailsworth. ST 852996.
This is the complement to No. 64, Avening Pike, and barred the 
Nailsworth end of the new valley road, included here as part of the 
much older Route X I V  group. Hazel Cottage is a villa replacing the 
earlier toll-house, the site being verified by M r  Mortimer of Nails­
worth, and stood opposite the track leading up to the cricket ground. 
Known as Hazlewood Toll House, it was conveyed on 8 Dec 1875 
for to Albin Holloway Tabram, flock manufacturer, of Nails­
worth.
Avening Tithe : No. 830.
67. Paganhill. S O  837056.
The toll-house stood at the junction of the Stroud-Paganhill- 
Cainscross road with roads to Whiteshill and Puckshole, opposite 
Paganhill Lane. This is the original road to Stroud from the west, 
replaced by the present Cainscross Road. It is marked on the ‘Plan 
of intended navigable Canals from Stroud to the Severn 1776’ and 
appears also on Stroud Tithe as No. 387, Commissioners of Turnpike 
Roads, Pagan Hill Pike House.
68. Junction Wick Street/Stratford Road, Stroud. SO  858056.
This is presumably the pike site referred to in the Glos. Quarter
Sessions Order Book 6 (GRO/Q/SO file) for 1734-41, where under 
the date 8 Oct 1734 comes the phrase ‘. . . turnpikes lately erected at 
Stroud, Cains Cross and Wheatenhurst’, and it appears as Stratford 
Pike on a broadsheet in the Glos. Library entitled ‘The Case of The 
Petitioners for a New Road from Stroud to Gloucester’ about 1816. 
19 Geo. HI c. 93 refers to ‘. . . the said Road leading from Framilode 
and Newnham Passages aforesaid, branching out of the said Great 
Road at or near The Swan at Wheatenhurst, to join the Turnpike 
Road from Gloucester to Stroud, at or near a Place called Stratford’s 
Brook . . .’ It would seem likely that when the new Stroud-Pitchcombe- 
Gloucester road was built, this site was removed, and new toll-bars
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erected, for Wick Street at No. 6, and for the new road, at No. i. 
Road widening has now quite obliterated the site of Stroud’s first 
toll-house.
71. Park Corner. S O  961044.
Taylor puts P A R K  G A T E  (rather obscured by tree symbols) 
here, and the Gloucester Journal for 4 Oct 1784 carries an advertise­
ment from the Trustees of the Girencester-Gulph Corner road putting 
up for auction the gates at the Round Tower, Park Corner, Burnt 
A^h, Rodborough and Bowie Hill.
C o n c l u s i o n
The building of the railways did not immediately cause the 
collapse of the turnpike system. While long-distance traffic, especially 
of the stage- or mail-coach variety, may have vanished from the roads, 
there seems to have been an increase of traffic on local roads feeding 
the railways. The inconveniences and inequahties of the system could 
no longer be tolerated when other means of maintenance of roads 
were devised to obviate either the parish system or the method of 
charging tolls on the users.^  The 19th century Highway Boards were 
merged by the last quarter of that century into the County Councils, 
and the general rate spread the burden over the whole community 
in a way less immediately painful or obvious than either the parish 
impost or the road-users toll. Thus during the 1870s, the toll-houses, 
having outlived their original function, were either demolished or 
turned over to private use.
Many of the existing toll-houses no longer meet the housing 
standards of the 20th century; many stand in the way of urgently- 
needed road improvements. Even while this paper was being prepared 
more than one toll-house was either standing empty or was actually 
demolished. Yet at the time of this survey, out of the 70 or more sites 
investigated, some 23 toll-houses still remained, 10 of which could be 
identified by shape or special feature as functional buildings.
This brief survey shows what diversity and variety there could be 
in a limited area through which no main route passed. Despite the 
repairing of old roads, and the building of new and better roads 
through the valleys, no really important road crossed the Stroud 
District. The i8th edition of ‘Paterson’s Roads’, published in 1826, 
gives the main mail-coach routes as the London-Oxford-Northleach- 
Gheltenham road, the Bristol-Gloucester-Worcester road, and the
 ^See ‘R ebecca a t Stroud’ by D. R icardo [G. Coll. No. 10801 in Glos. Library].
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London-Maidenhead-Marlborough-Bath-Bristol road: these repeating 
the Roman pattern whereby the Stroud and Dursley valleys areas 
were bypassed by long-distance traffic. Paterson does give as a ‘Direct’ 
road that from London through Cirencester to Stroud, or to Dursley; 
and one or two cross-routes, such as Chippenham to Gloucester 
through Tetbury, Minchinhampton and Stroud, or Bath to Chelten­
ham through Nailsworth, Stroud and Birdlip. But the area did not 
warrant, or get, the unifying hand of a Macadam or a Telford, and 
so variety and diversity of the Trusts remained in length of road, in 
tolls, in milestones and in toll-houses. The younger David Ricardo 
drew attention to the inconveniences of this system in his pamphlet 
‘Rebecca at Stroud’ in 1847. He lists the different trusts in this area 
as follows :
I . M inchinham pton, Tetbury and Bisley I5f miles
2. Stroud and Chalford 9f
3- Nailsworth and A vening 2 i
4. Nailsworth, W oodchester and Dudbridge 14Ï
5- Cainscross, Stroud, M inchinham pton (U pper
Division) l i
6. Lightpill and Birdlip 8 |
7- Stroud, Pitchcom be, Gloucester B | ,,
8. Stroud and Painswick (for Cheltenham ) 18J
9- Cainscross Division I l f ,,
10. Stroud, Cainscross and M inchinham pton (Lower
Division) I
I I . Cold Harbour 23I
12. Stroud and Bisley 3i
13- Cirencester and M inchinham pton . .  . .  . . 6
(which is w ell short of 
the actual distance)
He points out that from his house at Gatcombe to Brimscombe 
Station, a distance of 3 miles, he passed 2 pikes and paid 2s 2d\ that 
to go to Stroud via the Walls Quarry Gate and back via Nailsworth 
— a distance of 11 miles— cost 4.S /\.d. He condemns the practice of 
occasionally shutting the toll-houses and then re-opening the office 
and catching those who thought them free, and refers contemptuously 
to the catch-gates and ‘little ragged boys at every corner.’ The Stroud 
Roads Bill of 1854 (Glos. Library JF 9.76) pleaded for amalgamation 
and uniformity. The suggested tolls were as follows:
for Horse or beast drawing— 6d.
for horse or m ule laden or unladen, but not drawing— 2d. 
for donkey ditto— ^d and id. 
for a dog drawing— id.
for droves o f  oxen, etc.— u  8d  per score; for sheep, lam bs or pigs— lod  per score.
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O ne toll to give a 4-m ile free pass, and only 2 full tolls per day to be paid for any  
one anim al, though hired animals, post-chaises, etc., were to pay afresh each time. 
Even this m ade travel in the m id-19th century expensive and burdensome, and it 
is no wonder, as Miss Blake o f Nailsworth told the writer, that her parents grum bled  
at the cost o f  visiting relatives in  W otton.
The building of the Great Western railway route through the 
main valley turned it into a through route, and the Census figures 
in the 19th century show that where most, if not all, other parishes 
suffer a decline of population after 1840, Stroud continued to grow, 
with Nailsworth— at the terminus of a later, branch railway line, 
repeating this pattern on a smaller scale.
Today the decline in railway traffic has brought the demolition 
of most of the local stations and halts. There is some danger that 
Stroud itself may lose its station, with Gloucester becoming the main 
passenger and freight point. The projected motorways from London 
to the West, and from the Midlands to the South-west, like the Roman 
and 18th century routes, will by-pass the Stroud District, though for 
the moment such roads as the Cheltenham-Painswick-Stroud-Nails- 
worth-Bath route carry a heavy flow of traffic ; but one that no longer, 
as in days of toll-collection, enriches the local people. The surviving 
toll-houses and turnpike milestones remain as witnesses of a partially 
successful attempt to improve local traffic conditions, and to reduce 
the comparative isolation of the Stroud District, an isolation which 
was only successfully broken by the i gth-century railway. The present 
decline of the railway, and the building of the new motorways, may 
to some extent restore the earlier pattern. But that, of course, is 
another story. . . .
N O T E S A N D  R E FE R E N C E S
For anyone w anting a convenient summary o f Stroud turnpike sites, Bryant’s 
m ap o f  1824 (copy in the Glos. Records Office) is probably the m ost convenient 
source, though o f  course it does not give all the sites listed in  this article. There is 
a written sum m ary also in the Records Office, under D 67 Z74, w hich is useful but 
does not give all the sites, nor identify them  closely, and presents some difficulties. 
Thus the Alkerton site. No. 46, is listed as ‘Puddleworth Lane End’, w hich is close 
enough. A  catchgate under Rockness H ill (said to be by M r Job  Brown’s M ill in  the 
1820s) is given, which the writer has not been able to identify as yet (see N ote 14). 
Buckholt Gate, on Selsley H ill road, is named, w hich m ay be the ‘Nym psfield H ill’ 
site. N o. 49. W oodchester G ate is placed on the road Park Stile to Frogmarsh: it 
m ay be Site 32, but the writer w ould prefer to identify it as Site 30 at Inchbrook. 
T h e ch ief discrepancies occur on the road from the Severn (Frocester Division) where 
some sites are given as Fram ilode, Fretherne Bar, Saul, and Frocester O ld  turnpike. 
T h e last m ay be either 48 or 49— Frocester (Court) N o. 47 is given as existing 1821. 
T h e Saul site is given as at the canal bridge, that is site N o. 43, w ith gates in  1856,
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a bar in 1859 (the Perryway site, No. 45, is mentioned); but the writer cannot 
reconcile ‘Fretherne Bar’ (suggested above as in fact No. 43, on the Fretherne parish 
boundary) or ‘Framilode’, and considers the last a most unlikely site, at or near 
the Severn or Stroudwater Canal terminus, and a dead-end. The paper D67 Z74 
in fact seems to be compiled from a map such as Bryant and certain papers in the 
Glos. Library (JF. 9 file), with the addition of some local knowledge; but is only a 
summary and does not pretend to be exhaustive.
On general turnpike history, two useful authorities are: S. &  B. Webb, ‘The 
Story of the King’s Highway’ (published F. Cass &  Co., 1962. ist published 1913) 
and Jackman’s work on ‘The Development of Transportation in Modern England’ 
(1916, revised 1962, Cass). For local interest, for example, the Webb’s book refers 
to Minchinhampton Vestry Minutes of 14 Aug 1826 and points out that Minchin­
hampton ‘had been for several years energetically mending and improving its roads, 
pitching and paving footpaths and water-courses, and even constructing underground 
drains’. On the diversion of traffic to railways, they give the last London-Bristol 
coach as October 1843, instance the drastic decline in turnpike road revenues, 
so that before long parishes were subsidising turnpike roads. Most of Gloucestershire 
was in Highway Districts by 1865; they say the General Highway Act of 1835 
(5 &  6 W m. IV c. 50) repealed most of the highway statutes for non-turnpike roads, 
and codified anew the parish system. The 1848 Public Health Act made the local 
Boards of Health responsible for highways in new urban areas, and by the Public 
Health Act of 1872 highway jurisdiction was given to Local Government Boards, 
in both urban and rural Sanitary Authorities. Hence we see the de-piking of so 
many toll-houses in the Stroud District in the 1870s— many of these being conveyed 
to the former Trustees!
Site 39, junction of Fewster Road/Dark Lane, Nailsworth, ST 847996, has been 
disproved. The 2-inch preliminary drawings give a building and bar; but Miss P. 
Blake of Deverells, Nailsworth, has informed the writer that this was a gate across 
a private road, not a pike site. The road was given for public use (as Fewster Road) 
about 1925, and the gate (a photo of which is in her possession) was removed and 
set up in a local quarry.
H. T. Lilley in ‘A  History of Standish’ (Portsmouth 1932) refers to a toll-house 
near Oxlynch Lane on the Stonehouse-Standish-Bristol Road. This had been 
rebuilt, as a late Victorian brick cottage named Pike Cottage. Its site, as yet un­
numbered, is SO 807078, and it stands past Oxlynch Lane on the right-hand verge 
before the railway bridge.
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